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1. The memo for Gen Jones w/attachment^ 1 thru 3, requested a FAD I 
be assigned for Project DOUBLESTAR Ut). 

2. Gen Jones requested an impact statement, included at Atch 4. 

i 

3- Memo to MG Vaught, Atch 5, conveys SECDEF approval of FAD I for 
PAVE LOW only, requests rBclama if other assets are required to be 
included. HecUurM^ ;mpA.ct s/^sWrf-*^ ^.-f- /i-^Ji i>* 

4. InilLision of secure voice satellite terminals is required. 
Rationale and Mission Impact are at Atch 6. 

5. Message at Atch 7 provided SECDEF approval for PAVE LOW only. 

6. Message Atch 8 provides SECDEF approval of securp voice ^ 
satellite terminals within FAD I. 
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THE JOiNT CHIEFS OF STAFF 

VMSHlKCTON. D C. 30301 



THE JOI.'JT STAff 



MEMORANDUM FOR GENERAL JONES 

SUEJiC^^psS^ Request for FAD I, Project DOUBLL'STAR (U) 



1. Project DOUBLBSTAR >ef is presently one of the 
highest priority projects within the Department of Defense. 
The operations relative to the initial jjhase of the project 
are underway and, while progressing as anticipated, a 
critical problem has surfaced with regard to the Force 
Activity Designator (FAD) .(Specific examples are at Atch 1. 
A FAD I is urgently needed. 

2. ^*^^F^ DOUBLESTAR j^f has been assigned a JCS Project 
Code by OJCS/J-4 and a FAD II by the Services. (The highest 
FAD that a service is authorized to assign is FAD II.) ^The 
Project Code and FAD II equate to a 2-1 priority, appropriate 
to the test program but absou tely not commensurate with the 

A problem has not surfaced 

Within tne Army but Hq AFLC has advised the Air Staff that 
a FAD I is needed to avoid "running a real risk of denying 
needed assets." (Atch 2) Additionally, the 1st Special 
Operations Wing has advised of i/npending problems with Navy 
support. (Atch 3) . 

3. C^^(J^ At the onset, a FAD I was not pursued in order to 
maintain a low profile with regard to operations security. 
Ironically, the present requirement to seek emphasis on a 
FAD II project is frustrating our original intent as the 
reason for such high level interest is questioned. A FAD I 
rating would assure the proper level of support without 
questions being raised. 

4. (U) The Secretary of Defense, with the recommendation 
of the Joint Chiefs, has authority to assign a FAD I. 

5. ^^\^ RECOMMENDATION: The Chairman recommend a FAD I 
designation for Project DOUBLESTAR 
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POINT PAPER 

PROBLEMS KITH FAD II, PROJKCT DOUBLESTAR ^ 

) The Force Activity Designator (FAD) assigne d to project DOIBLSST.^^J^ IS^ff 
is^not appropria te to the p riority of the 
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(U) There are nine H-53 helicopters in tlie USAF inventory witli a FAD I. 
— * Six are assigned to the Crested Rooster mission at Hickam. 

— Ti)ree, to the ALCM/CtTM tests at llill. 

The nine PAVE LOW III helicopters assigned^ SNWBIRD^fTST'a re working 
under the PAD II assigned to DOUBLESTAR JlSu theHIBtest and evaluation 
effort. ^j^Bl 

With more than 20% of the inventory prioritized ahead of SNasiRi^ needed 
assets are beginning to be denied. Specific examples follow; * 

— On 19 Jun, a starter motor .needed at flfiSUirt was delivered to Hill. 

— On 20 Jun, a requirement for engines at White Sands Mas forwarded but 
could not be filled without a FAD I, 

— Mission essential gun parts manufactured for the H^53 were diverted 
to the Army. 

— WarnerH^obbins ALC has advised that scarce voice comnuni cations* 
equipnent connectors are not available for FAD II projects. 
Funding for DOUBLESTAR ^ support may require reallocation from 
approved high priority programs. FAD II does not provide an 
adequate base for conpetition for funding. 

'bOiTOM LINE: 

('\J) DOUBLESTAR J/sf^has done well, logistically, to date, based upon the considerable 
^ high level verbal support it has enjoyed. There is, however, mounting evidence 

that unless the verbal support is backed up by hard copy documentation of the 
real priority required, a real lack of adequate assets is faced. 
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SUPJ : HCNFV o^nCER SUPopRT 

•^FPt HQ USAF/LFY5 1717207 JUN 30 

1. ^Vru" ^-ESSAGE GAVE US JCS PPOJFCT C^HE^^WITH A FAQ IT. MUCH 
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IMPACT STATEMENT 

Question: v;hat impact would a DOUBLESTAR JAn^AD I have oh other 
FAD I programs? 

Air assets involved: MC/HC/AC*130, nFH53, UH-60 

Assumptions: The driving necessity for a FAD I for DOUBLESTAR 
is brought about by logistical problems v;ith the 
PAVE LOW H-53 helicopters. The system is just being 
introduced into the inventory and has not been brought 
up to adequate strength with respect to supportability . 

There ar* no significant problems with C-130 support. 

Virtually all the UH*60 assets are under the 

operational control of DOUBLI-STAR p^and a 
FAD I would not affect other Army units. 

Navy H-53s/UH*60's are not sufficiently common 
with Air Force H-53s/Army H-6.0S for a FAD I to 
have significant effect on Navy assets. 

Discussion: There are two Air Force PAD I programs utTlizing H-53s: 

- Crested Rooster. 6 aircraft supporting the 

Western Test Range Satellite Reconnaissance Program. 

— Helicopters provide back'-up to C-130 mid-air 
recovery of satellite packages 

— ' Two helicopters at a time are used as back-up 
recovery platforms. 

The helicopters come into play when the C*1305 
miss. The C-130 success rate is in excess of 95%. 

* ALCM/GLCM Test. Three H-53 helicopters at Hill providi 
mid-air recovery of Air/Ground Launched Cruise 
Missiles being tested over the Western United States. 

; ** Two ALCM sorties are scheduled for July, none in 

.. August. The first GLCM test is scheduled for 

March '81. 

— A day or two delay in one of the ALCM tests 
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- , 0 \\ ®s a result of a helicopter shortage would not 

:/ ) of ^^^^ adverse effect on the program. 

./ .i » 1^* DOUBLESTAR (0) helicopters are scheduled to be in 

i^'.y r the area of Hill AFB during the next month. Lateral 



l'' support could be provided when necessary. 



• f/H.5 * Total USAF H-53 Inventory » 49 aircraft. Almost 20% 
/^V \j' enjoy FAD I. 

Recommendarion: Approve the recommendation for a DOUBLESTAR i-ef^ 
/ FAD I for a period not to exceed *^0> days. 
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OFFICE OF THE CHAIRMAN 
W^^^'%§ Joint Chiefs of Staff y 




J.S. PUSTAY, UGen, USAF 
Asgj^ tant to the Chairman 
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The approval in principle by the SECDEF to assign a FAD 
I only to the PAVE LOW helicopters v;ould preclude the 
availability of vital secure voice satellite communications 
terminals required for each aircraft participating in HONEY 
BADGER tests. This point was not included in the request 
for a FAD I as it was assumed that all facets of DOUBLESTAR 
would be subsumed in one overall FAD, The lack of secure 
voice capability via satellite is a major limitation on 
special forces command and control. There are not enough 
assets available from any one service to meet this need. The 
combined service assets could be made available if DOUBLESTAR J 
were included in the FAD I. Strongly recommend that secure 
voice communications a-atellite terminals be included in FAD I. 

IMPACT ON OTHER PROGRAMS 

The Air Force will take delivery of 10 WSC-3 radios by 
1 Sep 80 which are to be government furnished equipment for 
another contractor who has a fixed price incentive contract 
to build AN/TSC*102, contingency SATCOM terminals. (ThAre 
are two WSC-3s in each TSC-102) . The Air Force is to * 
provide WSC-3s to the contractor by 1 Sep or the cost to the 
Air Force must be renegotiated. Estimate is less than $500K 
for non-delivery as specified. The operational impact would 
be to delay delivery of quick reaction packages for contingency 
communications support. 

The Navy has three 'WSC*3s in bonded storage to be installed 
in ships destined for deployment to the Indian Ocean. The 
Navy may have two or three terminals in labs that could be 
made available. 

The USMC has 30 WSC-3s which have been installed in 10 
vans (three in each) to modernize USMC long haul communications 
capability. These vans will be married up with another 
equipment van by Navy avionics labs. Fielding will begin in 
Jun 80 and extend through Early 81. The operational impact 
would be negligible for the period of DOUBLESTAR tests. 





^^^^ 



UNCLASSIFIED 



Ul Ql QO UUUU JUN 



ZZCJ>tr UASHINGTON DC 

JCS UASHINCTON DC 
INFO CSA WASHINGTON J)C//PALO-PLR// 

CNO UASHINGTON DC 

CSAF WASHINGTON DC//LEY// 

CnC UASHINGTON DC 

DLA CAnCRON STATION VA 
UNCLAS ^ 
SUBJ: FORCE/ACTIVITY DESIGNATOR ASSICNflENT 

FORCE/ACTIVITY DESIGNATOR {f AD> I IS ASSIGNED TO THE HH-S3 SEGMENT 
OF PROJECT HONEY BADGER EFFECTIVE IflflEDIATELY AND EXPIRING 
30 OCTOBER 1<1&0. 

NNNN ^.T"! 




J-3-. JTD SS076 ~ ; 

UNCLASSIFIED 



UNCLASSiriEC 

•• • 

01 01 DD UUUU 

SECDEF UASHINCTON DC 
dCS WASHINGTON PC 
INFO CSA WASHINGTON DC//DALO-PLR// 
CNO WASHINGTON DC 
CSAF WASHINGTON DC/ZLEY// 
CMC WASHINGTON DC 
DLA CAHERON STATION VA 

UNCLAS 

SUB J! FORCE ACTIVITY DESIGNATOR ASSIGNflENT 

FORCE ACTIVITY DESIGNATOR -CFA»> 1 IS ASSIGNED TO THE SECURE ^OICE 

SATELLITE COnnUNICATIONS SEGHENT OF PROJECT HONEY BADGER EFFECTIVE 

— •■■*■ 

innEDIATELY AND EXPIRING 30 OCTOBER X'^flO. 

«• 

NNNN 



CJCS DJS SJCS J3 




COL*. USAF 



UNCLASSIFIED 



^^5S:r% THE JOINT CHIEFS OF ST> 

••■ V.'ASHINCTON. D.C. 3030* 



18 September 19 80 



rUs jO!NT 5TAF' 



ME:-iORANDUM FOR: MG VAUGHT 

MG SECORD 

Subject: After Action Report POTENT CHARGE 





) Objectives: 



fi. Train to deployability-readiness a SNOWBIRD mission- 
caoable force consisting of 5 HH/CH-53C's, 5 CH-47C*s 
(HICAP), 10 UH-6^0A(S (HICAP). 

b. Train a cadre of mission-ready crews for the purpose 
of conducting SNOWBIRD-oriented individual and unit 
training . 

c. Articulate doctrine and procedures for the conduct of 
joint helicopter special operations missions, and document 
for the future. 



2. Phase I, 6 to 8 Aug 80 - Conduct Joint Helicopter 
Operations Doctrine and Procedures Conference, sponsored 
t^y JTF, Attendees from HQ, JTF; HQ, 101 AVN GP; HQ, 1st 
g^(^^l^^iSiismAb4/oti^f0l\g; US Army Aviation Center? and 
Ma r iTi e' T\ vi a t ion Weapons and Tactics Squadron One. 
Determine, in conference, using HONEY BADGER evaluations 
as £ basis, doctrine and procedures for conduct of future 
helicopter special missions. Document procedures. 

b. Phase II f 14 August to 4 Sep 80 - Conduct operational 
training of a mission package to refine and test doctrine 
and procedures. Conduct a SNOWBIRD-based mission-oriented 
ejtercise over realistic distances, in a type mission 
environment. Evaluate special mission package potential 
to successfully conclude a SNOWBIRD mission. 

H^) Assets: 

12 - UH60 HICAP 
5 - CH47 HICAP 
9 - HH53K 
5 - HH/CH53C/D 

Classified Byr T>^J> 
Declassified ON: 0^1>K 




Select crew: 



8 UH60, Army 

4 CH4 7, Army 

4 HH53H, Air Force 

2 HK/CH53, Air Force/USMC 



Ooerations Security was provided ^ym|H|^^Bi^^ 

cov^ the deployment of resources to Hurlburt. xn^ general, 
the operation was explained as training missions in support 
of a military conference to develop doctrine for helicopter 
operations. The conference would be held at Hurlburt Field, 
Fla and would involve academic discussions as well as day 
and night flying. The crews were only aware of para 1c, 
doctrine and procedures development, and not the other 
objectives of the conference. 

5.''(C) Potent Charge - Phase I was convened at 0830, 6 
August 1980, in the Command Balcony, Arm^Operations Center. 
Attendees are listed at Attachment 1 . ii^BBBf "ho was 

invited as Chairman, outlined the conference methodology ana 
divided the attendees into working groups to examine the 
procedural subject areas listed in Attachment 2. ^ 

The individual working groups, which consisted to the 
extent possible of members of each service, defined problem 
areas and proposed solutions to the entire group at intervals 
during the conference. These solutions, after they were 
affirmed by the entire group, v/ere then documented as 
procedural guidance. This process proved extremely efficient 
One of the most important ancillary results was the rapport 
v/hich developed among the participants, and the appreciation 
they seemed to gain for the professionalism of the aviators 
in the respective services. This methodology forced the 
participants to recognize that specific differences in 
procedures used by the various services are the result of 
different missions and normal tactical environments, rather 
than qualitative differences in training programs. 

The following products resulted from the conference: 

- Planning criteria and checklists 

- Briefing guides for type missions 

- Enroute and formation procedures 

- Terminal operations procedures 

These products were assembled in the form of a Joint 
Helicopter Special Missions Procedural Handbook. This is to 
be a "living" document, intentionally kept in loose leaf 



c 



format, so that as increased experience in helicopter 
special missions is gained, service participants can improve 
the procedures in a ' doctrinally sound fashion, rather than 
locking at them as dogma. 

At the conclusion of the conference, the attendees 
from Fort Rucker and Fort Bragg were dismissed,- and those 
from Kurlburt and Fort Campbell convened a training planning 
conference at the direction of the JTD staff. They produced 
a training program for Phase II, which was affirmed by the 
staff with minor changes and was transmitted to the units 
(Attachment 3). 

6. ^r) Conclusions - Potent Charge Phase I: 

a. Interservice/inJterim^^coo^^ation and u nders ta n dim 
has improved visibly . ijHHB|||Bf ^^^^ and 
101AVG, have been identfoTiea as helicopter planning 
and have agreed to maintain continuous communication on 
all joint matters* 

b. Instructor Pilt>ts, Standardization Instructor Pilots r 

and Flight Examiners, who constitute the core of the 
mission select crews, were extremely enthusiastic afbut 
being asked to participate and contribute actively in the 
planning process and procedural development. They 
universally indicated considerable optimism with respect 
to future results if the training program continues in 
this fashion. 

c. Some confusion -at the operator level was evident. • 
This confusion may be partly our fault, in that JTD 
probably tends to overclassify message traffic directed 
at the units, and may be directing it too high in the 
respective chains of command. JTD should make every 
effort to "scrub" training guidance down to the lowest 
level of classification possible, before issuing it to 
the unit planners. 



Potent Charge Phase I objectives met: 

a. Determination of doctrine and procedures for conduct 
of joint helicopter special missions. 

b. Documentation. 

c. Establishment of useful dialogue between unit planners 
and operators. 

d. Establishment of unit coordinating POC's. 
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8. ^i^Srr Potent Charge - Phase II v,-as reconvened at Hurlburt 
Field on 14 Aug 1980. The participants were the same 
individuals who participated in Phase I plus planners from 
the 101st AVBN and this SOW. JTD presented the goals and 
requirements for the terminal training objectives along v.'ith 
a mission profile. Two days were spent reviev;ing and 
revising the procedures in" preparation for the following 
week's flights. With JTD guidance, the conferees reexamined 
their training program and adjusted the training events 
slightly to fit the terminal training objectives. 

9. iPr) The flying portion of the exercise started on 18 
August 1980 with a training/evaluation flight with Marine 
and Air Force pilots working exclusively on night vision 
goggle (NVG) training. The first night's training v;as 
postponed because of weather. The training was accomplished 
the following night. - Major Jim Schaefer's evaluation 
indicated that the pilots were progressing nicely and had 
gained proficiency in the use of NVGs, Continued training 
is necessary to improve proficiency in the use of NVGs. 



10. Is) The first four procedural flights were daylight 
training to test, evaluate, and practice the procedures. 
Training flights were task oriented into assault and support 
cells. The two assault cells each consisted of one HH^3H 
and four UH-60s. The two support cells each consisted of 
one HH-53H, one HH-53C, and two CH-47s. The crews were 
rotated between assault and support missions to have as many 
crews as possible fly and evaluate the procedures; and gain 
as much mission experience as possible. The crews flew 
mission profiles that included enroute navigation, formation 
procedures, air refueling, emergency procedures, communications, 
rapid refueling procedures, and terminal operations. 



1 1 . V|cj The second week of the exercise was devoted to 
flying the ^procedures developed and practiced the first 
week, during the hours of darkness. 



12. (;pST On the night of 3-4 Sep, a terminal training 
mission (Atch 4) was flown to evaluate the aircrews ability 
to translate the procedures they had been developing and 
practicing into a mission scenario. The scenario was 
profiled against the helicopter portion of SNOWBIRD X. 
Mission activities were closely paralleled. Distances, 
times, fuel requirements, altitudes and LZ procedures were 
the same. 






4P?^?ae4«infeyn4 oyer^^ 500 mile routr'W^ 
^gr Pt. Rucker^-"" ~. 
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- At TAG X, refuel froir. prepositioned 5,000 gal tankers 
provided by the 108th QM Bn, Ft. P.ucker and pickup the 
Assault Force, two Ranger platoons (notional), represented 
by CCT and pathfinders already prepositioned at TAG X by 
jBt SOW helicopters. 

- At TAG X, the force divides into .two helicopter mission 
packages, each consisting of an assault cell composed of 
one HH-53H and four UH-60Hs; and a support cell composed 
of one HH-53H, two CH-47s, and one HH-53C. This is the 
last opportunity for CJTF to tailor his forces. They 
then proceed as separate flights to the assault zones. 

- Air assaults on TAB 6 and LZ 75 in the Eglin range- 
After the assault landing, assault aircraft withdraw to 
holding area, then" return to pick up ground forces, then 
return to TAG X for transshipment and refueling, then 
return to Hurlburt via the 650- -mile egress route. Air • 
refueling will be accomplished on egress. 



not be effectively planned for. V/eather - The weather was 
not as forecast. The passage of a line of thunders torvps 
early in the mission threatened cancellation of the mission 
and caused deviation, from planned course. Illumination - 
The first assault c^ll and support cell were scheduled to 
arrive at their assault and holding areas before moonrise 
with minimum illumination. Admir\istration - The area used 
as a transshipment point was too small to land the entire 
force. Scheduling - Refueling activities were not scheduled 
with consideration for equipment capabilities. 

14. ^ Mission execution - The first assault cell took off 
at 1945 local and was followed by the other cells as scheduled. 
Immediately after takeoff, the first and second cells 
encountered a line of thunderstorms on their intended 
course. The radar-equipped Pave Low aircraft were able to 
safely circumnavigate the weather and lead their cells to 
rejoin the route, and continue on schedule. One HH-53G 
crew, taking off into the weather, experienced severe 
vertigo and returned to Hurlburt. At the trans shipment/RRP 
(TAG X), a problem was encountered with scheduling and 
refueling activity. Flights arrived on time but approach, 
landing, ground positioning, and refueling took longer than 
planned. The crews, CCT, and pathfinders effectively reacted 
to the problem. Traffic was efficiently handled by the CGT 
on arrival and on. the ground; and trans shipment/RRP actions 
were acconplished without incident. Assault and support 
elements then proceeded to their LZs. The assault and 




problems that could 
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holding LZ were not lighted; however, the illumination 
was not as big a problem as expected and the assault and 
recovery went without incident. On the egress route, the 
ground activity at TAC X v/as not as rushed because of route 
timing. The bottleneck experienced during the ingress was 
net a problem. The cells flew the egress route, accomplished 
an air refueling and returned to base without incident. 

^5,\j^ Aircraft maintenance problems on the terminal 
mission. All chalk positions took off on time. The following 
problems occurred after takeoff or sometime during the 
mission. 

a. HH-53H, 648, chip light main gear box on landing at 
TAC X on the ingress route. Could not proceed to assault. 
Blackhawks went without him. On an actual mission, CJTF 
would have had the option of using a spare Pave Low or 
moving the support cell lead up to the assault cell. 

b. UH-60 - fuel filter warning light on landing at TAC X 
on the egress route. The problem was corrected by the 
crew in less than 2 hours and they completed the mission. 

c. HH-53H, 650, chip light #1 engine on landing at Ac X 
on the egress route. The problem was corrected by the 
crew. The aircraft was administratively returned to 
Hurlburt. It did not fly entire egress route because it 
could not accomplish aerial refueling because of tanker 
availability. 

d. HH-53C, 795, on- takeoff the pilot experienced vertigo, 
put his aircraft in some unusual altitudes. When he 
regained control, he returned to base so that maintenance 
could check the aircraft for stress. 



16. C]^iisT 



Objectives accomplished: 



a. There is now a trained mission-capable crew force of 4 
HH-53HS, 2 HH-53CS, 4 CH-47CS and 8 UH-60AS that can 
perform against the SNOWBIRD X parameters. 

b. Each unit has a cadre of mission ready crews for the 
purpose of conducting SNOWBIRD oriented individual and 
unit training. (Atch 5} 

c. Doctrine and procedures for the conduct of joint 
helicopter special operations missions, were documented 
in a Joint Helicopter Operations Directive. (Atch 6) 



7 



17. 



Areas requiring further attention: 

a. Potent Charge Maintenance Support H53: 

Exercise Potent Charge - Phase II required four HH53Hs 
and two HH-53Cs to meet the daily flying schedule. Here 
is a summary of the activity. Specific information can 
be found in the maintenance evaluation in Attachment 7, 



18 Aug Monday - Three aircraft were scheduled to fly 
all three were replaced with spares. Before they could be 
flown, the missions were cancelled because of weather. 

19 Aug Tuesday - Three aircraft were scheduled to fly. 
Two took off on time and completed their training. One 
took off 20 minutes late and air aborted. 

20 Aug Wednesday - nine aircraft were available to 
fly. Two took off on time and completed their training. 
One took off 20 minutes late and air aborted, 

21 Aug Thursday - Five aircraft were available to 
cover six missions. One took off on time and completed 
training. One took off 22 minutes late and completed 
training. One was not provided and three aborted. 

22 Aug Friday - Nine aircraft were available to fly. 
Four took off on time and completed their training. Five 
were maintenance deleted or cancelled. 



23 Aug Saturday'- Seven aircraft were available to ' 
fly. Five took off on time and completed their training. 
One was a maintenance delete and one cancelled. 

25"Aug Monday - Eight aircraft were available. Two 
aircraft took off on time. Three took off late and 
completed their training. 

27 Aug Wednesday - Eight aircraft were available. 
Two took off on time and completed training. One took 

off late and completed training. Two maintenance cancelled 
and one air aborted. 

28 Aug Thursday - Eight aircraft were available. 
Six took off on time and completed training. Two 
returned to base for' repairs then continued training. 
Two maintenance cancelled* 

.3 September - Scenario Day. Nine aircraft were 
available. Six took off on time. Four completed training. 
One aborted after 5.5 hourSr before reaching objective^ 
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(1) The long dur ation o f the mission is a major 
concern. Doctor (HBBbriefed the crews on the 
.effects of f at igu^ana means of comb^^ig the problem. 
As part o£ his after action, Doctor fHpf will publish 
a pamphlet on the effects of long dura^on flights, 
the nature of those effects, and actions crews can 
take, either through diet or exercise, to overcome the 
effects. He is also examining the possibility of 
using amphetemines to overcome the effects of fatigue. 

( 2 ) Ai r crew medical support was examined by Doctor 
He concluded that USAF Pararescue Specialists 

and USA Special Forces medics are the best qualified 
for mission support. Coincidently , both helicopter 
unit commanders have requested Pararescue Specialists 
to perform as scanners, gunners, crash rescue, and 
medical supports aboard mission aircraft. This request 
coincides with our earlier recommendation in the Honey 
Badger after action rep ort. As JH TF Flight Surgeons, 
Doctor and Doctor jH||HM|||| will train the PJs 

used f o^neTicopter support. The" training will 
consist of refresher instruction covering trauma, 
minor surgery, combat trauma, and crew duties. 

(3) Medical configuration of aircraft. Doctor^ 
demonstrated a medical configuration for the H-53. 
This configuration is ideal for special operations. 
It provides a flexible medical capability with light 
weight. The ability to immediately treat injuries 
before the transshipment point is a vital addition to 
the mission capability (Atch 8). 

h.;^|HHilBi^^^?^^^* Members of the _ 

developed, and demonstrated an H-53 based 
system that has a potential for greatly expand i ng ^ miss ion 
capabilities, and markedly increasing the options for 
loqi sties support. The unique capability of the H-53 to 
:rom ground units, CH-47s, other H-53s,.and 
^30s gives the task f orce the ability to support 
forward units with^mon a continuous basis and still 
recover the logistics support assets. Further development, 
and system safety evaluation is needed. 

c. CCT - A helicopter mission qualified CCT composed of 
1st SOW CCT and Pathfinders from Fort Rucker has been 
trained and developed. These units should be tasked to 
support RRPs and transshipment points and used as primary 
units when helicopters are involved. 
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listed non-effective. One aborted after the pilot 
experienced vertigo on take off and returned to land. 
Possible over "C" , aircraft aborted for inspection. One 
experienced a problem after objective, was repaired in 
the field and administratively returned to Hurlburt, 
mission effective- 



Compiled statistics for Potent Charge Phase II; 

67 A/C scheduled to fly 51 sorties 
46 HH-53H and 21 HH-53C 

22 HH-53HS took off on time - 48% (one abort in route) 46 

4 HH-53C took off on time - 19% 
34 crew sorties were effective out of 51 scheduled - 67% 

b. Equipment - The following equipment requirements need 
to be met to provide essential mission capabilities: 

- Pave Low battery -problems are in the process of being 
corrected by Canadian Marconi. 

- Collective limits The collective limit need to be 
adjusted to enable pilots to use all available power 
for flight, f 

- IR light and brackets are needed to improve night 
operations. 

- 50 cal gun mounts. Presently at the manufacturer. 
This is another mission essential item in the acquisi- 
tion process. 

c. Training: 

- Live fire of 50 caliber machine guns. 

- Increase number of mission ready crews. 

- Increase proficiency using night vision goggles. 

- Operations in brownout conditions. 

Additional capabilities: 

a. Medical support - Doctor (LtCol ) Hulburt 
AFB, i s f unct ionlnq .^s J HTF Flight Sorgeoi^Wfn Doctor 
(Capt)flmBlHllHHl ^^^^ Campbell, as his Deputy. 
They wTllac^a^points of contact for medical information 
related to JTF helicopter crews and activities. 
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DOCTRINAL/PROCEDURAL SUBJECT AREAS 



1. Briefings: 

a. Briefing format/guide - mission-cell-aircraft 

b. Pre-mission data checklists 

c. Map/chart/flight log preparation 

d. Formation briefs 

e. Emergency procedures briefs 

f. Cell . standardization 

g. Tactical situation briefs 

h. Mission note cards 

2. Mission, profile, enroute phase - 

a. Ground abort procedures 

b. Communications plan - joint commplan 

c. Spare aircraft procedures 

d. Departure join-up 

e. Enroute link-up 

f. Lost lead link-iip 

g. Formation visual signals 

f 

{ 1 ) lead change 

(2) frequency change 

(3) position change 

(4) emergency 

(5) break 

h. NVG navigation check points - route selection - JJVG 
procedures 

i. Lost comm 

j. Lost visual contact - signals and procedures 

k. Evasive maneuver battle drill 

1. wing man abort 

ni. Downed crew recovery 

n. Re-link procedures, enroute, holding area, LZ/PZ. 

o. IP procedures 

p. Holding area procedures 

g. Hides 

r. AR procedures 



( 1 ) timing 

(2) missed AR 

(3) cell procedures 

(4) lighting 

(5) Visual signals 
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3. Mission profile, terminal phase 

a. ROE 

b. Aircraft spotting in LZ/P2/holding area 
ROE/LZ status/threat/security 

d. Rejoin by aircraft left in holding area 

e. RRP closeout procedures - signals and counts 

f . P2 closeout procedures - signals and counts 

g. Authentication procedures 

h. Evasive maneuver, re~link 

i. Pax onload/offload procedures 



( 1 ) count 

(2) control 

(3) conforn « 

j. Lost lead 
k. LZ lost comm 



(1) visual signals 

(2) withhold 

1. Rescue and recovery response procedures T 
m. Signals - compromise/pickup/proceed 
n. Holding area communications - 



(1) call forward plan 

(2) re-link plan 

(3) withhold plan 

(4) NLT times 



o. Passenger instructions 
p. Transload area procedures 



(1 
(2 
(3 
(4 
(5 
(6 
(7 
(8 



pax instructions 
pax marking 
pax accounting 
ingress/egress 
lighting 

communications plan 
lost comm plan - signals 
control points/holding areas 



q. RRP/LZ/PZ timing/traffic/holding 

r. RRP/LZ/PZ HA procedures 

s. Go around procedures 

t. CCT/Path finder coordination 
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TRAINING PROGRAM — POTENT CHARGE PHASE II 

i U 

14. Aug - Final planning conference begins 1300CDT. 1S0W 

Wing HQ, Hurlburt. All Phase I conference attendees 
in attendance, 

15 Aug - Conference continues. Final joint operations 
document transmitted to Cdr and J-3, JTD, for 
approval. 

18 Aug - Two HH53Hr two HH53C NVG training sorties, USMC 

assisted. Each sortie 2.0 hours.. 

19 Aug * Crew rest/makeup training day. 

20-13 Aug - Day multi-ship joint procedures training. Terminal 
Training Objective: all select crews thoroughly 
familiarized with procedures, tactics, and techniques. 

25-28 Aug - Night multi-ship joint procedures training. Terminal 
Training Objective: all select crews special joint 
mission-ready. 

2 Sep - Brief Terminal Mission. Crew/cell planning conducted. 

Concept/Oplan will have been issued to unit planners 
NLT 21 Aug. 

3 Sep - Fly Terminal Mission. 

i 

TASK LIST - POTENT CHARGE PHASE II 

18-21 Aug - a. Mission Brief 

b. Taxi/prelaunch communications 

c. Formation takeoff and join-up 
• d. IMC breakup/rejoin 

e. Formation enroute procedures 

f. LZ landing/refueling/departure 

g. Terminal procedures 

h. Light signals/lost conun 

i. Debrief 

22-23 Aug - a. Mission brief 

b. Taxi/prelaunch communications 

c. Formation takeoff and join-up 

d. Formation battle drill 

e. Aerial refueling 

f. Formation landings/terminal emergencies 

g. VMC breakup/evasive maneuver battle drill 

h. Terminal procedures 

i. Debrief 

25-28 Aug - Same tasks performed at night. 
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FROM: USA/USAF JOINT HELICOPTER OPERATIONS DIRECTOR 25 Aug 80 

SUBJECT: Change 5 to USA/USAF Joint Helicopter Operations Directive (Draft) 
TO: Whom it May Concern 

1. Make the following page changes to subject directive: 

REMOVE INSERT 

3-2 THRU 5-10 3-2 THRU 5-/7 

6-1 THRU 6-2 6-1 THRU 6-2 

FIG 7-4 THRU 7-4c FIG 7-4 THRU 7-4c 

8-5 & 9-1 8-5 & 9-1 

10-2 & 10-3 ' 10-2 & 10-3 

ATCH 1-5 & 1-6 ATCH 1-5 & 1-6 

2. Make the following pen and ink changes: 

a. After removal and insertion of page changes, renumber pages 
5-n. 5-12, and 5-13 to 5-6, 5-9 and 5-TO respectively, 

b, Atch 1-8 add "22. Altimeter setting". ^ 




CHAPTER 1 



GENERAL 



The purpose of this manual is to establish standard operating procedures 
for joint USAF/USA/USMC helicopter operations involving H-53, H-60, and 
H-47 aircraft. Procedures are designed around a mission concept including 
night VMC, low level, conmuni cation (radio) out, night vision goggle (NV6), 
long range infiltration/e^filtration. The nature of the cnviflofitd 
mission requires detailed briefing of all participants on all aiission 
phases. Hotiever, no amount of planning, briefings and procedures can cover 
all situations and the discipline training and Judgnnt of Individual 
aircrews/planners nay call for a necessary violation of procedure^or 
concepts (i.e.,: breaking radio silence) In order to safely and effectively 
acconpllsh the mission. These procedures ere designed to exercise both 
aircrew and aircraft through the full range of their capabilities; however, 
each aircraft commander must assess the limitations of himself, his crew 
and his aircraft on each mission and Insure that these limits are not 
exceeded in pursuit of mission objectives. Fly safe. 




DEFINITION OF TERMS 



1. Airborne Mission Cooioander (AMC) - the designated airborne conmander 
of Joint mission elements. 

2. Air Refueling Initial Point (ARIP) - A point located upstream from 



the area at which the^^iiw aircraft Initiates a rendezvous with 
the tanker. 

3. Air Refueling Control Point (ARCP) - The planned geographic point 
over which the recelver(s) arrives in the observation/precontact position 
with respect to the assigned tanker. 

4. Air Refueling Contrdl Time (ARCT) - The planned time the rece^er and 
and tanker will arrive over the air refueling control point. 

5. Refueling Altitude - that altitude which meets the perfonnance and 
operational requirements of both tanker and receiver. 

6. Air Refueling Airspeed - An airspeed at which air refueling wilTbe 
Initiated. 

7. Air Refueling Track - A track designated for air refueling. 

8. Air Refueling Abort Point - A planned point along the air refueling 
track at which the receiver or tanker is directed to return to the 
recovery base In the event that fuel transfer Is not successful. 



CHALK - The' number polsltlon of an aircraft in a formation; i.e., 
the second aircraft In a formation Is CHALK TWO. 
10. Rendezvous- A procedure to join-up two or more aircraft In flight. 



g. Air Refueling Exit Point* 





C 



1-2 




n. Landing Zone - A specific zone within the objective area used for 
the landing of assault aircraft. 

12. Laager Area - An encampment area or assembly point for ground vehicles 
or aircraft. 

13. Pickup Zone - A landing site for onloading personnel or cargo. 

14. Transload Point - A landing area provided for the transfer of 
personnel or equipment to other modes of transportation. 

15. Rapid Refueling Point (RRP) - A ground refueling site designed for 
quick refueling from ground bladders or other aircraft. ^ 

16. Rapid Refueling Point Time (RRPT) - A control time for arrival at 



17. Beaconing - The use of radar beacons to provide homing or vector 
signals to aircraft arriving at a landing zone. 

18. Rules of Engagement (ROE) - Directives issued by competent military 
authority which delineate the circumstances and limitations under which 
U.S. forces will Initiate and/or continue combat engagements with other 
forces encountered. 

19. Formation Leader - The designated leader of two or nore flights 
of helicopters/aircraft. 
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the rapid refueling point. 
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20. Flight Coirroander - The designated leader of an integral flight of 
hel i copters/ai rcraf t. 

21. Ground Commander - The designated on-ground coninander of joint forces 
elements. 

22. Enroute Control Time - An arrival time over an enroute way point 
used to control the sequence of air traffic. 

23. Phase Lines - A geographical line used to control movement of mission 
elements, should be easily identifiable on the ground; normally used in 
conjunction with a control time. 

24. Safe Areas - "Selected areas for Evasion." Used in conjunction with 
Escape and Evasion (E&E) procedures during search and rescue (S^) operations. 

25. D-D^ - The dsiy on which mission operations comnence. 

26. H-Hour - The Specific hour on on which hostilities comnence. 
When used in connection with planned operations, it is the specific hour 
on which the operation commences. 

27. Brevity Code - Code words or acror^yms used to identify mission elements 
or execution directions. 

28. Holding Area - An airborne or ground area used for planned delay of 
mission elements. 

29. Combat Control Team (CCT) - USAF units formed to secure and control 
airfields or landing areas. 

30. Pathfinders - US Anqy units formed to seek and secure forward area 
landing zones. 

31. Join-Up Altitude: 

A position 200 feet above air refueling altitude. 



32. Radio silence air refueling: 

Air refueling without the aid of verbal Instructions. 

33. Joint Operations Conmander: 

The designated operational commander of all assets committed to one 
particular joint operation. 

34. L-Hour - The time of landing of the first wave of a helicopter borne 
unit, 

35. AN/ALE 40 - Flare and chaff ejector system Installed to deceive 

guidance systems In certain types of missiles. 

36. AN/ALE 69 - Radar warning receiver, provides audio and video alerts 
to the pilot and copilot when the system detects threat radar sig^ls. 

37. KY 28 - Secure speech provided to pilot and copilot on FM and UHF 
radios. 



NAVIGATION 

1. The primary means of navigation Is dead reckoning. All aircraft In 
a formation Mill prepare sufficient maps, charts* and mission data to 
provide positive location Identification in the event navigation aids 
are lost. Navigation aids on board PAVE LOW will be used to the maximum 
extent to maintain track and timing accuracy. 

2. PAVE LOW or other lead aircraft will attempt fly over of check points 
to assist update procedures for all aircraft. Lead aircraft will notify 
wingmen of approaching update points using light signals. 

3. Navigation system failure. ^ 

a. PAVE LOW aircraft will normally retain formation lead In the 
event of PAVE LOW system's failure. If other considerations dictate a 
lead change^a lead change will be acconi^llshed. 

b. All aircraft In the fomatlon will be notified of nav system's 
failure and will closely monitor navigational accuracy. Wingmen will 
notify lead aircraft of suspected gross navigational errors. 

INC OPERATIONS 

Inadvertant IHC conditions will be avoided to the maximem^extcni possrAle- . 
If IMC Is encountered, SOP's will be followed to attempt regaining con- 
tact flight. Time* distance & heading dead reckoning will be used 
during INC flight to retain as much navigational accuracy as possible. 
After MNC Is regained aircraft will use all available means to fix their 
position and proceed along track. 
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CHAPTER 2 
BRIEFING GUIDES 



CREW INTEGRITY. FLIGHT INTEGRITY 
To maximum extent, on a given training exercise, crew Integrity should 
be maintained. Flight integrity can vary «^ necessary to suit the needs 
of the mission; however, for the immediate future, flight Integrity appears 
advantageous. It provides familiarity between crew members and standardi- 
zation of flight techniques. The flight leads coomand over the flight is 
similar in concept to the aircraft commanders' conmand over the crew; 
however, without comnunications between aircraft the flight comnanders' 
job is more difficult and while some situations may conceivably warrant 
uncoonanded actions by flight neabers flight discipline/integrity should 
be maintained except under the most extraordinary conditions. f 

CREW ROTATION/AUGNQITATION 

- Except for ferry flights exceeding 14 hours augmented crews are not 
required. 

- Crew members in heavy lift helos H-47 and H-53 have greater freedom of 
movement and some rotation of crew duties is possible. The H-47 navigator 
may rotate Into pilot or copilot positions. H-53 flight engineers may 
rotate between cab3n and cockpit positions. 

- Crew members in H-60 aircraft have limited movement and crew rotation 
is impractical. 

- Crew duty/rest limitations for respective components should be strictly 
observed by mission planning elements. 



PLANNERS CHECKLIST 

K Task Organization 
2. Situation 

a. Friendly 

(1) Air 

(2) Ground 

b. Flight Assignments cARD 1 

c. Intelligence 

d. Weather (local, enroute. objective, egress, destination) 
Moon illumination, sea state, temperature. 

3. Mission 

a. Primary T 

b. Alternate 

c. D-Day - H-Hour. 

4. Execution 

a. Prelaunch ^ 

(1) Start Time 

(2) Coimo check - sequence & frequency 

(3) Taxi time 

(4) Special Equipment required 

(5) Fuel required 

b. Launch 

(1) Sequence 

(2) Take off heading 

(3) Formation 

(4) Go/no-go procedures (criteria) 
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c. Enroute 

(1) Primary route with way points CARD 5 
12) Secondary route with way points 

(3) Enroute formation 

(4) Airspeed/altitude 

(5) Air movement table 

(6) Frequency change procedures/mission control measures 

(7) Flight lead change procedures 

(8) ARCP/RRP locations 

(9) Link up procedures 

(10) Known eneny locations 

(11) Rules of engagement f 

(12) Hazards 

d. Terminal/Objective area 

(1) Primary PZ 

(2) Alternate PZ 

(3) Suppressive fires 

(4) Holding area (include security) 

(5) Call forward procedures/PZ control 

(6) Landing heading V . 

(7) Landing formation 

(8) Rules of engagement 

(9) Load-PAX/cargo 

(10) Hazards ^ 
e. Egress 

(1) Primary route with way points 

(2) Alternate route with w^ points 

(3) Destination ' 'Qromry 
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(4) Control measures 

(5) Rules of engagement 

(6) Emergency L2 
(7} Destination 

(8) Fuel/medevac call up procedures 
f. CCT Brief CARD 6 

9* Emergency procedures 

(1) Aborts 

(a) System 

(b) Heather 

(2) Lost coRino 

(3) Escape and Evasion 

(4) In-flight emergency/downed aircraft 

(5) INC 

(6) SAR 

h. Special Instructions 

(1) m 

(2) Nisslon alternates 

(3) Time hack (ZULU) 

5. Service support 

a. Refuel Procedures CM(D 7 

(1) Air (inci release time) 

(2) Ground (inci release time) 

b. Naps 

6. Coomand' and Signal CARD 2 & 3 
a. ANC 



b. Formation lead (NOTE: a. b. c, & d - include frequency and call signs 



e. Recall procedure 

f. Nav aids 

g. Signals 

h. Code words 

1. Frequencies and call signs 
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MISSION BRIEF 



BRIEFER: 

VIST TORS : 

ROLL CALL: 

(NOTE: By V Assignments & Tall #) 
MISSION: 

a. Primary 

b. Alternate 

c. Objective Area 

I 

d. General Routing 

e. LZ 

1 

f • Onload Requirements 
g. H-rHour 
TASK ORGANIZATION(s) 
a. Friendly situation 

(1) Air 

(2) Ground 
CALL SIGNS 
COMMAND 

a. AMC 

b. Formation Leader 

c. Flight Leader 

d. Ground Coonander ' 

e. Recall procedures 



6. COMMUNICATIONS 

a. Control Agencies 
Frequencies Sequence 

c. Mission Control Procedures 

d. Nav Aids 

e. Signal 

f . Code Words 
9. INTELLIGENCE: 

a. Briefer 

b. Rules of Engagement 

c. E&E Code Letters/Words f 

d. Ordnance 

e. Authentication Procedures 

f. Safeguard/Destruction of Classified 

g. Personal Sterilization 



Route 



1. 



Threats. 



J. 



Evasive Tactlcs/RHAy Indications 



Safe Areas 



LZ Description/Photography 



Cover Story 



10. Weather 



a. T/0, Enroute, Tennlnal 

b. Pressure Altltude/Teovierature/Wlnd/Altlneter Settings 



c. Alternate & Recovery Bases 



d. Sunrise; & Sunset 
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e. Noonrlse. Moonset, % Illiffination 



f . Sea State 




MUNITIONS 

a. Flares 

b. Chaff 

c. Very Pistols 

d. Guns /Load 

e. Personal Weapons 

EXEUCTION (BRIEFED BY FORHATION LEADER) CARD 4 

a. Pre launch 

(1) Start tiwe ' 

(2) . Coflino check time (Include frequency and sequence) 

(3) Taxi timt/ (!UJl^^^ . 

(4) Special equipment required 

(5) Fuel required 

b. iaunch 

(1) Take off heading 

(2) Fonaation 

(3) Sequenqy 

(4) Go/no go procedures 

c. Enroute. CARD 5 

i 

(1) Primary route with way points 

(2) Alternate route with way points 

(3) Fonnatlon 

(4) Airspeed/altitude 

(5) A1^ movement table 

(6) Frequency change procedures/mission control measures 

(7) Flight lead change procedures 

(8) ARCP/RRP locations 

(9) Link up procedures 




(10) Known enemy locations 

(11) Rules of engagement 

(12) Hazards/NOTANS 

d. Terminal /Objective area 
(1) Primary PI 



(4) Holding area (Include security) /HiCES 

(5) Call forward procedures/PZ control 
i€) Landing heading 

(7) Landing forvatlon 

(8) Rules of engagement 

(9) Load-PAX/cargo 

(10) Nazards/NOTANS 

a 

e. Egress ' 

(1) Primary route with way points 

(2) Alternate route with wi^ points 

(3) Transload point 

(4) Control measures 

(5) Rules of engagement 

(6) Emergency L2 

(7) Destination 

(8) Fuel/medevac call up procedures 

CCT BRIEF 'CARD 6 

ENERGENCr PROCEDURES 
I. Aborts 



(2) 
(3) 



Alternate PZ 




(1 ) Systems 

(2) Weather 




b. Lost conmo 

c. Escape and Evasion 

d. In flight emergency /downed aircraft 

e. IMC 



f-j 

15. REFUELINfPROCEDURES 

a. Air CARD 7 
ARCT- 

b. Ground 
RRPT 

16. DEBRIEFING 

a. Maintenance 

b. Operations 

c. Intelligence 



17. SPECIAL ITEMS 

a* Transportation 

b. Messing. 

c. Life support 

d. Mission update brief 

18. TIME HACK (ZULU) 



individuKl aircrew briefing guide 

1. Mission 

a. Sequence of events 

(1) Take off 

(2) Enroute 

(a) Formations 

(b) AR 

(c) RRP*8 

(3) Terminal area 

(4) . Loading proeeHures 

(5) Egress 

2. Timing ^ 
a» ARC show times ck OjaMO^ * 

b. Start time 
e. T/0 time 

3« Call signs 

a. Aircraft 

b* Personnel 
4« Intelligence 

a. Friendly 

b* Enemy 

c. Rules of engagement 

5. Weather 

6. NOTAMS 

7. Crew duties 

a. Change of controls 

b. Scanners duties 

c. Crash landing responsibilities 



8. Emergency - ^/v^^fUjJL.^^ ^ 

a. Basic aircraft 

b. Formation 

c^ Air refueling 
d. Ground refueling 

9. Special equipment 

a. Aircraft 

b. Personnel * " 

c. Mission kits/maps 

10. Radio procedures 
a. Xnterplane 

b* Zntraplane 

c. Visual signals 

11. Escape and Evasion procedures 

a. Code words 

b. Safe areas 

12. Recall procedures 

13. Fuel 

14. Weight and balance 

15. Passengers Mnlfested 

16. Time bade , 



CHAPTER 3 
RADIO COWUNICATIONS 
Radio comnunications will not be used except for communications check in. 
emergencies for which no conra out SOP exists, and planned comnunications' 
with CCTs, etc. The mission planning/execution should be accomplished to 
meet the following requirements: 

a. CEOI must be published In a timely manner. 

b. All users must input to C£OI development as early as possible. 

c. All users will have the same CEOI. 

d. Each pilot will carry the standard CEOI and an abbreviated frequency 
carj^ which is also standard. ^ 

e. All flights will monitor the same HF, VHF, UHF & FM frequencies 
except individual flights will have alternate frequencies to allow 
communication within all flights simultaneously. [Return of all flights 
to the same mission frequency will be accomplished as soon as conditions 
permit. Nonnally only one radio will be used off the mission frequency] 

f. Any absolute minimum number of freqJkcy changes will be used 
during a mission. 

g. Alternate frequencies wilt be Identified so that only one digit 
must be changed (I.e., primary 243.0 would have anl^temate of 253,0 
or 244.0 or 243.1, etc.) 

h. Each crewmcmber will have a PRC-90. 

1. Each aircraft will canry a low power Notorola or Squad radio 
for ground holding point comnuni cation, 
J. Call signs will be designed so that: 

(1) Flights are designated by block numbers, i.e. 20, 30, 40. 

(2) Chalk order is last number of call sign, i.e., 21. 31, 41, 
51 are flight leads. f^i^ ^rsr-^ 



(3) First portion of call sign is code word, i.e., Bromo = Helicopter. 
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TAKEOFF 

Takeoff/Join Up. These procedures are designed around the initial takeoff 
from a runway large enough to allow two clear lanes for rolling takeoff s. 
These procedures allow a single aircraft to abort a takeoff without any 
sympathetic aborts or any break in radio silence. There are many 
circumstances which may require deviations to these procedures such as 
narrow/short runways multiple aborts or aircraft emergencies. In all 
cases good judgment must be used by all flight members. 

1. Engine Start/Taxi. Each A/C will start Independently In order to 
arrive at a briefed taxi rendezvous point. Taxi should accomplish to 
arrive at rendezvous point 10 mins prior to T.O. time. 

2. Conin Check. Conn check-In will be accomplished 10 minutes prior f 
to T.O. Each radio will be checked bynall flight members In both secure 
(green) unsecure (red) modes. I.e., "Shark 21 flight check-In Fox Mike 
Green.: Each flight member will respond with his flight position number 
i.e.. "Two, ""Three, ""Four." 

3. There are many combinations of possible radio failures. Lead will 
direct an abort to a particular aircraft for coirra failures If mission 
requirements make the abort necessary. At least one operable radio Is 
required to preclude an abort prior to T.O. Total radio failure after 
T.O. does not require an aboft. 

4. Line Up. 

a. HH-53/UH-60. HH-53's taxi 1000* forward, on downwind side of 
active and perform hover checks. Line up on right side of direct head- 
wind exists. H-60's will taxi into staggered formation position (left or 
rigt) depending on HH-53 line up position. Spacing should be 500' between 
the H-53 & H-60S and 200* between H-60s (See Figure 1). 
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FIGURE 4-1 



b. HH-53/CH.47. Flight elements will form on the downwind side of the 
runway in trail formation (See Figure 1). Maintain 200* separation for 
takeoff. Perform hover check. 

5. T.O. Lighting. Each aircraft will call Ready for takeoff by extinguish- 
ing the aaticollision lights. When lead is ready and all flight members 
have extinguished anticollision lights, lead will extinguish his anti- 
collision lights, wait 5 seconds and initiate a rolling T.O. Anticollision 
lights will not be tumgd off prior to taxi on to the runway/takeoff area. 

6. Takeoff/Join-Up 
a. 53/60 

(1) When the flight is ready, lead executes a running T.O. H-60 
may delay up to 5 seconds between aircraft to initiate T.O. rolf. 

(2) H-60's takeoff in sequence climbing to stay above the lead 
flight path and moving to the hot side of runway after reaching 50 KIAS 
(caution wake turbulence). 

(3) Lead climbs out at 80 KIAS &i6o fpm. 

(4) Flight Joins up at 3-5 rotor disk separation. 

(5) After join up, lead accelerates to enroute cruise speed 
Cnonnally 110 knots ground speed under no wind conditions but D.A. and 
winds or nisslon time sequence will be used to determine enroute airspeed). 

(6) If any individual aircraft aborts are encountered, the 
aborting aircraft will turn-on anti-collision light and move to the 

^'^^ of runway dropping out of formation. The aborting aircraft is 
responsible to avoid any aircraft In front of him, MM^q^teM^ 

b. 47/53 

(1) Lead executes a running T.O. when all flight members are ready. 

(2) Each flight member will delay up to 5 seconds and Initiate 
takeoff roll. Staying on the 4ie^ side of runway. 



b. HH-53/CH-47. Flight elements wtrT^fofm^on the downwind side of the 
runway in a staggered formation (left or right) (See figure 1). Maintain 200' 
separation for takeoff. Perform hover check. 

5. T.O. Lighting: Each aircraft will call Ready for takeoff by extinguish- 
ing the anticollision lights or position lights. When lead Is ready and all 
flight members have extinguished anticollision lights and/or position lights, 
-lead will extinguish his anticollision lights, wait 5 seconds and initiate 

a rolling T.O. Anticollision lights will not be turned off prior to taxi on 
to the runway/ takeoff area. 

6. Takeoff/Join-Up . 
a. 53/60 

(1) When the flight Is ready, lead executes a running T.O, H-60 
may delay up to 10 seconds between aircraft and initiate T.O. roll. 

(2) H-60's takeoff In sequence climbing to stay above the lead^ 
flight path and moving to the downwind side of runway after reaching 50 KIAS 
(caution wake turbulence). 

(3) Lead climbs out at 80 KIAS & 500 fpm. 

(4) night joins up at 3-5 rotor disk separation. 

(5) After Join up, lead accelerates to enroute cruise speed 
(normally 110 knots ground speed under no wind conditions but D.A. and 
winds or mission time sequence will be used to determine enroute airspeed). 

(6) If any individual aircraft aborts are encountered, the 
aborting aircraft will turn-on anti -collision light and abort straight 
ahead. The aborting aircraft is responsible to avoid any aircraft in 
front of him. 

b. 47/53. 

(1) Lead-executes a running T.O. when all flight members are ready. 

(2) Each flight member will delay up to 5 seconds and initiate 
takeoff roll. 
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(3) Each aircraft should lift to insure flight above, the previous 
aircrafts flight path to avoid wake turbulence problems. 

(4) Lead maintains 60 KIAS for join up and accelerates to cruise 
speed when the flight is joined. 

(5) Join up will be at 3-5 rotor discs spearation. 

(6) Aborting aircraft will abort straight ahead on the runway with 
anti-collision lights on, maintaining clearance from all aircraft in front 
of. him. 



I 
I 



CHAPTER 5 
ENMXITE 
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<t Formations. Four formations are used: trail, staggered 
left, staggered right and echelon left. Spacing will be 3-5 
rotor discs in all formations: * «e j a 



a. Stagger Left 

i-Q 

Q) * 
CD 

b. Stagger Right | 
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c. Trail* 
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Formations are normally flown with a maximum of 5 aircraft to Insure safe lost 
visual procedures, however, if VMC is assured and unusual circumstances require 
larger formations then larger formations may be used. 

Changes in formations will be directed by light signals to the 2nd aircraft only. 

9. Lead Change : Formation lead changes can ONLY be executed by the lead 
aircraft. All lead changes will be directed by light signals. Lead changes 
will be acknowledged prior to execution by relay of light signals. All 
flight aircraft will acknowledge a lead change prior to execution. Lead 
changes and formation changes will not be accomplished simultaneously. ^ 
However* a stagger formation will switth sides when #2 becomes lead without 
any repositioning of aircraft. The new lead may change formations after 
the lead change is completed. When lead has received acknowledgement 
of lead change from aircraft he will give an execute signal, inmedlately 
turn away from his number two wingman and when clear, decelerate so that the 
flight will pass. Lead will then fall back into formation as trail. Lead 
changes will not be executed from echelon formations. If a lead change is 
initiated from a trail formation, the lead will always clear to the right. 
Lead will use scanners to stay clear of the flight. After departure 
aircraft call signs will not change regardless of position inflight. 
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EXERCISE HOREYBADGER — OPERATION PHOENIX 

AFTER ACTION REPORT 



Inadvertent IMC Procedures - Every attempt to maintain VMC vill be made. During 
Marginal VMC Mission lighting intensity will be increased to maintain flight integrity. 
IMC breakup will be initiated upon the comnand of the lead to "Execute". Due to the 
close proximity of aircraft to mountains for masking, a flight could enter IMC. The 
aircraft entering should alert lead by stating lead Bingo 21 Is IMC. Lead will Imediat 
say execute then state heading, altimeter setting, and minimum safe altitude for enrout 
segment. At this time aircraft perform break-up will turn their position light on. 
Lead will accelerate to 110 kts and climb to mininium safe altitude. Aircraft #2 
maintain 100 kts & climb to 400rabove MSA. #3 will decelerate to 90 kts and climb 600 
feet above minimum safe altitude. Aircraft #4 will decelerate to 80 kts and climb 800 
feet above minimum safe altitude. Aircraft #5 will decelerate to 70 kts and climb to K 
feet above minimum safe altitude. As each aircraft reaches his altitude. He will hold 
his airspeed and heading for 3 minutes then accelerate to 110 kts indicated airspeed 
or VNE which ever Is lower and resume own navigation along route. 
After completion of break-up, and lead determines that it is necessary, the flight 
will contact ATC facilities for approach to the nearest facility. When ATC 
facilities are not available. Lead will determine a location by waypoint number or 
distance short of waypoint. and the altitude and flight can decend to indicated MSL. 
As #2 aircraft reaches this point he will report altitude departing and descend at 
500' perminute until reaching the MDA. After reaching VMC he will report clear and 
accelerate to catch lead. He will insure all his navigation lights are on at this time. 
One #3 hears that #2 is VMC and he has reached the designated letdown point he 
will follow the same letdown procedures as #2. When #4 hears that #3 is VMC and he 
has reached the designated letdown point he will follow the same procedures as #2. 
When #5 hears that #4 is VMC and he has reached the designated letdown point he 
will follow the same letdown procedures as #2. As the flight rejoins every 
aircraft will go to mission lighting except trail. Once the entire flight is rejoined 
all aircraft will go to mission lighting oxcopt trail. O No thc^ - cnt1 r e ni g ht is 
rejeifte^-a-n aircrafirwi44, gn tn mi swht 1 iyl i ti ng. If any aircraft does not achieve 



VMC at the MDA he will imediately climb back to his assigned altitude and advise lead, 
a general guide lead will not clear the flight down until he has a 500' ceiling. 
Enroute Abort (Downed Aircraft): 

a. Signal other aircraft per light signals. 

b. If lead aircraft abofts #2 assumes lead and flight continues. 

New lead will pass to airborne mission control coordinates of the downed aircraft, 
and maintenance status/condition of the aircraft. If no imnedlate emergency aid is 
required, SAR dedicated aircraft will respond with maintenance or recovery forces. 



^^r^" 1, ""^^^^ ^^'^ procedures can ever be given 
bv f h!f-^^^ tactical situations since the maneuvers us eS 
tLtio!i^''°?^^^.^°'''=^ ""^^y according to the threat and 
^^^fi?^ Situation. However, in all situations, a 

evasive\r?fi.^ ^n^^r^? whether to take or not take 

hi! kI ^"""^ decision to take evasive action 

has been made,, action must be initiated immediately. 

b. Attack Warding: A successful evasion depends on the 
timely receipt of a warning of the attack. Warning of an 
attack depends in turn on effective lookout techniques 
and rapid communications. 

c. Lookout Doctrine: Each aircrewman shall be assigned a 
sector of lookout responsibility. Within the limitations 

configuration, the aggregate of such sectors 
snail provide 360 degrees of lookout around the aircraft, 
lookout sectors shall be designated by clock coding with 
twelve o'clock coding 11 m ^ tlwktuk oriented on 
the nose of the aircraft. Vertical sectors shall be 
designated with reference to the horizon; so that itvel 

shall refer to a position on the horizon. High to a 

position above the horizon, and low to a poiition below 
the horizon. Sectors shall overlap when possible. 
Individual lookout sectors and responsibilities shall 
in Vflljht^^**^ relaxed when a helicopter is operating 

d. Communication. Intraplane and interplane communications 
must be prompt, concise, and accurate. The communication 
of any threat will contain - in the following order: 

(1) type of threat. 

(2) Threat location as relative Rearing In clock code. 

(3) Altitude of threat in relation to horizon 
(aircraft threat only) 

(4) Distance, if known, in meters for ground threat. 

(5) Desired evasive maneuver if attack is imminent. 

e. Evasive maneuvers: when engaged by enemy fire, the 
pxlot should remember the standard actions on contact. 



(1) Warn the flight (bandit break)' 

(2) Deploy to cover 

(3) Terrain flight: Immediately change flightpath 
to place masking negotiation or terrain between 
aircraft and enemy location. Once masked, and 
enemy contact broken, change direction and proceed 
to rendezvous point. 

(4) Evasive actions consist of those helicopter 
maneuvers necessary to avoid being hit by hostile 
fire. The particular technique or manevuer required 
will depend upon the type of hostile fire encountered. 

(5) Use of jll30 Qlff\FF ' ' * 

(6) Use of ALE40 or V#ry Pist#l 

f. Bandit break: After receipt of "Bandit break" all aircraft will 
turn away from the flight and descend to NOE. The first consideration 
must be given to evasive maneuvering and terrain masking to break enenv 



contact, the following are general examples only. 





After initial break-up turns^are clear of each other 
each helicopter will manevlier as required to avoid 
being destroyed. 



When the enemy threat haa passed the aircraft will proceed 
i.to the rendezvous point, (The SecoAd Check Point) t'*"^*" 

g. At tiie rendezvous point, the aircraft will either. enter a standarlTrate ^^"^ 
turn or land if conditions permit. After 10 minutes lead will announce 
departing the rendezvous point and proceed either enroute or RTB with 

•k i 

the remaining aircraft. All aircraft that have not rejoined at this time 
Mill proceed on their own on the route and attempt joint-up enroute. 
^^h. Ml 30; AN/ALE-40 

(1) Equipment settings ^ 





11 • Air Refueling Air refueling operations between HC-130 
and H-53 nay be conducted with H-60 halo's in formation. 
Prior to rendezvous with the BC<-130, the H-53 lead will 
turn on anticollison light to allow the tanker to join<-uP 
on the flight. When the anticollision lights come on in 
the area of the planned refueling, the R-€0"8 will move 
to echelon left formation. The tanker will pass right and 
below the formation becoming formation lead. The H-53 will 
then move to "observation position", about 2 rotors from 
the tanker. At this point, the H-60*3 will increase 



( 



i 




separation from the H-53 to 5 rotor discs and maintain position off of 
the tanker. This will allow the H-53 room to maneuver into contact and 
refueling positions and back to observation position without safety com- 
promise. When refueling is finished, the H-53 will move away from the 
tanker (probably descending) and the flight will rejoin and continue with 
the mission. 

2. When an element of H-53 and H-47 helicopters need to accon^llsh air 
refueling of the H-53, slightly different procedures are needed. The 
support element may also require air refueling support. Formation changes 
to accomplish the a1r refueling will be as follows: 

a. Flight goes to echelon left when lead PAVE LOW signals with 
light/rotating beacon and tanker moves up on right side into fomation lead. 



b. PAVE LOW will go to observation position (2 rotors from the tanker) 
while the rest of the flight moves well clear (7 rotors) from the 
refueling formation. 
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c. While PAVE LOW moves to observation position and prepares for 
refueling the other H-53's (CHALK 4 and 5) will crossover behind the 
H-47S and the tanker and move to wide right observation position 
(CHALK 5 win crossover on CHALK 4). CHALK 1 will leave antlcolllsion 
light on until CHALK 4/5 are in right observation. 

d. When CHALK One finishes refueling he will move back to le^d on 
the H-47S and CHALK 4 will request c e gooovor using SOP to refuel off 
the left hose. 



4v 



e. When CHALK 4 finishes refueling he moves straight back and joins 
the rear of the echelon. 




f. CHALK 5 crosses over using SOP and refuels. 




§ 8 S ? 

g. When CHALK 5 finishes he moves straight back and Joins at the rear 
of the echelon. 





CHAPTER 6 
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LANDING 
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FORMATION APPROACH AND LANDING 

1. Formation approaches and landings will be executed as prebriefed with regards to ty 
of formation and landings directions. The following procedures will be employed. 
Jj^2. When approximately three miles from the intended landing area lead will adjust flig 



to the appropriate landing direction and 




lower landing g 



The flight will complete before landing checks. The flight will then take 10-25 second 
spacing from the lead H-53. Spacing may not be required If the H-53 is not in lead. 
As spacing Is being taken visual contact will be maintained between lead and the rest o' 
the formation at 2 miles from the LZ lead and flight will begin decelerating for landint 
3. When the ground lighting Is Identified and proper flight separation is viewed, 
lead will begin decent for landing. The landing will be made to the ground If at all 
possible with minimum ground roll using constant deceleration. Each PIC will select 
his individual landing spot based on photography obstacles, barriers* t^aln, dust 
conditions, gross weight and what the. gorund personnel have Identified as their suggestc 
landing spot. 
'4. 




If a flight consists of H-53s and CH-47s the following options are available when 
landing In an LZ that has not been set up previously. 






The other option Is for the entire flight to land at the same time. The procedure 

;i f »- - !■ » ■ ' . ' •-' ' ' ^-^^ — . wiyi— 

for this is as follows. 




60 AROUND PROCEDURES FORMATION & SINGLE SHIP 
1. Lead will initiate the formation go-around 



He then will accelerate as required to 80 KIAS 



simultaneously establishing a minimum rate climb to assure obstacle clearance and maim 
terrain definition. Lead will then initiate a standard rate turn to the rightt terrair 
and threat permitting, and attempt another approach. 





All aircraft In 



the formation will maintain visual separation with the flight. 

2. If an individual aircraft within the formation needs to make a single 

ship go-around the following procedures will apply: 

a. The aircraft initiating the go-around will tuTn^off his IR light 
then climb and clear away from the formation. The responsibility for 
aircraft clearance belongs to the aircraft initiating the go-around. THe 
go-around aircraft will then reposition himself to make another approach 
and landing rejoining on the rear of the flight on the ground. 

If lead has made a single ship go-around then after takeoff he will 
reposition himself into the lead position In the following manner. After 
: the entire flight is airborne, the original lead will then pass the flight 
on the right until he is abeam #2 at which time the original lead will 
signal *'abeam" and the assume all leads duties. If the flight Is in 
staggered right then he will pass on the left. 

If any other aircraft makes a single ship go-around he will remain 
as the last aircraft In the flight for the remainder of the mission or 
until firm coordination can realign the flight, i.e., face to face or 
radio communications. 

SINGLE SHIP LZs 

If the LZ is too confined or otherwise restricted from ultiple ship 
landings the following procedures will apply. 

If it is known before hand that a single ship IZ Is to be used then an 
aircraft holding area will be used. 

If an airborne holding area Is used then each aircraft will fly to the PZ 
using his own navigation equipment. After departing the PZ the aircraft 
can either fly to another holding area and wait for the remainder of the 
flight or return to the original holding area. The preferred way is to 
have a different holding area. Either timing or radio conmunications may 



be used to call In the aircraft but it is imperative that the signal be 
thoroughly prebriefed. 

If a ground holding area is used then each aircraft again will fly to the 
P2 using his own navigation equipment. The subsequent aircraft will follow 
at a prebriefed time. After each aircraft leaves the PZ he will proceed 
to a different holding area and wait, either in the air or on the ground. 
The best option is to land and wait until a given time then depart in 
formation. Once the Kt aircraft lands he can set up the LZ for the remainder 
of the flight. 

J , AIR/GROUWD FO RMATION JOIN-UP PROCEDURES ^ , , 
Wr-^ft^er, threat, time, terrain, fuel, and wjUio^e aircraft mission requirements may 

require multiple air/ground fonnatlons to join-up. The following pricelurS^ 5 
will be employed to preclude an otherwise hazardous situation. 

a. Airborne aircraft Initiating join-up with aircraft on the ground { 
will establish a holding pattern with standard rate turns to the right at 

a predesignated initial holding point in the vicinity of aircraft on the 
ground (1-2 ml.) 

b. If multiple formations must be rejoined, the first lead aircraft 
will depart holding at a predesignated time if possible, enroute to the 
aircraft aMitIng on tho ground. Ground aircraft will be run up and prepared 
for takeoff at a predetermined join-up time (-0+10 minutes). 

c. All aircraft will execute their internal FM flight frequencies at 
join-up time (-0+05 minutes), but maintain no conm If at all possible. 

d. The first lead aircraft Inbound for pick-up will overfly the 
LZ In a prebriefed direction of take-off at 70 KIAS maintaining an 
altitude coninenserate with terrain definition as obsticale clearance with 

IR landing light on (150 ft. AoLoptlmum). C 



e. As lead overflys the L2 and a visual of lead by the ground air- 
craft awaiting the first rejoin Is achieved the flight will execute a 
running take-off (conditions permitting), and join on lead who will be 
enroute to a second holding point. 

f. Lead will hold flight at that holding point and depart when the 
rest of his flight is rejoined (unless joln-up Is achieved) prior to 
reaching that holding point. 

g. The second airborne aircraft will depart the initial holding point 
for pick-up of Its aircraft on the ground In the same manner described above. 
Except on a different heading with a maximum of 5 minutes between pickups 

• Is desired). 

r 

h. This procedure will be repeated sequentially until all aircraft on 
the ground have been rejoined. sufficient space must be provided on the 
ground between flights. Recommend minimum-^ KM ^ma^^mm so that each 
flight can maintain flight integrity and still have spacing between cells. 



CHAPTER 7 



RECEPTION SITE PROCEDURES 



; CONSIDERATIONS FOR TRANSLOAO PROCEDURES 

1. The CCT/ground conniander will develop the pax transload procedures in 
concert wfth aviation assets. 

2. Aircraft proceeding Inbound to the pickup zone will alert the CCT/ 
ground comnander to the number of aircraft available for Pax pickup. 

3. After departure from the pickup zone report number of pax on board to 
flight lead. Flight lead will transmit total number of pax extracted to 
the command and control element. 



RECEPTION SITE PROCEDURES 
A reception site is a pre-selected location for receiving aircraft, 
personnel, supplies, etc. The site is selected to meet the ntinimum 
criteria dependent upon a particular mission. A reception site normally 
consists of a helicopter landing zone (HLZ) manned and controlled by the 
reception committee under direction of a reception committee leader (RCL). 
The RCL may be responsible to a ground commander who is on scene and in 
charge of the particular mission the reception site supports. The recep- 
tion site for helicopter operations may be utilized as a pickup zone (PZ), 
rapid refueling point (RRP), transload point, hide location or whatever the 
mission requires.- In all cases, HLZ criteria (dimensions, approach/ 
departure path clearance, narking/night lighting patterns), communic^ions , 
air traffic control, marshalling procedures vill be in accordance with 
this chapter. In addition, guidelines for special purpose missions are 
provided but may require modification based on particular mission peculiarity. 
7.1. HELICOPTER LANDING ZONE (HLZ) CRITERIA. This chapter will address 
night criteria only. The touchdown area of an HLZ will be the center of 
a 50 meter circle cleared to ground level. This area will be cleared of 
all rocks, debris or other obstructions and be a relatively firm, compacted . 
surface. It will be bordered by an area 20 meters wide which is cleared 
to within 3 feet of ground (Fig 7-1). There must be an approach /departure 
path clearance 75 meters wide with a glide/climb ratio of 1:5 (Fig 7*2). 
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Helicopter landing, zones will normally be marked by a^ ^ i ghF 
All lights should be white or nonvisible (NV) except the light at the base 
of the y which oiay be a strobe or rotating beacon (Fig 7-3). Type of 
lights used will depend on the intensity required based upon geograplvical 
terrain, night illumination and aircrew proficiency. The Y. should be 
oriented so that landing /takeoff is into the wind and obstruction clearance 
is maintained. In addition, an electronic beacon may be used to mark the 
HLZ. It will normally be placed at the base of the Y. and offset to one 
side, but may be positioned at a pre-briefed location to enhance signal 
reception. 

7.2. COHHUNICATIONS. 

Effective communications is absolutely essential to successful recep- 
tion site operation. The particular mode of communication will depei^ on 
many factors to be considered during mission planning. Conmxnication 
procedures consist of exact execution of prebriefed actions, light signals 
(visible or nonvisible), secure voice radio or clear voice radio contact. 
It is most proferable that missions are rehearsed and executed so that 
prebriefed actions are followed with only a minimum of light signals. 
However, experience shows that voice communication must be planned for 
and used if necessary. For secure voice radio communications, mission 
planners must insure joint aircrews and reception comnittees use same 
codes and changeover procedures. Standard light signals and radio 
phraseology will be utilized (para 7.3). 
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7.3. AIR TRAFFIC CONTROL (ATC). 

Control of aircraft at the reception site will follow standard air 
traffic control guidelines. Cononuni cat ions with aircract is nonnally 
necessary because positive control must be maintained due to the com- 
plexity of the operation or unexpected problems. Actions to be followed 
by aircraft will nonnally be comnunicated by marshallers using the standard 
ground movement signals (Fig 7-A). Voice communications, when necessary, 
will be kept to a minimum and utilize short, concise ATC phraseology. 

7.4. SPECIAL OPERATIONS. * 

(Li 

7.'4.a. .Formation Landings/Takeoffa. Landing operations will be in 
accordance with chapter 6. Single ship HLZa will be marked as described 
in para 7.1. For multiple ship formations it is usually advantageous Co 
have the flight land and takeoff as a formation. This situation, though 
desirable, requires a much longer area for establishment of the HLZ and 
additional narking for each aircraft touchdown area. In all cases, the 
lead aircraft will land into the standard marked Y (Fig 7-3). The remaining 
flight will land according to a particular landing formation (stagger left 
or right, trail, echelon left or right) dependent upon HLZ size. The 
stagger left formation is considered most desirable and will be used 
unless another formation is prebriefed or the flight is advised before 
landing. Each touchdown area will be marked by a single light (visible 
or NV) or IR reflective panel (Fig 7-4). HLZ dimensions and approach/ 
departure clearance must be insured for each aircraft. Spacing between 
aircraft touchdown zones will be as depicted in Fig 7-4a, b, c. If 



multiple ship HLZ criteria cannot be met aircraft will land as single 
ship and taxi (see para 7-4b) under positive control to ground holding 
area. If ground holding area is not available aircraft will follow 
procedures in chapter 6 for airborne holding area. 

7.4.b. Taxiing. If possible, landings and takeoff s will be 
accomplished as a formation and taxiing will not be required. However, 
for refueling operations, some transload operations and other cases 
where ground holding areas are utilized taxiing will be unavoidable. 
In all cases, taxiing will be done under positive control of a marshaller 
using the standard ground movement signals (Fig 7-4). Taxi instructions 
(ground movement signals) will be directed at aircraft in accordance with 
their flight order. For example, after a flight has just landed in "^AD 
ON Y, STAGGER LEFT", the first set of signals would apply to aircraft 1, 
second set of signals to aircraft 2. etc. Since for most operations, a 
ground holding area will be located at the base of the Y, no aircraft 
will taxi beyond the Y unless* specifically directed . 

7.4. e. Holding Areas. Helicopters will be under positive control 
when moving into a ground holding area. Marshallers will insure aircraft 
and rocar clearance. In some eases, helicopters will be able to takeoff ' 
directly from their position in the holding area, but usually will be 
repositioned into their takeoff formation before the flight receives 
clearance for takeoff. Parking in the holding area will be as directed 
by the RCL to best meet mission and security requirements. 



7.4.d. Considerations for Rapid Refueling Procedures. Procedures 
for refueling are described in chapter 8. however, planning must consider 
„«.ber of helicopter, to be refueled and number of refueling points. The 
„o.t desired .ethod for refueling is to land the flight "Y LEAD. STAGGER 
LEFT". The helicopter, are then «.r«halUd into the refueling area, 
refueled, taxied into takeoff position and then »hen all are refueled, 
cleared for takeoff. Figure 7-5 depicts a typical refueling operation. 
Note that the refueling points'-re be^md and to the left of the Y. Also 
note the spacing between refueling points, which -ay be fuel trucks, 
blivets, or other helicopters. 

7.4.e. Considerations for Trailed Procedures. 

(1) The RCL/ground comander will develop the pax transloa» 
procedures in concert with aviation' assets. 

(2) Aircraft proceeding inbound to the reception site will 
alert the RCL/ground com»ander to the number of aircraft available for ^ 
pax pickup. 

(3) After departure from tha reception site report number of 
pax on board to flight lead. Flight lead will transmit total number of 
pax extracted to the consand and control ele«nt. 

(4) Pax may be received or discharged by each aircraft at its 
touchdown xone or may be t»tied into a holding area for -ore effective 
pax control. 

(5) It is important that pax discharged only at the 
particular point so designated by the RCL. This may or may not be at 
touchdown (as noted (4) above). 
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7.4. f. Miscellaneous. Dimensions of helicopters are depicted in 
figures 7-6a, 7-6b, 7-6c, and 7-6d. Gross weights are in figures 7-7a, 
7-7b, 7-7c, and 7-7d. 

Brief card H should be completed before any reception site operation 
If possible, the reception committee leader should attend the aircrew 
premiss ion brief. 



T 
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NOTEt OLtOE/CLIMB RATIO 1:5 



INTERNATIONAL AIRCRAFT MARSHALLING SIGNALS 



Sipiuls contained in this attachment urc cstablislicd in accordiinco with international standardi- 
zuiiun agreement! (STAN AG's) and where possible conform to ICAO siRnoIii. 



General liutnictiofie: 



w a. When the manhaller signals an aircraft on a movement area, ha is to face it, standing 
copter. 

i/b. For night operations the wands will be used in pair* of the same color and not too 

bright. MMWBfffilUllnf 1)1 IPftlng the ^Oot wiU stop tmiscdUtaljr if one or bothv 






^^^1^ PROCEED TO NEXT MARSHALLER 



Right or left ann down, other arm 
moved acron the body and extended 
to indicate direction of next manhaller. 





THIS MARSHALLER 



^ 

^si^ Amu above head in vertical position 
with palou iuing inward. 

Confonae lo ICAO and NATO signal 
•THIS WAY." 
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MOVS AHEAD 



Anna a little aside, palms facing backwards 
and repeatedly moved upward-backward 
from shoulder height. 



3 



TURN TO PORT (LEFT) 



Point right arm downward, left arm re- 
peatedly moved upward-backward. 
Speed of ann movement indicating 
rate of turn. 



TURN TO STARBOARD (RIGHT) 



Point left arm do wn ward, right arm re- 
peatedly moved upward-backward. 
Speed of arm movement indicating 
rate of turn. 




SLOW DOWN 



Arms down with palms toward ground, 
then moved up and down several times. 





e) 



MOVE BACK 



Arms by sides, palms facing forward, 
arms swept forward and upward re: 
peatedly to shoulder height. 



TURN WHILE BACKING-TAIL TO 
STARBOARD (RIGHT) 



Point left arm down atid right arm 
brought from overhead, vertical 
position to hoiizontid forward posi* 
tion, Rpeating right aim movement. 



10. I turn while backing-tail TO 

PORT (LEFT) 



Point right arm down and left arm 
brought from overhead, vertical 
position to horizontal forward 
position, repeating left arm 
movement. 





> VERTICAL MOVEMEN T-MOVE 
UPWARD 



Arms extended horizontally sideways 
beckoning upwards, with palms turned up. 
Speed of movement indicates rate of ascent. 



AVn 60-11 Attnchmcnl 2 21 June 1976 
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(4O VERTICAL MOVRMP NT-MOVE 
DOWNWARD 

Arms extended horizontally sideways 
beckoning downwards with palms turned 
down. Speed of movement'indicates rate 
of descent. 



13 

47^) HORIZONTAL MnVFMFKrr^Mnvp *pp 
RIGHT (STARBOARD) " 

Left arm extended horizontally sideways in 
direction of movement and other arm swung 
over the head in same direction, in a repeat- 
ing movement 




48. ) FI0RI20NTAL MnvEMENT-MO VE TO 
LKFT(PORT) ' ■ 



Right arm extended horizontally sideways 
in direction of movement and other arm 
swung over the head in the same direction. 
m repeating movement. 




LAND 

Arms crossed and extended downwards 
in front of the body. 



It 

^5o! ]WAVE OFF 

Waving of arms over the head 



j7 

^55^^HOVER 



Arms extended horiaontaUy sideways, 
palms downward. 



I? 

3 



G5. I TAKE OFF THIS WAY fat DJot's 
discretion) 






Maishaller conceals left hand and makes 
circular motion of right hand over head 
in horizontal plane ending in a throwing 
motion of arm towards direction of take- 
off. ' 

No ICAO signal. 




CHAPTER 8 
HOT REFUELING 



SECRET 



HOT REFUELING PROCEDURES 
GENERAL: HH-53 hot refueling may be required for quick turns or in 
the field during Tactical Operations if it is not feasible to air refuel. 
Refueling may be accomplished by utilizing bladders, refueling 
trucks. Extreme caution must be exercised and procedures herein must be 
complied with. Crews and CCT members must be highly qualified prior to 
accomplishing night light out refueling. 
($)2. EQUIPMENT REQUIRED : 

a. Probe Adapter c. IR Wands (Gnd Team/CCT) 

b. ' Grounding Mire d. Marine S.P. Adapter (Ofl^) 

e. NVG (Crew & Gnd Team) 
NOTE: If a sufficient number of adapters are available, the ground 
refueling stations should be equipped. HH-53s should also carry an 
adapter in case the ground refueling station's adapter malfunctions. 

3. BRIEFING: The ground team will prepare diagrams of the refueling 
site and will be available to brief crews on the site, procedures 
lighting and frequencies to be utilized. 

4. PROCEDURES : When hot refueling Is required, the refueling team will 
be prepared to accept the receiver at least five minutes prior to their 
ETA. 

a. If an adequate number of adapters are available, the adapter will 
be connected to the refueling host prior to the receivers' arrival. When 
this situation exists, the folloMing procedures will apply. 

(1) The lead aircraft will land at the prebriefed landing spot 
and hold his position until the narshaller displays his IR wands. The 
remaining formation aircraft will obtain spacing, land, and hold 
their positions. 

SECRET . 



(2) All aircraft will extend their probes Immediately after landing 
and complete the following hot refueling procedures after maneuvering the 
helicopter to the refueling position. 

(3) The pilot must proceed forward on the direction of the 
marshaller and exercise caution. He must absolutely follow the marshaller's 
directions. The final phase of taxi should be slow but expeditious. Taxi 

so as to position the probe at the marshaller's chest and stop on his directi 

(4) While tax14n9 Into position* the scanner will ensure he Is 
on the long cord» has the door open, and is ready to deplane with the 
grounding wire. For night lights out operations will wear NVGs securely 
attached to his head for hands*off use. 

(5) When the aircraft stops »the marshaller will minftin his 
position at the probe. The right scanner will deplane* attach the grounding 
wire to the aircraft « then proceed to the probe and give the grounding wire 
to the marshaller who makes the final grounding. The marshaller then 
connects the adapter to the probe and awaits clearance from the crew, to 
transfer fuel. 

(6) The pilot will advise the right scanner when the aircraft is 
ready to receive fuel. The scanner will give the marshaller a thumbs 
up for fuel transfer. The CP/RE will turn the fuel transfer switches off 
when the programmed amount of fuel has been received. When transfer Is 
completed, the scanner will be advised and he wfU give the "cut** signal 
(a lateral motion of the hand across the throat) to the marshaller to 
indicate transfer Is completed. Fuel pumps will be turned off, the '• 
adapter will be removed, and the grounding wire disconnected and handed 
to the scanner. The scanner will gather up the grounding wire, disconnect 
it from the aircraft, board the aircraft and close the door. 

(7) The marshaller will direct the aircraft to taxi and will ensure 
safe clearances are fnaintained. When clear of obstacles, th ermji*>lw ^!hey 



will release the aircraft for takeoff as pre-brlefed. 

(8) Other aircraft in the formation will follow the procedures noted 
herein. However, subsequent aircraft will not be taxi led receiving 
marshalling signals. 

b. If adapters are not available at the refueling site and adapter 
carried on board the aircraft must be used, the following procedures apply: 

(1) Same as 4a(1) 

(2) Same as 4a(2) 

(3) Same as 4a(3) 

(4) While taxiing Into position, the right scanner will ensure he 
is on the long cord* has the door open* and Is prepared to deplane with 
the refueling adapter. The scanner will be prepared to deplane with the 
grounding wire. 

(5) When the aircraft stops* the marshaller will maintain his 
position at the probe. -The right scanner will deplane with the adapter 
& assist the marshaller in connecting It to the refueling hose. The 

left scanner will deplane, attach the grounding wire to the aircraft, then 
move forward and hand the wire to the marshaller who will make the final 
grounding connection. The marshaller will then connect the adapter to the 
probe and await clearance from the crew to transfer fuel.- 

(6) All procedures will be as stated In 4a(6) with the following 
exceptions. The adapter will be removed after the pumps are turned off, 
the grounding wire will be disconnected and handed to the left scanner 
who will gather It up, disconnect It from the aircraft, and board the 
aircraft. The marshaller will disconnect the adapter & give It to the 
right scanner who will board the aircraft with It, secure It, & close 

the door In preparation for flight. 



■ rmrr 



(7) Same as 4a(7) 

(8) Same as 4a(8) 



4a & 4b. However, the 



When refueling from 




must have a Marine adapter In order to make 



procedures will be as stated In para 



a compatible connection between the hose and the probe adapter. 

6. If hot refueling for a quick turn, the following procedures will 

apply: 

a. When an aircraft "is scheduled for hot refueling, the refueling 
adapter will be carried on the aircraft. 

b. When the aircraft lands the ground marshaller will marshal the 
aircraft to the refueling point and then marshal the refueling truck Into 
position (If a refueling truck Is to be used). 

c. The left scanner will leave the aircraft. He will ensure that 
grounding takes place according to the following sequence: 

(1) First ground the aircraft to ground. 

(2) Second ground refueling truck to ground. 

(3) Third ground refueling truck to aircraft. 

d. The right scanner (on Intercom) will depart the aircraft with 
the refueling adapter. Once grounding has been completed, he will 
prepare the aircraft for refueling according to the fbllowing sequence: 

(1) Connect the adapter with assistance from the refueling man 
(POL or CCT) to the single point pressure refuel nozzle. 

(2) Connect the refueling adapter to the end of the probe and 
ensure that It Is secure. 

(3) Conmence pressure refueling. 

e. Once refueling Is completed, removal of equipment and ground will 
be according to the following sequence: 



(1) Remove the probe adapter 




(2) Disconnect the pressure refueling nozzle form the probe 

adapter. 

(3) Disconnect both the ground wires from the refueling truck. 

(4) Once the right scanner has reentered the aircraft and the 
refueling truck is clear, the left scanner will remove the aircraft-to- 
ground wire and reenter the aircraft. 

7. CONCLUSION : Extreme caution & care must be exercised during ground 

refueling operations. It is of paramount importance the pilot and crew 

follow all directions of the CCT marshal ler. A comprehensive briefing and 

compliance with procedures stated herein will ensure an expeditious but 

safe refueling operation. All CCT marshaller will have hearing protection and eye 

protection and eye protection during all refueling operations. Marshaller must 

use caution to remain clear of the rotor plan when giving hand and arm signals. 
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CHAPTER 9 
SEARCH AND RECOVERY (SAR) 

The purpose of this chapter Is to describe basic search and recovery 
standard operating procedures to be utilized in the event a recovery 
of downed personnel is necessary. 

1. SARTF (Search and Rescue Task Force) will vary with mission 
requirements but may include: 

a. The HH-53 "Slick" will be assigned the primary responsibility for 
the SAR mission. 

b. The possible use of a HH-53H "PAVE LOW" to lead the "Slick" 

T 

recovery aircraft will enhance the terrain avoidance and navigation 
capabilities of the SAR force. 

c. RESCORT aircraft may be utilized and could consist of fighters 
and or gunships with a variety of ordinance capabilities. 

2. SAR aircraft crew and configuration: 

a. Each SAR HH-53 "Slick" will have a crew consisting of 2 pilots, 
2 flight engineers, and 2 pararescue specialists. In addition, SAR 
dedicated aircraft will probably carry a flight surgeon. 

b. SAR dedicated aircraft should be configured with a minimum of 
2 collapsible "0 Ring" 1 Hers, 1 Stokes, 1 Her (with cable harness), 

1 forest penetrater with flotation collar, and sea dye markers for water 
SAR use. In addition, 2 pararescue medical kits should be carried along 
with other specialized medical equipment and supplies as dictated by the 
doctor on board. If possible the use of oxygen supplied or powered 
resucltatlon equipment should be avoided since hits by eneny fire ma^ 
result in explosions inside the helicopter. 



3. Individual SAR Related Personnel Requirements: 

a. All aircrew personnel should be equipped with at least a minimum 
of SAR related survival equipment to Include a PRC-90 radio, a strobe 
light with IR cover, and mark 13 day/night pyrotechnics. Personnel should 
be briefed on the use of the forest penetrator and the need to allow the 
penetracter to ground itself before touching It should be emphasized. 

b. All aircrew personnel should Insure that they have completed a 
00 Form 1833, Personal Authenticator Card as this will be the primary 
means of authentication of downed aircrews. Intelligence personnel will be 
responsible for maintaining these cards and Insuring that they are 
completed In the proper manner. ^ 

4. SAR Information (Clandestine): 

Every SAR requires certain Information to Insure success. The follow- 
ing information represents the optimum that the downed crew should provide 
and that the SAR crew should obtain. Naturally the more of this Infor- 
mation that is available to the SAR crew the better the chances for success. 
SAR Information should include: 

a. Call Sign, Type Aircraft (If applicable). Number of Personnel. 

b. Location/ last known position. 

c. Personnel's planned CE (contingency and evasion) routes (if 
applicable). What briefings were received by the personnel prior to launch? 

d. Condition of personnel (if known )/med1 cal , equipment, weapons). 

e. Personnel's knowledge of area and SAFE areas (if applicable). 
What maps and charts were thepersonnel carrying? 

f. Personnel's knowledge of overt/covert/clandestine operations in 
the area. 



g. Personnel's secrets/pre-briefed authentication -procedures/ 
personal authenticator information. 

Remember, a SAR can be flown with no information, a little information, 
or a lot of information. This can influence whether no personnel are 
recovered, a few are recovered, or all are recovered. 
6. SAR Procedures: 

a. Specific operational requirements will dictate whether downed 
aircrews will be recovered immediately or wait for a later recovery by 
SAR dedicated aircraft. When operational requirements permit radio 
traffic the location of downed aircraft or personnel should be passed 
to SAR forces. This is generally done through the Airborne Misyon 
Commander (AMC). Locations should be passed in lat/long or UTM coordinates. 
An alternate, but less exact, method which can be utilized under such 
circumstances as ground evading is to reference location by mag heading 
and distance In miles from the pre-briefed navigational way points: In 
addition, PAVE LOW aircraft can pass location coordinates in "Grid** 
form. Since only other PAVE LOW aircraft can Interpret such a location, 
such coordinates need not be passed by secure or encrypted means. 

b. Naturally, the location of downed aircraft and crews is not a 
subject for "public dissemination." Therefore, location coordinates 
should be passed by secure radio or encrypted means if non-secure coninunl- 
cations are used. A simple encryption system Is contained In the attach- 
ment to this chapter. A copy of such a system should be Issued to each 
aircrew member. Coordinates and other information can then be transmitted 
via non-secure conmunl cations (I.e., PRC-90) with only a limited chance of 
compromise. 



c. SARs should be initiated over the pre-briefed mission frequency. 
When comnuni cation procedures permit. The use of the Guard Channel 
(243.0) should be limited to critical emergencies since it is monitored 
almost universally. SAR forces should insure that downed crews trans- 
mitting on Guard are Instructed to switch over to 282.8 as soon as 
possible. 

d. When SAR forces arrive near the SAR location they may request 
assistance from the downed personnel in the form of vectors or radio 
"hold downs." The latter enables the H-53 to utilize its direction 
finding (OF) and electronic location finding (ELF) equipment. Obviously, 
this use of radios will depend on mission communication constraints. The 

r 

ELF operates only on 243.0 or 282.8 and not all HH-53 aircraft are ELF 
equipped. Hostile five should be transmitted to SAR aircraft so that 
RESCORT aircraft (if available) can be requested to suppress it. 

e. The primary method of recovery will be by landing. If terrain 
does not permit then the rescue hoist and forest penetrator will be 
utilized. The HH-53 can lift 600 lbs with Its rescue hoist. A maximum 
of 3 personnel can sit on the forest penetrator but no more than 2 

are reconniended. 

f. Before the pickup Is made authentication of the personnel on the 
ground ms^ be requested by the SAR aircraft on the AMC. Such authentica- 
tion will probably be in the form of short questions based on the infor- 
mation contained In the downed personnel's personal authentication cards. 
For example let's consider that BONZO 21 Is down. The SAR aircraft requests 
from the aircraft commander (BONZO 21 A) the sum of his first two numbers. 
This refers to the first two digits of the four digit number on the front 
of the 1833. In addition, the SAR aircraft may request authentication 



based on the personal questions on the back of the card. Once the proper 
answers are received and confirmed by the AMC this can be completed. 

g. If time permits, SAR crews should insure that collection and or 
destruction of classified information and materials has been accomplished 
by the recovered personnel. 

h. Naturally, the information contained in this chapter provide only 
a rudimentary explanation and SOP of SAR procedures. Mission requirements 
may dictate changes which'* would be pre-brlefed to all personnel. 

2 Atch 

1. Emerg. Encoding Chart 

2. Auth. Card 
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CHAPTER 10/ f 
LIGHT SIGNALS 

This chapter covers external lighting configurations and communication 
light signals between H-60 & H-53 helicopters and H-S3/C-130 aircraft 
when using light signals. A dot should be a brief flash less than 
one second and a dash should be longer than two seconds. 



EVENT 



Daylight/ 
Dusk 

(Taxi) 



night 
(taxi) 



enroute 
(day) 



enroute 
(night) 



STANDARD AIRCRAFT LIGHTING CONFIGURATIONS 

AIRCRAFT TYPE 

LIGHTING CONF. 



r 



Anticoll ision 

position 

formation 

blade tip 



Anti collision 
position 
formation ^ 
bladetip 

Anti col 11 si on 
position 
fonnation 
bladetip 

Anticoll Ision 

position 

formation 

bladetip 



HH-53 
on 

steady bright 
max intensity 

(6) 

max intensity 
(6) 

on 
off 

50% (3) 
SOX (3) 

off 
off 
off 
off 



CH-47 



UH-60 



off 
off 
502 
SOX 



(3) 
(3) 



on . on 

steady bright' steady brigh 

max intensity max intensit' 



NA 



on 

steady dim* 

dim 

NA 

off 
off 
off 
NA 



off 

steady dim 

dim 

NA 



NA 



on 

steady dim^ 
SOX (3) 
NA 

off 
off 
off 
NA 

off2 
SOX (3) 
NA 



C 



1. CH-47 position lights will be covered with one layer of green *duct tape. 

2. UH-60 position lights will be covered with multiple layers of green 
duct tape over the top half of the lenses. 
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LIGHT SIGNALS 



MEANING 

SIGNAL PROBLEM 

» » — » Mechanical 
• « Electrical 

— — — Hydraulic 

• • • — Fuel 

• — • P hi Lost Nav Failure 

— o — Your Lost 

ACTION 



RTB - Return to Base 

Continue on - attempt repair on landing 

Continue on - abandon A/C on landing 

FORMATION 

Trail - execute signal 
Stagger left - execute sign^^ 
Stagger right - execute signal 
Echelon - execute signal 
Lead change - execute signal 
Slow down 
Speed up 

Lights - Increase intensity 
Lights - decrease Intensity 
Lights - check condition 
Execute 
Tally Ho 



* ^ * Update - execute signal at wavpoint 

o - • • Morse Codei if^HS^ 

Execute Signal - turn on aft routing beacon (covered with IR paper) 

Attention Signal - circular notion 

Echo all signals to sender 




LIGHT SIGNALS 
RADIO COMM OUT AR III 
STANDARD LIGHT SIGNALS ARE: 

A. (FROM RECEIVER TO TANKER) 

(1) During Joinup white flash light from cabin - Tally No and Hot 
armament safety check complete. 

(2) 3 second nrhlte light from cabin any time except join up - 
reset hose response. 

(3) Collision lights off - In observation position after join up 
or crossover. 

(4) Collision lights on - request crossover. 

B. . (FROM TANKER TO RECEIVER) ^ 

(1) Collision lights off - acknowledge observation position. 

(2) Collision lights on - cleared for crossover. 

(3) Aldis: 2 greens - clear for multiple dry contacts. , 

(4) Aldis: 1 green - clear for wet contact. 

(5) Aldis 2 whites - go to observation position (do not turn on 
collision lights unless requesting crossover). 

(6) Aldis red • breakaway. 

(7) Aldis amber - turn coming (go to observation unless in contact 
all turns (180**) will be left. 



I 




CHAPTER 11 
HISCELLANEOUS 

• > 




HH-53 CREW DUTIES 



1 Pilot - Normally right seat, responsible for briefing crew, directing 
Inflight operations, performs pilot duties. 

1 Copilot - Assists pilot, performs navigation duties. 

2 Flight Engineers. Flight station is the jump seat located between and 
slightly aft of pilot stations. Duties include aircraft preflight, 
starting engines, ground checks, monitors engine and systems instruments, 
performs PAVE LOW navigation duties. The second flight engineer performs 
cabin duties as scanner/gunner and rotates with flight engineer in the 
forward seat. 

2 Observers/Gunners - Positioned in cabin to operate weapons and scan for 

r 

inflight/ landing operations. These crew members have limited PAVE LOW 
systems knowledge and generally cannot be substituted for flight engineers 



Total crew is 6 for actual combat mission. Frequently flown with 5 crew 
for training flights or missions without weapons. 



Pilot - Fly the aircraft (hazard and obstacle avoidance) 

Assist In navigation by pointing out significant features to the navigator 

Follow navigational Instructions Issued by the navigator 

Monitor radios and make radio calls as appropriate. 

Designate specific crew duties 

Coninand his aircraft. 

Execute mission as briefed. 

Maintain position in formation 

Responsible for camouflage and local security when on the ground. 



UH-60 - CREW 5 




Copilot - Assist the pilot in hazzard and obstacle avoidance by telling 

him what is ahead - hazzard and obstacle avoidance. 

Monitor aircraft heading/and altitude. 

Monitor aircraft engine and flight Instruments. 

Monitor radios and make radio calls as appropriate. 

Navigator - Navigation known the location of the aircraft at all times. 

F 

Aid in fuel transfer. 
Monitor radios. 

Hclicf p ilut fu i lon g range fliyiiU . 
Crew Chief /Gunner 

Monitor mechanical condition of aircraft. 

f 

Assist in navigation by pointing out significant features to the navigator. 
Observe for obstacle and hazzard clearance during hovering and landing 
operations. 

Perform any other specific tasks directed by the pilot. 
XbeejfttntfTgy^^ **^™"^***^ 
Responsible for aircraft servicing. 
Gunner/Observors 
See - H-53 

Also assists CE refuel. 
CH-47 Crew Duties - Sane as H-60 except as noted. 

1. Pilot 

2. Copilot 

3. Navigator 

4. Crew Chief/Gunner (3 ea. on A/C) 

•I* assist In fuel transfer In flight 

•I- assist pathfinder In establishing & running refueling point. . 



ATTACHMENT 1 
FLIGHT DATA CARDS 



BRIEF CARD #1 



FLIGHT SCHEDULE 

FLT CALL SIGN TAIL I HPE A/C AIRCRAFT COMMANDER (PIC) 



BRIEF CARD #2 
CALL SIGNS 



AGENCY/PLAYERS CALL SIGNS 



C 



ATCH 1-2 



\ - • 

\ 

BRIEF CARD #2 
(Continued) 



BREVITY CODE (DEFINE TERMS) CALL SIGN 



BRIEF CARD #3 

r 



FREQUENCY WORKSHEET (CEOI) 



GROUND CONTROL 


UHF/ 
CODE 


VHF/ 
CODE 


FM/ 
CODE 


HF/ 
CODE 


REMARKS 


TOWER 












OPERATIONS 












INTERPLANE 
















INTERPLANE (P) 


ENROUTE FREQUENCIES 


UHF/ 
CODE 


VHF/ 
CODE 


FH - 
CODE 


— HF 
CODE 


CHG-OVER 


CALL- 
SIGN 








'T.^TIME 


AIR REFUELING (P) 
AIR REFUELING (S) 


• 








• 


C 


PICKUP ZONE (P) 
PICKUP ZONE (S) 














TRANSLOAD PT (P) 
TRANSLOAD PT (S) 














RRP (P) 
RRP (S) 














BEACONING (P) 
BEACONING (S) 














EMERGENCY (P) 














COMMAND (P) 
NET (S) 












C 



OTHER P 
S 

IFF MODE 1,^ ^ ^ MODE 2 MODE 3 MODE 




FLOW CHART 



— --3-BRIEP CARD «4 



TIME 
ZULU 

A. 

B. 

C. 

D. 

£• 

P. 

G. 

B. 

X. 

J. 

K. 

L. 

H. 

N. 

0. 

P. 

0. 

R, 

s. 



0. 

V. 



PARTICIPANT 



ACTION 



BRIEF CARD #5 



NAVIGATION CARD 

Scheduled T/0 TIME (Z) Formation #1 Formation #g 

Fit #1 

* . ' Fit 12 

* From Scheduled 

T/0 Time Fit #3 

Fit #4 



Uaypoint 
# 


Lat 
Long 


True 
Head 


Var 


ETA 


Time 






Leg 
Fuel 


Emer 
Safe 
Alt 


Nav 

Aids 




UTM 




ATA 


Rem 




Rem 




Freq 
























r 






































































• 





























































































































20 SOS/OA TO BE USED FOR EXERCISE POTEMT CHARGE. EXPIRES 22 AUG 80. 



Fit #1 
Fit #2 



C 



BRIEF CARD |6 



BRIEF CARD 



Landing Zone Brief 
LZ 



UT^^ Coordinates 



Call Sign ' 



Frequency 

LZ Narking ft 
Wind Velocity 
Elevation 
Size 



Primary UHF 
Primary ^F 
Primary FM 



Secondary 
Secondary 
Secondary 



Forecast 



Actual 



Obstacles 



Terrain Features 



Approach Direction . 
Taxiing Instruction 
Departure Routes _^ 

Landing Pattern 

Nav Aids 



Radial 



/DME 



Alternate landing site 



Holding points and procedures 



Hand and arm (No commo procedures^. 
Light Signals 

QEacom 




BRIEF CARD #7 

AR PREDEPARTURE BRIEF 



1. 


ARIP 


2. 


AR TRACK 


3. 


ARCP 


4. 


ARCT 


5. 


AR ALTITUDE 


6. 


AR AIRSPEED 


7. 


ABORT POINT 


8. 


EXIT POINT 


9. 


TYPE RENDEZVOUS 


10. 


FUEL ONLOAD/OFFLOAD RQNTS 


11. 


ENERG/RECOVERY BASES 


12. 


ATC CLNC LIMITS 


13. 


TANKER CALL SIGNS 


14. 


RECEIVER CALL SIGNS 


15. 


STANDBY TANKER RQKTS 


16. 


TACTICS 


17. 


RADIO FREQUENCIES 


18. 


BEACON/IFF SETTINGS 


19. 


TACAN SETTINGS 


20. 


CONN OUT 


21. 


AIRCRAFT LIGHTING 


23. 





f 

c 



c 



MAINTENANCE PROBLEMS 



The rapid deployment of the HH-53H/C to tturlburt put 
the weapon system into a new command structure and placed 
increased mission requirements on the system. To compound 
the problems, the aircraft and crews deployed on Exercise 
Honey Badger. The HH-53H/Cs were exposed to austere condi- 
tions, expanded flying requirements while being supported by 
an undeveloped supply system. The OT&E was discontinued and 
maintenance support organizations were rapidly fornied. When 
the HH-53H/C returned to HurlbuE^, the aircraft were not 
cleaned, maintenance personnel were sent home on leave or to 
complete PCS actions, and the supply system support was 
relaxed. Several problem areas have developed in the 
maintenance and logistics support system that are keeping 
the Tst SOW from properly performing its mission and develop- 
ing a viable logistics support system. 

OT&E - The OT&E program that was curtailed, stopped 
the evaluation of the weapon system and the collection of 
supply demand data information. The aircraft are not flying 
within the time structure of an established support system. ' 
Information for a 20 -hour per week aircraft utilization 
cannot be doubled to support a 40-hour per week aircra^ 
utilization. The supply support for the Pave Low need to be 
reprov^uoned to support Unit mission and s upport requirements 
^^^^ VRHV presently working with Hajfl^Bbat Hurlburt 
to re_estai3lish theOTAE^^hey have requeste^tnat Capt 

^^^tt/Kt/KKm' were part of original OT&E 
developed group, b^^ksked to assist them. Their participa- 
tion is essential for. the efficient, timely retrieving, * 
compiling and evaluation of data to establish a logistics 
system to support the Pave Low III mission and evaluate 
mission -capabilities. Their expertise will also be necessary 
in developing the Follow-On Operational Test and Evaluation 
(FOT&E). 




Action: Immedi^^g^gsking of CaptJ|^HHp and Mr^HMHto 
work with CaptfldHBMli ^^^VflH^^liis group should 
establish an adjusted OT&E compensMed for the different 

mission requirements found in TAC. They have worked exten- 
sively with developing, publishing, and monitoring the OT&E 
presently in use and are eminently qualified to adjust and 
augment the present OT&E. 

Maintenance Support - In ray evaluation of the maintenance/ 
logistics organization, five items continually surfaced. 
Lack of parts, aircraft condition, lack of people, and 
supervision. 
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-The parts problem is the critical factor in the maintenance 
support problem. There are presently three mission aircraft 
out of commission because of cannibalization parts. Two, 
one HH-53H and one HH-53C, are being used for parts to 
support the other aircraft and systems. The third was used 
as a CAN aircraft and is in the process of being rebuilt.- 
There is apparent progress being made. This is misleading 
for two reasons. One, it does not indicate the length of 
time between ordering a part and receiving the part; and 
secondly, the list of needed parts that have to be provided 
by the manufacturer is increasing. I interviewed the Supply 
Squadron Commander, ^/KlfHtKtKtKl <^oncerning the parts 
' problem. As far as he knew, parts were not being taken from 
other DOD operational aircraft to support the 1st SOW 
requests. As a result, maintenance cannibalized Ist^OW 
aircraft. This problem is being compounded by the absence 
of accurate demand data for support of 1st SOW HH-53H/C 
operations. Traditional H-53 operations have proven to be 
inadequate for supply support. As mentioned in the OT&E 
section, there is no base demand data available for the 
mission demands of the 1st SOW* The mission requirements of 
the JTF require nine HH-53HS and four HH-53Cs be mission 
ready. The system does hot demand parts from operational 
aircraft in other units. Cannibalizing mission aircraft to 
fly training missions is not acceptable. T 

Action: Streamline .the logistics system supporting the ^st 
\ SOW and especially the HH-53 aircraft. A central point of 
contact with necessary staff should be established in the 
Program Managers Office at Warner Robins ALC, to act as 
central point of contact, dedicated to the supply requirements 
of the HH-53. He should have direct contact with AFLC ai\id 
the Defense Logistics Agency. He should also have access to 
all H-53 resources in DOD. His responsibilities would 
include, but not be limited to, the immediate location and 
shipment of needed parts to the 1st SOW/DCM. Response time 
for this system should be 12 hours or less. This would be a 
short term solution to the parts problem and should be used 
until accurate demand data# WRSK kits, and mission requirements 
are established to their required level of readiness (Atch 1). 

- The aircraft condition has deteriorated over the past four 
months. When the Pave Low III system was developed, the 
H-53 aircraft used as the system bed were given an expanded 
phase inspection to insure their quality. * When the weapon 
system was given to TAC, they were deployed to the desert to 
evaluate their high altitude, desert capability. They received 
extensive abuse from the flying schedule and the dusty 
environment. After the exercise, the aircraft were returned 
to Hurlburt. The facilities at Hurlburt were not sufficient 
to clean them. In addition, TDY maintenance personnel were 
sent home and the aircraft sat, unwashed, until they returned. 



2 
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When 1st SOV> personnel returned from leave, a flying traininq 
schedule was started. The aircraft were flown dirty. 
Bearings, fitting, servos, and other exposed moving parts 
are still being effected by the dust and are beina replaced 
when they fail. 

Action: The aircraft need a complete refurbishing. Depot 
level maintenance support should be sent to flurlburt to 
perform an expanded phase inspection and replace or repair 
faulty parts. Preventative maintenance should aso be 
accomplished by replacing the exposed moving parts that 
suffered damage from the abrasive effects of the dust and 
sand. 



- A shortage of qualified personnel. The technical support 
problems at the 1st SOW are two fold. First, the people are 
not on station becaus.,e of PCS requirements; and second, the 
level of expertise is low. The 1st SOW is experiencing the 
same problems as the rest of the Air Force and other Services 
shortages of people and retention. The experience level of 
the technicians is decreasing. It has been decreasing 
steadily over the years. In order to fill operational 
slots, basic training programs have been cut to a minimum. 
We rely heavily on our OJT programs to take up the training 
deficit. Unfortunately, supervisory personnel do not ffkve 
the time to spend with the trainee. There are people 
working the flightline th^t have little or no experience 
working with the H-53 or its systems. 

Action ; Closer active supervision by line chiefs and 
section chiefs. These individuals must spend more time on 
the line to expedite .repairs and assist the inexperienced 
technicians in completing their jobs and provide useful 
on-the-job training. And, send additional experienced 
personnel to the unit for the short term, and establish a 
training program to handle the long term requirements. 

- In addition to the shortage of technical expertise in the 
maintenance organization, the technical representatives who 
were assigned to the Pave Low III are being reassigned. 
Responsibility for the HH-53H and Pave Low III weapon system 
is shifting from ASD to WR-ALC. The airframe responsibilities 
transferred 30 April and the engineering responsibilities 
will transfer on 30 Sep. Without follow through assistance 
these transfers will have a detrimental effect on operations. 
The Pave Low III system is in its operational infancy. The 
technical expertise is still in ASD. The rapidity with 
which the aircraft, maintenance, and supply organizations 
were established and the urgency of mission requirements are 
problems that are going to be compounded because of the loss 
of ASD technical representatives. 
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Action; It is im per ative that" t he ASD expertise vested in 

Program Manager (PM) an^tn^Tst SOW. This assistance is 
needed to direct, advise, and provide an orderly transfer of 
responsibilities from ASD to WR-ALC. Also recommend the 
Pave Low III PM at WR-ALC come to Hurlburt to learn the 
unique problems of Pave Low Illy (/^Tcfi 2.) 

- Maintenance support - the training schedule required four 
HH-53HS, eight UH-60s, four CH-47s, and two HH-53CS. The 
following Air Force assets were provided for each nights 
mission. An aircraft was considered late if it could not 
take off within 15 mins of scheduled T.O. time. It was 
considered as no take off if it returned immediately. 



DATE 



18 Aug MONDAY 



19 AUG TUESDAY 



AIRCRAFT 



S4r 

647 
791 
432s 



647 
791 
432s 



* T.O. TIME 
SCHEDULED/ACTUAL 



1930/1940 
1930/1935 
.1930/1950* 



.. One late take off 

( wo crews of three flew effective sorties 2-3 
Two aircraft of three scheduled flew 2-3 



PLIGHT 
TIME 



3.6 
3.7 
.5 



MISSION 
EPF 



EPF - 
EPF 
N-EFF 



REMARKS 



TRAINIK 

CANX 

WEATHER 



AIR ABO 



20 AUG WED 



Sar 433 

S^j6^ 652 

649 

647 

432s 

795s 



1500/1516* 3.5 
1515/- 

1530/1543 3.0 
1545/1540 2.7 
1500/- 
1515/- 



One late takeoff 

Three crews of six flew effective sorties 3-6 
Three aircraft of nine scheduled flew 3-9 



EPF 
N-EFF 
EPF 
EPF 
N-EFF 
N-EPF 



MX CANX 



MX CANX 
MX CANX 
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DATE AIRCRAFT T.O. TIME 


flight: 


MISSION 


REMARKS 




5Cn£uULDO/ ACTUAL 


TIME 


EPF 




21 AUG THUR 648 


1 1 *1 /— 

1 J 1 3/ — 




N-EFF 


MX CANX 


650 








(REO FCF) 


1300/1322* 


2.3 


EFF 


647 


1345/1345 


2.7 


EPF 




649 


1330/- 




N — PPP 

w CiT r 




ji ^ 1 «* 


1 3 1 5/- 






MV (^ANV 
nA \«nIMA 


s 






MoPPP 


MV nPT PT 
riA UCtLiCtl 


One late takeoff 










Two crews of six flew 


effective sorties 2-6 








Two aircraft of five 


scheduled flew 2-5 








One line was not covered 








22 AUG FRI M9r 


791. .1030/1030 


3.5 


EFF 






650 1100/1115 


2.1 


EPF 




652 


1115/1 125 


2.6 


EFF 




647 


1145/1145 


2.3 


EFF 




432s 


1100/- 




N-EFF 


MX CANX 




431s 1145/- 




N-EFP^ 


MX CANX 



Four crews of six flew effective sorties 4-6 
Four aircraft of nine scheduled flew 4-9 



23 AUG SAT 



647 
433 
791 
652 

795s 



431s 



1030/1030 
1 100/1107 
1115/1117 
1145/1148 
1100/1107 
1145/- 



2.9 
2.7 
4.0 
2.4 
2.8 



EFF 
EFF 
EPF 
EPF 
EPF 
N-EFF 



MX CANX 



five crews of six flew Effective Sorties 5-6 
Five aircraft of seven scheduled flew 5-7 



25 AUG MON 





649 


2000/2100* 


2.7 


EFF 


MX DELAY 


652 




2015/2130* 


2.5 


-EPF 


MX DELAY 


433 




2023/2050* 


2.6 


EPF 


■ MX DELAY 












(648 REQ FCF 


650 


2045/- 




N-EFF 


MX CANX 




431 


2000/201 1 


3.6 


EPF 




795s 




2015/2240* 


2.6 


EPF 


MX DELAY 



Four late takeoffs 

Five crews of six flew effective sorties 5-6 

One aircraft of nine took off on time 1-9 

Five aircraft of nine scheduled flew 5-9 
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DATE 



AIRCRAFT T.O. TIME FLIGHT 

SCHEDULED/ACTUAL TIME 



MISSION 
EFF 



REMARKS 



26 AUG TUBS - H53 GROUNDED FOR TAIL BOOM PROBLEM 



27 AUG WED 



650 
-^-fr- 649 
652 
433 

-49^ 431s 
795s 



2145/2233* 

2215/2216 

2230/2230 

2300/- 

2215/- 

2300/2258 



One late takeoff 

Three crews of six flew effe'ttive sorties 3-6 
Three aircraft of eight scheduled flew 3-8 



3.2 
3.5 
4.3 



.5 



EFF 
EFF 
EFF 
N-EFF 
N-EFF 
N-EFF 



648 REQ FC) 

MX CANX 
MX CANX 
AIR ABOR: 



28 AUG THUR 



652 

651 

433 
650 
795s 

J^aZB 431s 



2230/2245 
23PO/2300/0100** 

2345/2340 
2315/2315 
2300/2300/0055** 

2345/2348 



4.0 
2.3 

3.7 
4.0 
2.6 

3.7 



Tv/o aircraft returned for maintenance 
Six crews of six flew effective sorties 
Four aircraft of eight flew 'as scheduled 



6-6 
4-8 



3 SEP WED 



6%^ 651 

795s 

432s 



650 
433 



1945/1945 
2015/2016 
2000/2000 
2040/2036 
2015/2016 
2040/2036 



5.5 
9.1 
12.0 
13,1 
.3 
14.0 



EFF 
EFP 

EFF 
EFF 
EFF 

EFF 



N-EFF 
EFF 
EFF 
EFF 

N-EFF 
EFF 



RETURNED FC 
MX 2345 



RETURNED FC 
MX 2355 



Five crews of six flew. Four aircraft of eight flew as scheduled 
One air aborted immediately after T.O. 
One aborted in route 



7 



Attachment 7 



AC Sched/Requir^d HH-53H/HH-53C T.O. on Ti'me Late Abort MX 



(" 'ON 6/3 4/2 WX CANX 

-'OES 3/3 2/1 2/0 OTO OTF 

WED 9/6 7/2 2/0 1/0 4/2 

'i'HRU 5/6 4/1 1/0 1/0 2/2 

FRI 9/6 6/3 4/0 0/0 2/3 

SAT 7/6 4/3 4/1 0/0 0/2 

MON 9/6 6/3 0/1 3/1 3/1 

TUES NO FLY H-53 GROUNDED 1 

^•?ED 8/6 5/3 2/0* 1/0 2/3 

THOR 8/6 5/3 3/1 • 1/1** i/i 

WED 9/6 7/2 4/1 # 0/0 3#/l 

TOTALS 67/51 46/21 22/4 7/2 16/17 



* Take off on time but returned 
to base immediately 

** A/C took off on time but returned 
for maintenance then took off again 

# One aircraft aborted on take off 
One aircraft aborted enroute 



67 aircraft were scheduled to fly 51 sorties 
46 HH-53HS and 21 HH-53Cs . 
22 HH-53HS took off on time - 48% 
^ HH-53CS took off on time - 19% 
^4 of 51 crew sorties were effective = 67% 



Modifications: 

There is an extensive modification program in progress 
for the HH~53H. The programs inlude both short range 
mission essential items and long range system improvements* 
i LtCol Ernest is monitoring these programs. 

- Pave Low III battery problems 

- Collective limit problem 

- IR light and bracket procurement and installation 

- 50 cal gun mounts 

- Five channel radar malfunction indicator 

- SOAR Switching Unit for Altitude Reference 



- FLIR heat sink 



- Radar antenna receiver to adjust range of dynamic 
terrain following 

- T.O. 's for Pave Low III and component parts have not 
been verified. 

Action Underway: 

Short term mission essential: 

- Battery problems are being resolved by Canadian Marconi. 

- Collective limit problem is awaiting availability. The 
tests will be conducted by Warner Robins -ALC and will 
take 4-5 months." 

- IR light and brackets. Presently on order, only five 
units have been located. More emphasis on the procure- 
ment of this item is needed. It is vitally important 
for mission accomplishment. 

- 50 cal gun mounts. Presently at the manufacturer |f or 
improvement and repair of the frame. Mission essential. 

Recommendation: Immediate action should be taken on the 
IR light procurement, and the .50 cal mounts. These two 
items have profound effects on mission capabilities. The 
HH-53 system manager at WR-ALC should closely monitor 
these activities and expedite their completion. 

Long Term Improvements: 

- Five channel malfunction indicator is installed in 
aircraft 790 and will be tested when 790 returns from 
Phase. If the tests are successful, unis will be put in 
all aircraft. 

- SUAR is installed in Aircraft 433 and needs one more 
flight test. If the unit proves useful, a procurement 
program will have to be - initiated. No other units are 
available. 

^ - FLIR heat sink --^SHHBHBV ^ Texas Instrument 
Tech Rep is on contract to solve the problem. A 
message to TAG outlining the problem with ASD and 
Warner Robins -ALC has been sent. 
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G- Radar antenna receiver 'flRjlHHBB^'^ Texas Instrument 
Tech Rep, is on contract until 3 Sep. One aircraft will 
be needed 5-15 Sep for testing. There is money to 
modify and test one aircraft. There is no money 
allocated for follow-on buys and test nor for more 
technical assistance. A decision will be made after 
testing to purchase the sets or redesign the sets for 
better capability, 

OPINION - In a time of apparent superiority, the US military 
began increasing its use of computers to develop a cost 
effective supply system. This demand supply, system allowed 
units to keep minimum stock levels on hand and not purchase 
items that would not be used. Industry was released as the 
burden of maintaining inventories that would be taxed. Cost 
wise, the system functioned very well. The DOD did not 
purchase parts it did* not need, industry did not have to 
produce a taxable inventory part that would not be purchased. 
We have developed a cost-effective system. The use of 
computers has permitted us to spend the minimum amount of 
money on parts by closely monitoring usage rates, projecting 
usage rates, and evaluating those rates. As a result, we 
have succeeded in creating a dangerous situation- Our 
ability to handle the surge requirements of Honey Badg^ is 
going to be nothing compared to the problems we will face if 
a war starts. The capability of this nation to mobilize its 
industry must be closely examined. Our supply systems 
ability to maintain sustained conflict must be examined. I 
fear we are entering an era where the lag time between last 
bullet fired and the first bullet delivered will be up to 18 
months. We need to establish realistic war reserves to 
cover the lead time necessary to mobilize the industrial ' 
might of this nation to fulfill our operational requirements. 
These problems manifest themselves in low density weapon 
systems like the H'53 that don't have an extensive supply 
system to support them. 



Attachment 1 - Maintenance Problems 

Atta^ment 2 - Message - Pave Low III Program Status 
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THE JOrNT CHIEFS OF STAFF 
WASHINGTON. D.C. 30301 



8 September 1980 



THE JOINT STAFF 



MEMORANDUM FOR: Major General Vaught 

Major General Secord 

Subject: Maintenance Problems 



6, 



. y Maintenance and logistics support problems have degraded the ' 
mission capabilities tff the 1st SOW helicopter forces to a point 
where they cannot reliably participate in JTD activities. 1st SOW/ 
DCM cannot provide mission ready^ aircraft to the aircrews. The 
PAVE LOW aircraft fly with degraded systems and, in many cases, 
have no more capability than the HH-53Cs that are on loan from 
MAC* Immediate action must be taken at all levels of the 
logistics structure to solve this problem. The following 
actions must be taken to bring all the HH-53s to missica ready 
status quickly enough to support JTD mission requirements. 




1. ■■^^^HHlB'shourd be established as onscene 
Program Manage^rrSi the H-53 PM office at VJR-ALC to direct 
and monitor all logistics related activities, and to expedite 
those activities to insure rapid completion of every activity. 

2. Send depot level and contractor maintenance support' 
to refurbish the aircraft. This refurbishing will include 
replacing worn or inoperative parts, installing modifica- 
tions, cleaning the aircraft, and preparing them to accomplish 
mission requirements. This project should be completed 
within two weeks from start and should be completed prior 

to the 27 Sept exercise. 



3; Streamline the logistics support system. LtCol 

te-ALC, should be appointed as central point of contact with 
necessary staff to function as expediter. He will be 
dedicated to supporting the logistics/parts requirements of 
the 1st: "SOW. He should have liaison with HQAFLC and DLA. 
His responsibilities would include the immediate location 
and shipment of needed parts to the SOW within 12 hours 
of a request. 

4 . Thi s system should be established to support LtCol 
in accomplishing his actions: 



1. Maintenance identifies parts reauirement . 



2, Query supply - no response order part via supply 
channels. 

3. Establish a document no. and parts information. 




4. Contact LtCol 
parts info. 

5. LtCol 
part fo 




ith document no. and 




locates part and immediately shios 
W/DCM. 



6. 1st SOW/DCM informs supply of receipt, and 
completes paperwork loop. 

5. The H-53 is a low density weapon system. By making all 
DOD H-53 units available to support the imt SOV7, the logistics 
base will be expanded. 

6. Technical_as5i stance contin uity must be maintained by 

making^lBiHHHlBHHIIfe ^^'^^^WHHMft availably to 
interface with WR-ALC^personnel duringtnetransfer of 
weapon system responsibilities from ASD to WR-ALC/PM. 
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Medical Conf iguratioh- 




kurgeon, recommends the following 

conf igu ration for""use in the medical mission. 

Photo: 

1. Stanchions and litter stowed. 

2. Stanchions erect. 

3. Litter in place on stanchions, anchored to tie*-down 
rings. 

4. Working space wi.th passengers seated. 

5. Working space with litters installed. 

6. Cramped working area with stacked litters. 

7. Easy access with litter on stanchions. 

8. Cr2unped cross body work area. f 

9. Easy access to- cross body areas. 

10. Work space for doctor and assistant or two PJs. 

' This operating table can be stowed when not in use. 

• • • ■ 

- The patient does not have to be transferred from his 
litter to the table. His litter is the table. 

- Position^ allows for easy access to the patient. 

> 
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MEMORANDUM FOR LIEUTENANT COLONEL 



Subject: Detachment One, JTD HONEY BADGER 

1. Thi s memorandum recognizes the establishment at fUJxd;2?ccC& 
^ja^nS BBBSiP * of Detachment One of the JCS-J3 Joint Test 
Director's Office. Since mu ch of the USAF activity in this 
project will involve CfltWPjfiWWPMIfMMWKfaM^ resources, 
it is deemed most efficient to temporarily co-locate a Jtl9 
office with this wing. It is envisioned that this requirement 
will exist for one year. ^ 

2. The overall function of Detachment One will be to assist 
in the effective and secure execution of assigned test and 
evaluation projects. Tasking and guidance will be provided 
from the Joint Test Directorate (JTD) established within 
JCS-J3. The JTD in turn receives its tasking and guidance 
from the Director of Defense Test and Evaluation within the 
Office of the Under Secretary of Defense for Research and 
Engineering. 

3. Among the specific responsibilities of the ^D Detachment 
One are the following: 

^a^^Establish an office to represent the J'^tT at jii^niiB^ 



b. Assist with the planning, coordination, administration, 
and execution of tests and evaluations involving USAF 
resources. This will include but not be limited to: 

(1) Developing supporting plans for the execution of 
tests tasked by the JTD. 

(2) Identifying the resources necessary to perform 
specific tests. 

(3) Assisting in the necessary logistics and aircraft 
modification activities. 

(4) Collecting and assembling data pertinent to the 
tests. Of particular interest will be establishing a 
data base on key test vehicles. The following data 
will be necessary: designed mean failure rate, 
condition of equipment at the beginning of the test, 
performance during the tests, and pertinent test 
conditions. 





4, In fulfilling these tasks the detachment is authorized 
continual direct liaison with the ^iBttUMi9KKt30Bltt^Sf9ltl^f!SSit'R 
jSBB£* addition for specific events the detachment will 

be periodically authorized direct liaison with other units 
or offices. 




colonel, USA 

"Joint Test Director. 
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HONEY BADGER After Action Report 



1 Aug 80 



JTD 

1. Enclosed is the HONEY BADGER After Action report and includes 
OT&E reports/requests. 

2. The comments of detachment coirmanders concerning the exercise 
are valid and serve to illustrate many of the problems encountered. 
These problems can be eliminated with pre-planning and coordination 
with all the forces involved. 

3. We will n^ed your assistance with the recommendations given in 
the OT&E Activity Reports. Request your comments. 
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HONEY BADGER After Action Report 





AJKCC 

.lassified By: 

.1 AwC ^■'Z. 
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AFSOB/CS 30 July 1980 

HONEY BADGER After Action Report (U) 




1. (S) GENERAL COMMENTS: Operation HONEY BADGER was the overall 
code name for a three-phase Operational Test and Evaluation (OT&t). 
The number of T. SOW personnel and aircraft varied as requirements 
dictated, with up to 22 aircraft, and in excess of 600 personnel 
deployed at times." The H-53 helicopters initially deployed to Oro 
Grande, NM on 15 June, then moved to Michael AAF on 4 July. The 
MC-T30, AC-130, and EC-130 aircraft deployed to Condron AAF on 
5 July and an AFSOB was established at Oro Grande, NM. Following 
is a brief overview of each phase of the operation: 

a. (S) HONEY BADGER: This, the first phase, was essentially 
a deployment and training period. Th e C-130 aircr aft trailed both 
unilaterally and in conjunction with ^ll^BHI^ ^'^^ 

helicopters trained both unilaterall y and w ith the US Army H-60 
Blac khawks . Primary emphasis was on 

ftfgfit'TIBSr.Iejejel iirmountainepus terrain, aissimnar aircraft rorma- 
tion, night- low level flying, silent refueling, blivet refueling, 
static loading of various personnel and equipment combinations, air- 
drop of unusual loads, use of Night Vision Goggles (NVGsj and secure 
communications gear and procedures. 

b(^jf5f RUSTY BADGER: In this second part, all the above 
mentioned techniques /procedures /equipment were integrated into a 
single scenario, and tested/evaluated in a large operation the 
night of 16/17 July at two locations, Tonopah and Fallon airfields. 
Upon termination of this phase, the helicopters redeployed to home 
station. 

c. (S) GRIZZLY FUR: The final phase was a Rarig'er/l SOW seizure 
of an airfield (Reese AFB, TX), occurring on the night of 20/21 July. 

2. (C) HONEY BADGER OT&E reports submitted during this period are 
attached ^ 



4 Atch 

1. Specific Events (AF Forms 3199 & 
Daily Activities Summaries 

2. Problems^ Discussions, & Recommen- 
dations 

3. OT&E Reports ^ 

4. HONEY BADGER, 1 SOW Det Cmdr Comme 
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AFTER ACTION REPORT 
HONEY BADGER 

1. (U) AREA! Operations Planning 

2. (U) TOPIC: Planning 

3. (U) DISCUSSION: 

a.A)](^ Insufficient lead time for operations conducted to date led to 
inadequate detailed mission planning by all concerned. Tasking to the components 
was detailed too late to accomplish a proper plan of execution. Planning was 
provided to the components in a very sketchy form the day prior to execution 
with added details and numerous significant changes flowing continually up to 
the crev: briefing prior to launch. Eleventh hour changes! were verbal, which 
probably led to information loss. The best the aircrews can accomplish in this 
environment is to plan a safe execution for their type aircraft. Since the 
exercise involved four dissimilar aircraft types, CCT and ground force operating 
from three separate locations, on scene schedule changes compounded by severe 
communications restrictions can only lead to mis-coordination and unforeseen 
occurrances. Continuation of this late planning could result In a MAJOR MISHAP. 
We had a serious near miss '{HC='130E BAYON ll/UH-60 on final approach 100*) on 
16 July. Preliminary indications from l6 July operations shows that numerous 
visual course changes had to be made to avoid other mission aircraft. 

b/^Jt^O The problem was fiurther compounded by the lack of pre-coofdination 
with FVVA, SAC, MAC, Range Facilities and various divert airfields and their 
control agencies. We thought pre-'coordination had been accomplished but found 
that the coordination consisted only of a general agreement to support HONEY 
BADGER on a priority basis over a general time frame. This resulted in another 
eleventh hour rush to accomplish the necessary coordination. This approach fails 
to suffice for the execution and conduct of air operations when radio frequencies, 
specific time frame, range clearances and call signs are required. At a minimum, 
controlling agencies need to Imow when we will be using the airspace, be reassured 
that we are on listening watch on a pre-coordinated frequency for purposes of 
flight and range safety. We can do that coordination given sufficient time, 
accurate information and provided with access to communication channels that are 
useable and can reach the outside world. 



4. j(#fr RECOMMENDATION I The obvious solution to the problem is to establish a 
Joint Mini-Control Group composed of experts in the necessary areas such as Comm, 
Logistics, FAA/ATC, and the var ious weapons/support systems, with these individuals 
y\ reporting directly '^^^ group would be responsible for necessary 

fA coordination with outsiS^gencies , and for publishing an OPLAN, (containing 
' ' CEOI, etc.), at least a couple of days prior to the OT&E/Exercise . As operations 
progress, the group could produce OPLAN changes/rev isions on a timely basis, 
incorporating feedback from bot h the components and Commander. 
Another possibility would be to M|HHB^BI staff sufficiently to handle above 
mentioned tasks in addition to tnei^Tiayer" roles. The problems inherent in 
attempting both "player" and "controller" roles simultaneously make this the 
least desirable of the alternatives. 



AFTKR ACTTOW REPORT 
HONFV PADGER 

1. (U ; AREA: Operations 

(U ) TOPIC I Air Component Headquarters 




) DISCUSSION: The essence of success for the air portion of an 

operation such as RUSTY BADGER is derived from comprehensive planning and 
detailed coordination among all air elements. Diverse locations, dissinilar 
aircraft and absence of reliable secure comm between all air players, 
prohibit accomplish ment of require d J^v el of planning and coordination. 



Establishment of a^^pNorth and a^^South led to two Air Component 
Commanders. With the exigency of keeping to the time schedule, a coordination 
meeting between the two factions was scheduled but never held. The meeting 
would have helped to deconflict traffic and resulted in better coordinated 
effort. 



A. ( ^)_ R ECOMKBTOATIOWi The Air Component should be a single headquarters 
under f^Mrtth all air assets represented. For non Air Force assets such 
as Ara^nellcopters and for assets only in support such cis KC-135 tanker force, 
the headquarters representation shoiild consist of one hi^ily qxiallfied liaison 
officer. For support forces, this liaison should be qualified in the aircraft 
and come from theMAJCOM or one of it's Numbered Air Forces. For air assets 
under OPCON adT^f^ QPCON should be exercised through the commander of the Air 
Component Headquarters. 



^ 



AFTER ACTION REPORT 
HONEY BADGER 

1. (U) AREA: Maintenance (Logistics). 

2. (U) TOPIC: Dally Air Shuttle. ' 

3. (u) DISCUSSION I The air sxrpport of the mission was absolutely essential 
and was well run. We could not have succeeded, without it. 

4. RECOMMENDATION! Continue the shuttle. 



f 




HONEY BADGER 
AFTER ACTION REPORT 



1. AREA: Maintenance (Communications). 

2. TOPIC; Non Tactical Secure Radios. 

3. DISCUSSION: We have an urgent need for new radios in greater quant- 
ities. Recent deployments have proved that we operate Talons and Gunships 
in two separated areas and need double sets of radios. In addition, we 
had to provide a radio for the tower to help control vehicle traffic on 
the runway. The radios we had either failed totally or were not adequate 
to reach a relatively small distance and were not secured. 

4. RECOMMENDATION: Must have a base station for Job Control and ten 
quality secure radios with range longer than three miles in maintenance. 



r 



HONEY BADGER 
AFTER ACTION REPORT 



AREA: Communications. 



Secure Communications Interface. 



1. (U) 

2{yl^ TOPIC. 

Z^^W DISCUSSION; During the OT&E, situati ons aro se which required 
establishing secure comm with parties outside gMBi.SATC0M/KY-70/ 
Parkhill nets. The Pentagon interface w a^ superb when interfacing KY-7 0 
andother wide band systems, but simply flBHHlHHIiiHmiHf 

(such as the KY-3 system). UnTortunarery^ru^'B^^ 
ffgne^nieaaquarters have wide band systems. 

4(^^Sl^ RECOMMENDATION: Procure/ estabi Ish some_ interfac e system that 
wvlT permit secure conmuni cations tH^mmn^H^II . systems. 



AFTER ACTION REPORT 
HONEY BADGER 



1, (U) AREA! COMMUNICATIONS 

2. ' (U) TOPIC t HP COMMUNICATIONS FREQUENCY ASSIGNMENT (RUSTY BADGER) 

3^^|p)^DISCUSSI0N: HF frequency assignments for the mission were in the 17-21 
MHZ range. This frequency range is most useful for very long haul communications 
between the lOOO-l^OOL time frame. Since all of the test missions were flown 
during nightime and early morning hoxirs (2300-0800L) the assigned frequencies 
were unusable. 

^.^^1^ RECOMMENDATION: Contact AFCC frequency management office Scott AFB, IL 
for a most usable frequency remge ty area and time of usage. Select assigned 
frequencies within that range for future missions. 



AFTER ACTION REPORT 
HONEY BADGER 



1. (U) AREA: COMM 

2. (U) TOPIC: CQMSEC MATERIAIS (RUSTY BADGER) 

3. ^l^i^ISCIISSIONj CQMSEC material guidance in terms of authenicators, encode/decode, 
and operations code were never provided. Supplied brevity codes, furnished a few 
hours before crew brief^rere Inadequate for passing desired information. This mandated 
utilization of AKAC '^fft pass air operations inf omation with non-secure transmissions . 
Supplied brevity code was oriented only to command and control mission deviation inf or- 
matiM, 

kf^i/^ RECQMMENDATICN I ■■■^■['coordination with components, detail COMSEC materials 
to be used or those availSe^The air component must be coordinated with to ensure thos 
safety of flight codes and command and control codes which the aircrew/cCT need are in- 
cluded • 



f 
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AFTER ACTION REPORT- 
HONEY BADGER 

1. (U) AREA: COMMUNICATIONS 

2. (U) TOPIC: DETAILED COMM PLAN (RUSTY BADGER) 

DISCUSSION: There wasn't one. The much heralded CEOI arrived less than 
2^ hours prior to mission execution and proved totally inadequate. CEOI contained 
limited number of tliree place alpha numeric call signs totally insufficient in 
quantity of call signs and completely inappropriate for aircraft usage. Aircraft 
call signs must be pronounceable and not exceed five letters.' Frequencies also 
arrived late, within 12 hours of execution, and were only listed by geographical area 
not function. This forced each unit to formulate its own comm plan and disseminate 
it to remaining players. Late recgipt of above information created a time con- 
straint precluding adequate coordination and deconfliction of comm plans. The 
combination of these factors ensured comm difficulties, confusion and absence of 
adequate commisilcations • The implications for both safety and mission success are 
severe. 

4, RECOMMENDATION J Coordinate with components for CEOI and comm plan requirements. 

Disseminate in stiff lent time to allow components to develope unit comm 

plans to include air field tiraffic control and coordinate those plans witfa?lLCON. 

A minimum of 3-4 days should be allowed. 
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HONEY BADGER OT&E ACTIVITY REPORT 
1 . Concept, equipment, and/or technique to be tested : 

a. The MC-130E Combat Talon aircraft should be equipped with a 
state-of-the-art fully integrated navigation system consisting of 
dual (redundant) inertia! navigation systems (INS), Forward Looking 
Infrared (FUR), and a Low-light Level Television (LLLTV). Addition- 
ally, cockpit displays require improvement to include the addition 
of a Heads -up display (HUD) at both pilot positions. 

b. Present Combat Talon navigation systems include a single 
INS (LN-75J) which has an excessive drift rate (0:5-1 .Onm/hourjj 
when compared to todays modern inertial navigation systems, and 
a low mean-time-between- failure rate (70 hours, estimated). 
Additionally, Talon is-^equipped with the AN/ASN-153 Doppler 
(and AN/ASN-25 computer), which is not sufficiently accurate to 
suffice as an adequate backup system for^ the. single INS,, should 
It fail inflight, especially during terrain foil owing/ terrain 
avoidance (TF/TA) flight in mountainous terrain. Half of the 
Combat Talon fleet (7 of 14 aircraft) are equipped with the S-3A 
FLIR which has system limitations to Include no capability to 
operate the system In the landing configuration (gear down). ^ 
Combat Talon are not equipped with a Low-light Level Television, 
nor a HUD in either pilot position, A discussion of the systems 
proposed In paragraph a. above follows: 

(1) INS: Recommend that Combat Talon aircraft be retrofitted 
with a dual state-of-the-art INS such as the Honeywell AN/ASN-136 
Standard Precision Navigation/Gimballed Electrically suspended gyro 
Aircraft Navigation System (SPN/6EANS). [Air Force has selected » 
this system for upgrading the navigation capability of the SAC B-52 
fleet and over 720 systems have been ordered.] During recent 
testing the system has demonstrated drift rates on the order of 
0.06nm/per hour (10 times the accuracy of the current Talon system) 
and an MTBF rate on the order of 1750 hours with a Mean-Time-to- 
Repair (hfTTR) of 20 minutes. Combat Talon ;in order to perform 
its mi ssion^ requires a highly reliable, self-contained navigation 
system that will permit autonomous operations and allow precision 
flight to an objective. The level of performance demonstrated by 
the SPN/GEANS system would permit little or no reliance on other 
navigation aids and would provide Talon with a truly enhanced 
self-contained capability. Such a system would provide improved 
land-fall accuracy after long-duration overwater flights, precision 
cueing during low-level penetration missions, highly accurate air 
drop and rendezvous capabilities, non-degraded performance during 
extended turbulent flight at very low altitudes, and overall increased 
operational flexibility. Additionally, this system should be integrated 
with other Combat Talon subsystems such as the doppler radar, FLIR, 
and ground mapping and TF/TA radar. Regardless of the INS chosen to 
upgrade the Combat Talon, general system requirements are as follows: 



(a) The system chosen should have a 3-axis accelerometer. 
With dual systems, this would provide a redundant flight vector input 
to the TF computer and eliminate the need for an angle-of -attack system, 
improving reliability and simplifying operational checkfl ights . The 
systems should be fail-safed so as to automatically switch to backup 
in event of a component failure, and any combination of primary and 
secondary platform, computer, and control -indicator unit should be 
available. Programming by tape cassette should be possible, and the two 
systems should be separately programmable. Way point and radar capacity 
should be expanded (from the present 20) to 40 each in order to eliminate 
reprogramming. Waypoint programming should be checkable by displaying 
magnetic course and distance between any two specified points (similar 
to ASN-24 and ARN-131 computers). Steering programming should be 
basically as on the LN-15J, but modified so as to allow a combination 
of sequential and point-to-point steering. For example, the navigator 
should be able to program steering from 0 sequentially to 20 direct to 
29 direct to 11 sequentially to 0 in one entry. Waypoints should be 
insertable as Lat/Long, UTM, or range/bearing from a given point. 
Present position and any waypoint or radar target should be readable 
as latitude/ longitude coordinates, UTM coordinates, or range/bearing 
from a given point. Two sets of dest/data switches should be provided, 
one to control the radar cursors and one to control waypoint and radar 
target insertion/display. Radar and visual pos/fix procedure^^ should 
be as on the LN-15J. The Kalman filter feature (as on the LN-IBJ) 
should be retained however; an "override" capability should exist so 
that when the navigator is positive of the accuracy of his chosen 
fix, the system will accept the fix at 100 percent value, thereby 
insuring position accuracy. The "Altitude calibration" feature of 
the LN-15J should be retained and its accuracy improved. Automatic 
Computed Air Release Point (AUTOCARP) options should be as on the LN-15J, 
with the exception that the LORAN C autocarp feature (4XX) should be 
eliminated and replaced with a variable delay beacon autocarp capability. 
Since non-sequential steering programming may be used, initial point (IP) 
and drop zone (DZ) designators would not need to be consecutive numbers. 
A drop wind should be manually insertable. The computer should be able 
to solve a 3-vector High Altitude Release Point (HARP) using INS or 
manually inserted winds for each vector as selected by the navigator 
Readout of Forward Travel Distance (FTO), Total Time of Fall (TTF), and 
drift should be possible as on the LN-15J. Interface with pilots HSI: 
same as on LN-15J except that pilot should be able to set leg course 
in the course window so that steering geometry is preserved. Range 
window should display INS distance-to-go instead of TACAN DM£. The 
INS computer should be reprogranmabl e by tape using a portable 
progranmer in the event of a computer program dump. With regard to 
INS tie-in to the AN/APQ-122V(8) radar system, an option should be 
provided as to whether DZ-up (physically seen at the top of the scope) 
radar stabilization will occur automatically, and this option should 
be able J:o select course-up radar stabilization without giving the 
pilot sensitive steering. Radar cirrsor sensitivity for autocarps 
should be lowered so that full cursor control deflection with the 
rate switch on "low" produces about 0.5cm/sec cursor travel on the 
scope face. 




^ ^ (2) FLIR: As discussed in par lb, due to a shortage of systems, 
onlj^ha]f of the Combat Talon fleet is equipped with FLIR. All aircraft 
are wired to accept the system and the first recommendation would be to 
acquire additional FLIR sets. A present limitation of the FLIR, due to 
location in the aircraft ( immediately aft of the nose landing gear door) 
is that the FLIR cannot be used when the landing gear is extended (down)- 
as would be the case when the aircraft is configured for landina. This 
limitation prevents use of the FLIR to positively locate and identify 
blacked out airstrips/landing zones in total darkness. Present 
technique used is to retract the FLIR well prior to configuring the 
aircraft for landing and for one pilot to use Night Vision Goggles 
(NVG) to execute the landing, as assisted by the other pilot (on 
instruments) and the navigators using the aircraft radar to perform 
an airborne radar approach (ARA). During recent Honey Badger joint 
training exercises. Talon aircraft were tas ked to land a t a la roe, 
blacked out, multi-runway_airbase_at night "■ ^ 




^ Further 

coWpn dating tne operatiorT iwo aircratt made go-arounds as a result 
of these difficulties. This produced an unfortunate situation because 
one of the primary objectives of the joint training scenario was to 
land on one of two parallel runways at a predetermined time landing 
interval and sequence because of different loads to be delivered. 
The use of a FLIR (capable of being extended during final approach) 
or a LLLTV (addressed in par (3) below) could have prevented these 
go-arounds and enhanced the overall operation. Recommend the following 
actions be taken regarding the FLIR. 

(a) Procure additional FLIR sets for those Combat Talon 
not equipped with the system. 

(b) Relocate the FLIR turrent from its present position 
so that the system may be used with the landing gear in the down 
position or. 

(c) install a small, fonvard- looking FLIR detector at 
some other location on the aircraft such as in one of the external 
pylon fuel tank bullnoses, to augment the existing system which would 
be retained for updating the INS (assuming a FLIR-INS interface, see 
par (e) below) and for airdrop and sea surveillance operations. 

(d) Install a high-intensity IR light source at a 
location on the aircraft (e.g. the other pylon fuel tank bullnose) 
that could be used In conjunction with the additional FLIR defector 
mentioned above. 

(e) Modify all existing aiR sets with a radar Interface 
capability, which would allow the navigator to position his radar 
cursors on a target and have the FLIR slew to a position so as to 
view that target or, conversely, slew the FLIR to view a visual target 
and have the radar cursors follow in like fashion. Previous testing 
of the first capability mentioned has been accomplished as far back 

as Feb 1977 and production/installation of the interface unit is still 



awaiting funding. 

(f) Modify the navigator's station in the Combat Talon 

as follows: 

1_ Remove the LORAN C equipment from the aircraft 
and reposition the FLIR monitor and controls to the left navigator's 
position. 

2 The left navigator should be given a duplicate 
set of the right navigator's radar cursor control (or a single 
control moved to a central location) so that the left navigator 
may operate the FLIR when it is tied to the radar cursors. 



(g) The FLIR system, if bore sighted, could provide 

in areas where theM 




(3) LLLTV: If it is not feasible to relocate the existing 
FLIR turret as addressed 1n par (2](b), another solution would be 
augment the FLIR system with a chin-mounted LLLTV, that would permit, 
among other operations, acquisition and tracking of an intended landing 
area through the entire approach- landing/ touchdown sequence. Suggested 
location for the LLLTV would be directly under t he aircraft nose radom e 
(chin-mounted). The LLLTV -s ystem should have a ^HBiHBHHB^M 
'^WKKKtttttt^^l^l^^^ ^ range finaer capaomty^^^^^ 

AdanTor^^nTs system would greatly increase our ability to positively 
locate and identify blacked out airstrips/landing zones. The GLINT 
could be used during the approach phase, in conjunction with NVGs, 
to locate the touchdown zone of the airfield. 

(^(4) HUO: Current techniques H^UHMMUlapproaches/ 

lan^migs are as described in par 1(b) u;. ine pilot on NVGs executing 
the landing (left seat) is presently unable to monitor flight instruments 
due to the fact that his NVGs are focused at infinity (outside the 
aircraft). Present generation NVGs are manually focused for near or 
distant vision. Third generation NVGs will eventually have an 
automatic focusing capability. The pilot in the right seat must 
continually cross check several flight instruments during the descent 
phase and call out airspeed and rate of descent to the pilot in command. 
The navigator calls out distance to touchdown (as determined from his 
radar) and height above ground (as determined from the INS). Addition 
of a HUD, capable of normal and IR light operations, in bot h pilot 
positions, would greatly facilitatemp|||mM|pap^B operations, 
streamline instrument crosscheck procedures, and enhance flying 
safety. The HUD should display the following flight parameters 
as a minimum: 

(a) airspeed (indicated) 

(b) vertical velocity 



(c) altitude (MSL/AGL) 



(d) bank & pitch angle 

(e) steering/track angle 

A system similar to the Electro Viewing system (EVS) used on the B-52 
would be a possible candidate system. Dual screen capability (both 
pilots) is desired, 

2. Desired Goal: Addition of the systems desired in paragraph 1 above 
would provide a quantum jump in the capability of the aircraft to 
navigate precisely and reliably to a specified drop or landing zone 
and perform th e assigned inser tion or extraction mission under 
conditions of ^[HBJI^Jjsing an integrated,' self-contained 



navigation system 

3. Applicable conditions: e.g. lighting, density, altitude, temperature, 
etc: Total darkness. 



4. Results: N/A 

5. Recommendations: As per par 1 above 

6. Additional Remarks: Combat Talon aircraft have been In service 
since 1964 and the aging process has been accelerated by considerable 
service in Southeast Asia. The current single INS represents 1960s 
technology, fails excessively, and is not capable of the degree of 
accuracy required for the UW missions of the 1980s. The lack of 
FUR and LLLTV (and any other devices designed specifically for 
conditions of darkness) further debilitates our capability to 
perform night landing operations safely and effectively. Since 

it is envisioned that "the basic C-130 airframe of the Combat Talon 
will remain with us for the immediate (and distant) future, it is 
imperative that our night capability be enhanced with systems that 
are extant and as described in the preceding paragraphs. 



^iliiffflfii 



HONEY BADGER OT&E ACTIVITY REPORT 



1. Concept, equipment, 3Il6./qt technique tested: MC-I3OE Combat Talon Avionic 
Intermediate Maintenance Shop Capability. System consists of three trailers 
each capable of deployment on a slick C-130 aircraft. Trailers have not been 
updated to state-of-the-art since early 1970' s. One trailer for radar/navigaticn, 
one for ECM, one for Comm/Nav. Trailers are climatically equipped (air 
conditioning/heat) powered by generators. 

2. Desired Goal: Shop capability. required when operating bare base and away 
from supply system. Additionally, removing and replacing black boxes is not a 
total solution. State-of-the-art electronics is adaptable for quick fix/repair/ 
alignment/fine tuning in the shop. Latest HONEY BADGER exercise showed degradation 
of electronic subcomponent leading to PMC (Partial Maintenance Capability) status 
as time went on. Trailer capability could have reversed this trend. 

3. Applicable conditlonsi e. g., lighting, density, altitude, temperature, etc.: 
Avionics Trailer Maintenance provides a much needed shop capability for bare 
base operations, and is especially suited for future JTD or RDJTF operations. 
During Exercise RUSTY BADGER and GRIZZLY FUR, requests for parts were sent 
directly to the pairent wing at Hurlburt. This luxury of daily support here in 
our CCNUS location tends to engender a false sense of security. It m\ist be 
realized that things would be very different if we operated overseas ^ an 
isolated location. An Avionics Shop Repair Capability would alleviate requirement 
for daily avionics parts replacement, and woxild provide on-site capability for 
calibration and alignment. 

4. Results: Trailers were deployed in early 1970 's to JCS Exercises FLINTLOCK, 
(UK, 1971), and JACK FROST, (Alaska, 1973). The trailer units operated as 
designed, and afforded a shop. capability and a shirt sleeve working environment 
in very adverse climatic conditions. 

5. Recommendations: Return trailers presently located at 1 SOW Hurlburt Field FL 
to custody of Det k AFLC Ontario, California to be refurbished and brought up to 
date. Trailers should be kept at Det 4 AFLC and be made available for world wide 
deployment by MAC airlift. Each trailer constitutes one C-130 load. 

^^6. Additional remarks: Cost effective, as trailers and partial systems are 
^ already available. MC-I3OE Combat Talon Avionic/Ea.ectronic system effectiveness 
would b e great ly enhanced idien operating from bare base locations. Specifically 
suited^HBBor RDF concept of bare base operations. 
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. HONEY BADGES OT&E ACTIVITY REPORT 



1. Concept, equipment and/or technique to be tested: DUAL RAIL SYSTEM/EWO 
Equipment Rack modification. Requirement exists to modify the cargo compartment 
of all Combat Talon aircraft to provide an additional eighty (80) inch 
extension of the Dual Rail System to accomnodate tvo (2) additional locks. 

and possibly three (3), depending on area reauired for ratchet and simul 
controls. To accomnodate- the needed dual rail modification, the present 
equipment racks must be re-designed/moved to provide the ei^ty (83) inches 
of space. Additionally, the EWO/RO console itself may have to be 
reconfigured/moved . 

2. Desired Goal: Installation of a modified dual rail system with an additional 
two and possibly three (3) locks. This modification will enable the cargo 
compartment to carry and airdrop loads in the 30 1 000 pound class with fuel 

load and C.G, limitations required to support HONEY BADGER missions. Present 
2^il system limits load weight to 20,000 pounds (even thou^ the cargo 
compartment is not cubed out). Reason is the insufficient number of locks 
to restrain the load and the floor positioning of the load within the crew 
compajrtiiient • 

3. Applicable conditions: Present HCNEY BADGER concepts reqidre the long 
range penetration and air delivery of cargos in the 27*000 pound weight class, 
rigged on 20 foot pallets. With the present dual rail system, we a^fe 
unable to takeoff (Rear C.G, out of limits), and even less able to fly 

long distances aiid airdrop the load. 

4. Results: With present rail system installed in Combat Talon aircraft, 
we were unable to test, evaluate and validate certain concepts required to 
support HONEY BADGER scenarios. 

3, Recommendations I Modify Dual Rail System on Combat Talon aircraft to 
provide an additionsQ. 80 inches and 2-3 more locks. 
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HONEY BADGER OT&E ACTIVITY REPORT 



1. Concept, equipment, and or technique to be tested: 

Requirement for dual UHF and/or FM secure capability on MC-130E aircraft. 



2. Desired Goal: To modify MC-130 type aircraft to allow simultaneous 
use of UHF/FM secure or either dual UHF or dual FM transmissions/ 
receptions. Additionally, the FM/UHF radios must' be capable of 
transmitting/ receiving Data Burst message traffic^. 



3. Applicable conditions: Night and/or adverse weather in a clandestine 
environment in either a TF/TA operation mode or other modes of operation. 



4. Results: During Honey Badger OT&E there were times when the MC-130 
aircrews were required to monitor/ talk with ground controlling parties 
and airborne command/ control or strike (AC-130) aircraft. Aircrews were 
required to maintain formation integrity (proper landing sequences and/ 
or timing separation) by effecting interplane comm. With the flresent 
radio set up, the aircrews, had to time share in each mode of operation 
by constantly changing from UHF secure to FM secure, or making non- 
secure radio calls when the' other system was in use receiving critical 
information. Additionally, certain FM freqs are unusable when operat- 
ing in the TF/TA mode. Any transmission causes a fail/fly-up indication 
on the pilots GDI due to interference with the TP receiver. 



5 . Recommendati ons : 

a. Modify MC-130 fleet with dual secure FM/UHF capability. 

b. Ensure modified UHF/FM radios are capable of receiving/ transmitting 
Data Burst. 

c. Correct FM signal interference which cause fails/fly-up when 
operating in TF/TA modes. 

6. Additional remarks: None. 
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HONEY BADGER OT&E ACTIVITY REPORT 



1. Concept, equipment and or technique tested: 

Internal modified Benson Tank System (evaluated earlier as part of 
other project). 



2. Desired Goal: To have sufficient Benson Tank Systems and spares 
for Talon aircraft assigned (TAC and PACAF). 



3. Applicable conditions: All deployment/ redeployments and night/adverse 
weather clandestine situation (during certain tactical ops). 

The addition of the modified Benson Tank System to Talon fleet will enable 
MC-130 aircraft to make inter-continental deployments when tanker support 
is unavailable or their use would be inadvisable. Also, in th^ tactical 
mode the addition of Benson Tanks will allow greater operational ranges 
or provide refueling support to other air frames (HH-53s and etc.). 



4. Results: Presently there are two modified sets of Benson Tanks and 
fittings/etc. for a third. The use of the modified Benson System^ proved 
very effective in earlier evaluations. 



5 . Reconnnendati ons : 



a. Seven (7) modified Benson Tank Systems be provided immediately 
to I SOW (six (6) operational, one for each assigned aircraft and one 
(1) spare). 

b. Five (5) modified Benson Tank systems be provided at a latter 
date to PACAF (one system for each aircraft plus a spare). 



6. Additional remarks: Presently aircraft 559 is in PDM at Det 4, LAS 
for IFR modification and proto-type fitting of external refueling pods. 
If this system proves feasible additional air frames will be modified. Talon 
assets wfth this capability will be able to In-Flight refuel the HH-53/CH-53 
Helo presently assigned, during deployments and infiltration missions. As 
such the Wing will require the Benson Tanks to support this concept. 





HONEY BADGER OT&E ACTIVITY REPORT 
Concept, equipment, and or technique to be tested 



0)4. Results: During the Honey Badger OT&E, White Elko lights {visible 
spectrum) were used to mark DZs and L2s. Although effective, the use 
of visible light source would compromise the DZ/LZ location if observed 
by unfriendlies. 



Recommendations : 




with the characteristics described above be immediately 
procured. ir?aid Emitters do not exist that accelerated development/ 
procurement commence. 



6. Additional remarks: As an interim ^'ix./^HHB^^ sufficient 
Intensity/ra nge be sough t which can be operated by the DZ/LZ crew. Also, 
the proposed m^BIMmust be portabl e^and small^enough to allow a 
single paratroopeW^arry sufficient 




HONEY BADGER OT&E ACTIVITY REPORT 



1. Concept, equipment, and/or technique to be tested: A small computer for 
use in mission planning for Combat Talon low-level missions. This comp uter 
would ^ave to be small enough and light enough for depl oyment t o FOLs. 

I or each one' tenth" to one twentieth of a square 
nautical'^ile for" the ent^e' area of operations. The resultant product would 
allow for undetected penetration of a hostile area. The computer would be 
used by the mission planner utilizing an electronic designator and a large 
1000 line per inch resolution tablet. Additionally, the computer could provide 
flight plans,, fuel plans and strip charts as an incidental function. The 
following equipment would be required to provide such a system. Estimated 
costs are as shovn: 



Unit 

l^icro-Computer (Example: Apple III) 

2/Disk drives (Floppy Disks) 

l/Cathode Ray Tube (CRT) Display 

l/High Speed Dot Matrix Printer 

lAO" X 60" Input tablet (1000 lines/inch) 

2/Hard Mass Disk Storage Units (Examplei Corvus) 

Software* 



E^flmated Cost 

$5,000 
1,500 

800 
2.500 

Unknown 
5,000 r 
-^^.'000' " 



Total Cost $19,800 

* Requires dose coordination with users to assure system pezfozns as desired. 

Equipment above would have to be capable of being moved by aircraft. Estimated 
total system weight 500 - 750 lbs. The EWTAP compiiter system (Walter 7. Sterling 
Corp) presently imder stxidy for Air Force users is not acceptable as it will not 
perfom sufficient terrain masking calculations, cannot ccmpute data far AGL 
flying operationa (as performed by Combat Talon) and is not sufficiently 
transportable for special operations/FOL locations. The suggested technique 
for using this system is as follows: 

Step 1 - A standard aeronautical chart of the area of ooperations is 
taped on the 40" x 60" input tablet. 

Step 2 - The computer is given (via keyboard and electronic designator) the 
coordinates (latitude/longitude) of the two cozners of the chart. 

Step 3 - The computer asks for the required flc^py disks of teiarain data 
for the indicated area. This data then goes into hard mass storage disks. 

Step 4 - Computer asks for the proper electronic order of battle 
flcppy disk. . 



-J 
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step 5 - The operator inputs the Terrain Following (TF) altitude for 
the proposed operation, airspeed, type aircraft and other pertinent 
fllghf. data. 

Step 6 - The computer calculates ."t.^^e _types^of areas for the entire 
^area of operations, based on all the eiitters iii the EOB. These areas are: 



c) Areas where the aircraft cazmot 
calculation will take approximately one hour 




(This 



Step 7 - Using the designator, the operator inputs the way points of the 
fll^t profile into the computer. 

Step 8 - Computer provides flashing dot on GET to tell mission planner 
where his position figures out and prints a flight plan in the proper 
f Qcnat* 

Step 9 - Computer will figure out and print a fuel plan for the Mission. 

Step 10 - Flight profile strip charts can be produced if desired. 

Using either kOO data points per square mile (desired) or 100 data points per 
square mile, the following estimated numbers of Diskettes (software) would be 
required to support fli^t planning operations in the following countries! 



400 Data Points 

45,560 
25,120 
18,320 
10,200 

7,923 
520 



Country 
Asia 

N. Amezrica 
S. America 
Europe 
Australia 
Spain 



100 Data Points 

11,390 

6,280 

4,580 
25,500 

1,981 
130 



The above numbers -were calculated using 150K/diskette, Defense Mapping 
Agency could be queried for terrain data for the area of operations in 
question. Formtala for calculation of the numbers of diskettes (computer software) 
required for each operation isi Sqtiare miles x 400 (data points) divided by 
150,000, In summary, software production would require the greatest amount of 
developmental effort in this suggested computer system. 



^. Desired Gpali To improve the reliability of Combat Talon mission planning 
and significantly shorten the time required to plan a mission from the present 
48 to 72 hours required to manually plan the mission to approximately 1 to 2 hours 
At present, Combat Talon missions require a lengthy threat analysis to deteznine 
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enemy order of battle and then developmen t of a mission profile, that 

"f".flHHHiPHHBVHHHi^^Ml ^^^"^ vdii the 

mission a reasonablecnaiic^oisuccess . Ir^nort, Cosibat Talon is not a auick 
response force and this computer would enhance response time. 

3. Applicable conditions: e.g., lighting, density, altitude, termperatur e , 
etc.: Ground operations for pre-.-ission planning. No excessive cooling 
requirements, as suggested unit is self-cooling. Room temperatures to 100°r 
do not adversely affect these sy3ter.s. Power requirements will be 120 volts, 
60 KZ current (standard house cTirrent). 

U. Results: NA . 

5. Hecommendationss That one full system be bought and the required 
s^trar^b^developed in close coordination with the using units 

^^^K^t^^ assiure system performance. If system tested prove? 
acecuaxe, suggest 3 - ^ additional systems be piirchased for all Combat Talon 
units . 

6. Additional remarks: This suggested test has crossfeed potential to any 
unit (e.g. F-111 units) that must deploy and then penetrate at low altitude 
to accomplish it's mission. Use of this system would improve operations 
security (OPSEC) and compartmentalize details of a particular operation 
as fewer agencies would have to be queried for information pertainihg to a 

lETticular area. Point of contact regarding this proposed system is 



Z-]3 



HOJfEY BADGER OT<i:E ACTIVITY REPORT 



^' C%j^^oncept, equipment, and/or technique to be tested: Requirer.ent 
modify and ret est Dynafix ECCM System for Combat Talon AN/aPQ-122 radar. 
System was designed and only partially tested in 1977/1978. 



to 



Combat Talon's 




world countries. 




fflodified equipBent (fli^t test) agsilnst 



3, (S^^l^ppllcable Conditions! e.g., lighting, densi ty, altitude, Temperatur e 
etc.. System, once modified, could be tested at Eglin ^^^I^I^H^lHI 
m^hbm^^bhhhIII^mh^M^i^o initially prove equipment. Further testing 
wouI^D^re^^xe^iCTI^^SaSISou^xerrain (such as Nellis ranges) to prove^ 
ability t( 




encotiraging 

minor engineering changes 
engineering? change, known 



The contractor has since then, designed an 




ginal 



Recommendations I Airstaff direct AFLC/lUZ/tCD to retest modified 
supply appropriate funding. Estimated cost from contr actor is 
3O-6OK to modify system. New contract is reqiiired. Return of all HBH 
Line Replaceable Units (LRUs) from storage location *at LAS, Ontario^I^o 
^■j^or modification. Estimated time to modify - 7 days. Drawings for group 
wiring/connectors are located at LAS Ontario. Group A wiring/connectors are 
located on one Talaa aircraft (origi nal tes t aircraft in 1978), tail number 

Removal of wiring/connectors 

from this aircraft and shipment to CONUS could save considea 
Direction to IBAFTAWC (and appropriate test plan) t o tesfl 
Coordination to test system against " 

and Nellis (mountainous terrain) is required^ Assistance from LAS Ontario in 
providing airborne videotape instrumentation of the testing is also required, 
Once testing comple te, and if successful, reccmnend retrofit of Talon fleet 
(14 aircraft) with 



terrain. 



3-14 



1978 (July) - Two sorties flown 

engineering changes required. TS^artiallysuccessfST 




some 




7 Mar 1980 - ISOW/DO letter to 9th AF/DO requesting further testing. 



18 Mar 1980 - 9th AF/DO letter to TAC/DOR restating our requirements for 
further testing. (No action to date). 

26 Jun 1930 - ISOW meeting (second meeting) with Bland Combat Talon representa- 
tives to discuss continuing requirements to test modified Dynafix system. 

Once tested, and if successful, estimated production cost for sixteen systems 
(14 Talon aircraft plus 2 spares) to include test equipment and technical data, 
but not Group A wiring, is 1.8 million dollars. IM is currently refigurin^ 
production costs. Once all testing complete, f^estimates they could have 
eignty percent of Talo n fleet ( 11 aircraft) retrofitted with Dynafix in nine months 
contact: mhh^^_^^_^^^^^m^m^|I^^I_^_I_^^^^^^^ 




,-*i^ rMr^ff < 



HC3NEY BADGER OT & E ACnvm REPORT 

CONFIDENTIAL 

1. Concept: To determine the effectiveness of the AC-I3OH Fire Controi 
System on unimproved surfaces and under desert type environment. 

/i/) 

2. jfef) Desired Goals: 

A. The ability to operate from unimproved areas. 

B. To provide better inteiface with sensor/navigation systems. 

C. Decrease target acquisition time. 

3- £2^ Applicable Conditions: 

The current fire control computer is a digital, tube type using i960 
technology. Tlie system must be treated gently to preclude the computer from 
dumping part or all or its program, or damaging some tubes. There is 
currently no way to reprogram the computer during flight. If the aystem 
dumps, it must land to be programmed. It is also impossible to determine 
if the computer has dumped a portion of the program until firing geometry 
is achieved and rounds expended** 

^. ifeT Results: 

On two specific live fire missions the computer could not solve the 
fire control problem. It is unknown at the present tf the computer dumped 
some of its program or the ' turbulance associated with unimproved short 
field or desert environment caused the problems. 

5« Jtw Recommendations t 

Replace the current fire control computer with a solid state, easily 
prograamable, newer generation computer with increased memory storage. New 
system must be programmable in flight. 



HONEY BADGER OT & E ACTIVITY REPORT 
CONFIDENTIAL ' • 

1. (C) Concept I To determine the cability of the AC-13O to operate in a 
clandestine environnent usliig a single secure speech system (KY-is). 

2. (C) Desixed Goal: To show that the AC-130 can operate effectively in 
a clandestine environment using a single secure speech system. 

3- (c) Applicable Conditions s Night, clandestine operations, 

^. (C) Results: The results from training flights on 10, 11, and 15 July 80 
proved to be unsatisfactory . With the single secure speech system fkY-28) 
present on the AC-I30, the crew, is forced to operate in either the UKF or the 
H'l frequency band, not both simultaneously. With the ground parties and 
other mission aircraft often operating on both secure UHF and m simultaneously, 
the AC-130 crew is forced to choose which frequency band to monitor. This 
is completely unacceptable if the AC-13O is to effectively perform its mission. 
Also, sensor operators in the booth of the AC-I30 do not have the capabUity to 
monitor secure m. This results in an increase in crew communications., and, 
hence, a delay in AC-I30 reactions to ground parties' requests. This problem 
Jeopardizes the very success of the mission. 

5. (C) Recommendations! The AC-I30 requires two (2) secure speech systems to 
allow the crew to monitor both the UHF and the FM frequency bands, siaultaneoudl 
Also, the interphone system in the booth of the AC-13O needs to be modified to 
allow the sensor operators to monitor secure FTl, 



HONEY BADGER OT&E ACTIVITY REPORT 



1. Concept, equipment, and or technique tested: 

Use of PAVE LOW In a Pathfinder role. Demonstrated capability to use 
PAVE LOW helicopters as the pathfinder in desert and mountainous terrain 
for both the HH-53 B/C Slicks and the UH-60 Black Hawk. 

2. Desired Goal: To allow additional aircraft to benefit from the PAVE 
LOW'S capability for terrain following and terrain 'avoidance (TF/TA) 
during night low level navigation missions. This concept required absolute 
formation discipline and use of night vision goggles (NVG) to maintain 
position; and comm-out procedures are desired. 

3- Applicable Conditions: Moon illumination was as low as zero and 
altitudes were flown up to 10,000 feet MSL. .Formation cells varied from 
two to four ships with combinations of Slick HH-53 and Black Hawk. 

4. Results: Successful. 

5. Recomnendations: T 

a. Improved exterior IR lights are needed for positioning and signals 
while in formation. The Black Hawks and any other helo should be fitted 
with "SLIME" and blade tip lights to assist in maintaining proper formation 
position. 

b. Must practice formation break-up and rejoin procedures that might 
be caused by inadvertant weather penetration or other unfavorable conditions 
More than two helos flying close formation In the weather is not recormiended 
regardless of available lighting due to the Instability of individual air- 
craft. 

6. Additional remarks: N/A 




HONEY BADGER OT&E ACTIVITY REPORT 



1. Concept, equipment, and or technique tested: 

Extended Range Low-Level Navigation. Demonstrated capability to fly PAVE 
LOW helicopters over extremely long distances at low- level while using 
terrain masking to avoid detection by enemy defenses. 



r^r2. Desired Goal: Establish radius of action in excess of 500 nautical 
f miles for the H-53s by using ground/aerial refuel ihg, 650 gallon external 
tip tanks, and/or three internal auxiliary fuel tanks. Evaluate aircrew 
fatigue factors when operating over such extended ranges continuously 



4. Results: Successful. 

5. Recommendations: Improved facilities are required to allevifite aircrev/ 
fatigue during such long range missions. This is especially true for the 
gunners/scanners who must stand near the door and windows In the cargo 
cabin for long periods of time. Incomplete tests were conducted by using 
padded stools and chairs plus regular bed mattresses. 

6. Additional remarks: These long range missions conclusively proved the 
PAVE LOW'S superior capability for precise navigation and terrain rpasking 
without severely taxing aircrews with the usual map reading and visual 
obstacle avoidance duties. 





HONEY BADGER OT&E ACTIVITY REPORT 

1. Concept, equipment, and or technique tested: 

Ground Refueling from CH- 4 7 and/or Blivets. Demonstrated capability to 
rapidly refuel HH-53s in remote areas while avoiding unv/anted attention. 

2. Desired Goal: Extend maximum range of HH-53s when aerial refueling 
is not available or feasible. 

3. Applicable Conditions: Conducted comm-out and blacked out at night 
while using NVGs for all crewmenibers , marshallers, and refueling crews. 

4. Results: Successful. Single point refueling was accomplished 
through the extended air refueling probe as an added safety factor. Two 
different adapters were needed due to configuration of the CH-47 hose. 

a. The "Marine Adapter" was used to convert an over-the-wing nozzle 
for single point use. 

b. The "Probe Adapter" allows single point refueling throu|fi the air 
refueling probe. 

5. Recommendations: Need expedited delivery of both the Marine and 
probe adapters to equip each assigned HH-53. 

6. Additional Remarks: Refueling speed is a function of personnel 
training and proficiency. 



HONEY BADGER OT&E ACTIVITY REPORT 



1. Concept, equipment, and or technique tested: 

Extensive Night Vision Goggle (NVG) Operations. Demonstrated caoability 
to accomplish all mission tasks from initial takeoff through final landing 
during the hours of darkness. 

Z. Desired Goal: Conduct night operations including taxi, takeoff, air 
refueling, ground refueling, low-level navigation dissimilar formation, 
and remote area approaches/ landings without the use of normal landing or 
search lights. 

3. Applicable Conditions: Moon illumination varied from 80 percent down 
to zero. 

4. Results: Partially successful . 

a. Currently using "LIDS" (close-out curtains) which prevent cockpit 
glare from distracting/blinding the pilot flying the helicopter^ Unfortunatel} 
the LID reduces the pilot's field of vision and can only be satisfactorily 
installed around the right s€at. 

b. Present searchlight filters consisting of IR paper between two pieces 
cf clear glass "burn out" frequently due to heat buildup. This allows white 
light to be detected by the naked eye; and any light so adapted cannot be 
used by the aircrew unless they are wearing NVGs. 

c. Presently available NVGs become very heavy and fatiguing when worn 
for extended periods on long range missions. 

5. Recommendations: 

a. Continue to evaluate and improve installation of Electro-luminescent 
(EL) cockpit lighting which eliminates glare and allows NVG operation with- 
out the LID. 

b. Install dual IR illuminators (one for each scanner) to provide 
adequate controllable light sources for hover/landing operations without 
negating the availability of normal landing and 'searchlights when not using 
the NVGs. 

c. Expedite development and delivery of third generation NVGs which 
are much lighter in weight and function satisfactorily with much lower 
illumination levels. 

d. Develop a suitable method to reduce weight of present NVGs to reduce 
neck strain and fatigue during extended range missions. Crews successfully 
experimented with elastic bands fastened to overhead fixtures in the cockpit. 



6. Additional Remarks: Completion of the above recommendations woul 
allow all crewmembers to function on NVGs simultaneously and greatly 
improve crew coordination. 



r 




HONEY BADGER OT&E ACTIVITY REPORT 

1. Concept, equipment, and or technique tested: 

"Dust out" landings at night using NVGs. Demonstrated capability to land 
a single helicopter or formations in extremely dusty landing zones (LZs). 
Techniques varied from roll-on landings at groundspeeds well above trans- 
lational lift to a vertical descent from 50-100 feet AGL while using the 
hover coupler. 

2. Desired Goal: Safe, expeditious night landings for infil/exfil. 

3. Applicable Conditions: Moon illumination was as low as zero. Various 
combinations of standard "Y" lighting system, radar beacons, IR illumina- 
tion, night vision goggles, and the FLIR were used to locate, identify, 
and approach the designated LZ. 

4. Results: Partially successful. 

a. Swiveling of the HH-53 nose wheels while rolling slowly across soft 
terrain caused problems. Nose tires blew out on several occasicfis when 
they were pinched away from the rims after the nose gear cocked 90 degrees 
during roll-out. The most serious incident involved aircraft damage when 
the nose strut collapsed and tore out the cockpit floor under the flight 
engineer's seat. 

b. Total brown out conditions were frequently created by the excessive 
HH-53 rotor downwash. This sometimes necessitated an instrument go-around 
by the HH-53, and often prevented Black Hawk landing due to complete loss 
of visual references. 

5. Recommendations: 

a. Develop a nose gear centering mechanism for the HH-53 to insure 
proper position prior to roll-out landing. The nose gear often becomes 
"cocked" if the aircraft moves slightly during liftoff and remains in that 
position without the aircrew's knowledge. This is generally not serious 
when landing on a hard surface, but becomes a definite hazard in the soft 
desert sand. 

b. Install a nose gear locking device similar to that on the H-3 
helicopters. Such a device would preclude turning of the nose wheels on 
soft terrain during rolling landings or slope landings. It would drastically 
reduce the potential for blown nose tires and/or collapsed nose struts. 

c. Must continue to practice and develop procedures for safely landing 
all aircraft in a formation during extremely dusty conditions. Possible 
solutions include greater distance between landing aircraft on large LZs 

or establishing spacing betv;een formation aircraft over a knovm point such 
as the IP to allow time for the dust to clear before each subsequent air- 
craft begins its approach. 



HONEY BADGER OT&E ACTIVITY REPORT 

1. Concept, equipment, and or technique tested: 

High Altitude Heavyweight Operations. Demonstrate capability to operate 
the HH-53 helicopters in excess of current technical order gross weight 
limitations. 

2. Desired Goal: Operate at gross weights up to 47,500 pounds to provide 
extended range and/or Increased payload capability: 

3. Applicable Conditions: Conducted at night under varying i 11 umi nation 
conditions and tested all flight regimes Including low-level navigation, 
air refueling, and remote area operations. 

4. Results: Successful. 

5. Reconvnendations: 

a. Modify all assigned Slick HH-53 B/C helicopters with - 7A engines 
at the earliest opportunity to improve performance and capabiliQ'. 

b. Install "Low Stress". main rotor blades on all assigned HH-53 
helicopters at the earliest possible opportunity. 

c. Establish a program to strengthen the tall boom and landing gear 
support structures on all assigned HH-53 helicopters. Marine and other 
RH-53 helicopter have already been modified. 

6. Additional Remarks: Testing conducted in this area was not extensive 
enough to determine if continuous heavyweight operations would cause any 
abnormally high component failure rates and/or fatigue/stress failure 
problems. Follow-on heavy-weight testing should be conducted under 
strictly controlled conditions and increased inspection requirements. 



HONEY BADGER QT&E ACTIVITY REPORT 

1. Concept, equipment, and or technique tested; 

Camouflage/Concealment Techniques. Demonstrate capability to prevent 
detection of H-53 helicopters while parked in a desert or mountainous 
environment. 

2. Desired Goal: Conceal H-53s from high speed reconnaissance aircraft. 

3. Applicable Conditions: Full daylight under optimal VMC. 

4. Results; Incomplete, Only one exercise was conducted using a Slick 
HH-53B. Unable to conduct further testing due to other mission commit- 
ments and a lack of sufficient camouflage equipment. 

5. Recommendations: Obtain additional camouflage equipment and complete 
the testing at earliest possible convenience. 

6. Additional Remarks; N/A 

r 
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1. Concept, equipment, and or technique tested: 

Landing Zone Radar Beaconing. Demonstrate capability to use PAVE LOW 
TF/TA radar to locate a remote landing zone identified/marked only with 
a beacon. 

2. Desired Goal: Elimination of visual markings and/or voice communications 
when using remote landing zories. 

3. Applicable Conditions: Moon illumination was as low as zero. 

4. Results: Partially successful. Because the beacons are a line-of- 
sight device, detection varied from very close range to in excess of 17 
miles on one occasion. 

5 . Recommendati ons : 

a. In hilly or mountainous terrain, the beacon should be placed on 
the highest point in the area as an offset with distance and az^uth to 
the LZ known by the aircrew. 

b. On flat desert terrain the beacon should be elevated above ground 
level by any available means such as simply taping it to a short stake. 
Only a few feet of elevation will significantly increase detection range 
because of the extremely low altitudes being flown by the helicopters 
during their approach into the area. 




FOHiMAT 
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HaiEY BADGE? OT a 3 ACTIVITY REFOHT 

1. (U) Concept, equipment, and or technique tested: Evaluate tactical 
ccrxunications support of Air Force cor.ponent. 

Desired Goal: Reliable, secure tactical communications from Air 
^g^^com^onent Headqiiarters to: 
jHim^BBher higher HHq, 
^; -Lateral ccaaponents. 
3) Subordinate headquarters. (FOLs). 
^) Airfield locations. 

-act leal airborne aircraft on secure HF/UHF/FI-!. 



3. (U) Applicable conditions: e.g., lighting, density, altitude, 
teir.perature, etc. Required under all environmental/meteorlogical conditions. 

^. iT) Results: 

A. communications to non-collocated higher and subordinate headquarters were 
provided by SATCOM which was excellent except during net saturation prior 
to H'^ty Badger and during Rusty. Badger/Grizzly Fur execution. There was 

no Intel traffic. 

5. Communications to colocated elements such as ^^as provided 

by TAG Switch with excessive line less and was no^^^^S^^^isatisfactory. 

C. Communications to airfield Job Control was provided by Parkhill secured 
class C telephone line which was excellent. Need for added secure lin^ to air- 
field tower was evident. 

D. ^Communication with aircraft on secure UHF/H-I/KF was generally unsatisfactory. 

1) Fi'! secure - excellent. 

2) UKF secure - did not have. 

3) --IF secure - inadequate? only 20 watts with limited frequencies. (Only three 
contacts on Rusty Badger, all within 20NM). 



5. HiCOMMENDATIONSi 

A, Provide i^^^ each component :;ith two SATCCM terminals. With separate 
gecgraphical location^ net usage indicated it would not sustain the addition 
01 urrSX traffic. 

E. Provide Air Force component with minimum of two secure land lines 
(Parkhill or Broad band UHF channels) to airfield for communication with Job 
Control and tower. 

C. Ground to air secure HF/UHF/FT'I coimuni cat ions. This is an essential 
requirement to handle aircraft flow, emergencies, and ensure aircraft have 
functional equipment. Additionally it provid#x primary or backup command 
and control capability for deployment and enroute flight operations. 
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HONEY BADGER QTAE ACTIVITY REPORT 



1. Concept, equipment, and/or technique to be tested: AN/AVS-6 Night Vision 
Goggles (NVGs). Limited number of pre-production prototypes currently available 
at ITT, Electro- optical Products Division, Roanoke, VA. Current HONEY BADGER 
concepts/missions require operations under blackout conditions to include 
assault landings by Combat Talon ziircraft. Presently used AN/PVS-5A NVGs have 
operational limitations which are addressed in para 3 below, 

2. Desired Goal: Replace currently used Litton AN/PVS-SA NVGs with nexier, 
li^t weight AK/AVS-6s which provide a significant enhancement of aircrew night 
vision capability. Current estimates are that the AN/avS-6s provide a 1000% 
improvement in light amplification capability over NVGs presently used. These 
newer model NVGs would provide a capability for HONEY BADGER f ctrces to ODerate 
under conditions of total darkness" and nearly all-weather conditions (excluding 

fog). .iJ ...... ..-..-^^v^ 

3* Applicable conditions: e.g., lighting, density, altitude, temperature, etc.: 
Cur rently u sed AN/PVS-5A NVGs are heavy (28 o2),MMM^^^^^^B^M ^^^^i 

WTOSmaixy reiocusenor near ; cockpit) orrarXoutsS^ref erences} vision. 
Newer AN/AVS-6 NVGs are lightweight (14 oz) and therefore can be comi*rtably 
worn for longer periods of time, require no moonlight or starlight tooperate 
effectively, and have an improved' -capability to automatically focus for near and 
distant vision. 



4 . Results I NA . 

5. Reccanmendatioxisi Krovide available sets of AN/aVS-6 Night Vision Goggles to the 
1st Special Operations ¥lng at Hurlburt Field, JX for testing under operational 
flight conditions. Sufficient sets should be made available to allow aircrews 

on MC-I3OE, AC-I3OH, HH-53f and UH-IN aircraft to test these devices in each 

aircraft's own unique fli^t environment^ A minimum number of 20 sets would 

be desired for testing. 1 SOW POCs are 



6. Additional remarks: Special Operations Forces, in conjunction with HCITEY 
BADGER operations are presently making significant progress in the development 
of tactics and techniques under Uackotif conditions. Current limitations Include 
the requirement for certain minimum levels of illumination to operate using 
currently possessed night viewing systems. Acquisition of these "third generation" 
AN/avS-6 Night Vision Goggles would insure continued progress in these operatior^s 
under conditions of total darkness , provide an Increased safety margin for 
aircrews, and allow for development of additional blackout tactics and technioues. 
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1. Concept, equipment, and or technique tested: Parapoint Automatic Ae -^ial 
Delivery System - currently available ax Faraflite Syste.iis, 5801 Magnolia Ave. 
Pennsauken, NJ O8IO9. Tel (6O9) 663-1275/1276. Sj'stem consists 01 the KT-1 
Tactical Gliding Parachute, the Airborne Guidance Unit, and the trarsnitte-^/ 
controller, * 

2. Desired Goal: Capability tc autoiaatically deliver cargo dropped from an 
aircraft to within 200 feet of a ground point narked by a radio beacon. Current 
parapoint payload capability is a suspended weight of ,550 lbs., however, system 
has growth potential to 2,000 lbs. A team, using the MT-1 Tactical Gliding 
Parachute System, could be covertly inserted into an objective area, from 
considerable standoff ranges, and have their supplies/equipment "fly" with 

them to the objective area (•autcmatically honing to the transmitter/ 
controller unit). 

3. Applicable conditionsi e.g., lighting, density, altitude, temperature, etc, 
Sj'stem can be deployed from 2,000 feet AGL to 30,000 feet MSL and at indicated 
airspeeds up to 200 KIAS: . System designer clains this unit could track up to 
4C m along the ground i^en airdropped from 25,000' MSL, under the proper wind 
conditions. System has distinct night/all-weather possibilities. Siiccessiul 
hcnJ.ng of the parachute has been demonstrated at slant ranges of up^ to 15 miles , 

Results I Demonstration at Hurlburt Fid, FX (l SOW) on 10 June I98O using C-7A 
airdropping 550 lb supply bundle from 10,000' MSL, 4 nautical miles north qf 
airfield resulted in 5O' CEP with Airborne Guidance Unit automatically homing to 
the ground based transmitter/controller. Transmitter unit is light weight 
(5 lbs) and compact (3 x 3 x 13 inches) and could be carried by a parachutist, 
allowing supply bundle to home to an airborne jumper and "fly" with hinr to a 
desired point of impact on the ground. 

{J/5* Hecommendations: Immediate acquisition of several Parapoint Systems for 
^testing under field cond itions. AcQ uisit icn of t he MT-1 Tactical Gliding 
/'^Parachute System for the HkHHHH^HlHHMHHIi^HMBlri' • 

f energency parachute of '^h^!P^^^S!S^!zS^^^!^S^^S^S?^^fAi means 
that if during an sardrop insertion, a team member had to jettison his main 
canopy (due to a malfunction) tear: integrity would be still maintained due to the 
identical reserve canopy system. 

6. Additional remarks! Estimated cost per system - $14,000. (MT-1 Tactical 
Gliding Parachute - $2,000/each; transmitter unit - $12,000/each). System has 
beer, developed, tested and is currently available at Paraflite Systems. See 
para 1 for points of contact. Airborne Guidance Unit is the airborne steering 
unit for the cargo carrying parachute. The AGU mechanically manipulates the 
parachute steering lines so the parachute homes on a source of RF energy on the 
ground. AGU is housed in a metal case (I6 x 11 x 8 inches) and weights approximate 
y\ lbs., meaning that cargo loads of up to 5lh lbs could be airdropped (max. 
suspended wt is 550 lbs). RF energy- from transmitter/controller unit is 360.4 MHZ. 
An operator on the ground, using the transmitter/controller has the option to dis- 
continue automatic homing and manually steer the cargo carrying parachute to a 
location other than the transmitter site. The operator can also "flare" the parach 
just prior to touch down permitting "softer" landings. Infrared strobe lighting 
attached to an airborne package -.rcjld allow a ground operator using Night Vision 
Goggles (NVGs) to manually steer -he airdrop load to any location desired. 



HONEY BADGER OT&E ACTIVITY REPORT 

1. Concept, equipment, and or technique tested: 

Weather data from HF intercept teletype, facsimile, and satellite imagery 
should be available at the AFSOB. 

2. Desired Goal: Improved forecasting capability using existing meteoro- 
logical HF intercept data, observations from employed observing teams, and 
satellite imagery, 

3. Applicable Conditions: N/A 

4. Results: N/A 

5. Recommendations: Air Weather Service procure or develop compact, 
lightweight, highly reliable HF intercept and satellite imagery readout 
equipment for use by the AFSOB forecasters. 

.6. Additional Remarks: The equipment would give the AFS03 forecasters 
an immediate data source at deployed locations and could be useT throughout 
the tactical control system. 



HONEY BADGER QT&E ACTIVITY REPORTS 

1. Concept, equipment, and or technique to be tested: 

The -unT required four night vision goggles to ensure clandestine move- 
ment and improve their capability to take night weather observations. 

2. Desired Goal: Requests be approved and supply action be fulfilled 
ASAP. 

3. Applicable Conditions: N/A 

4. Results: Awaiting approval. 

5. Recommendations: N/A 

6. Additional Remarks: N/A 



r 
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1. Concept, equipment, and or technique tested: 

The 50WT requires a burst transmission device, compatible with their four 
PRC-47 and PRC-104 radios, to ensure clandestine radio communications. 
The "Digital Message Device Group" has been developed for the U.S. Army 
Special Forces by RACAL Coiranuni cations to fulfill this requirement. 

2. Desired Goal: Requests be approved and supply 'action be fulfilled 
ASAP. 

3. Applicable Condi t1 cos: N/A 

4. Results: Awaiting approval. 

5. Recommendations: N/A 



6. Additional Remarks: N/A 



HONEY BADGER QT&E ACTIVITY REPORT 

1. Concept, equipment, and or technique tested: 

Front line ambulance - 4 wheel drive jeep with litter support on 
back and canvas cover. 



Desired Goal: Highly maneuverable, small, 1 rghtweight, all-terrain 
patient transport vehicle able to be trans portg^or^^inoaircraft. To 
be used to enhance the capabilities of the ^^HI^M^Air Trans- 
portable Clinic and provide extraction and recove^oraTr assault missions, 
parachute jumps, infield support of air deployed strike forces required 
for real-life support of blacked out night aircraft operations from remote 
unimproved airfields. 



3. Applicable conditions: e.g., lighting, density, altitude, temperature, 
etc. f 



Useable in all types of climate and terrain. 



4. Results: 



5. Reconmendations: 1 vehicle in 8th SOS (1 SOW) Air Transportable Clinic 



6. Additional remarks: POC 



HONEY BADGER QT&E ACTIVITY REPORT 



K Concept, equipment, and or technique tested: 

Build-a-board with lower torso section and extension headboard & patient 
restraints by Dyna Med (combination spine board and scoop stretcher) 



2. Desired Goal: To extract and move patients from aircraft accidents; to 
transport patients in field problems, paradrops; to be able to be stored on 
aircraft with minimal 5pace used. Less awkward to carry when broken down 
than a conventional litter. Can also be used as a backboard for spinal 
injuries. 



3. Applicable conditions: e.g., lighting, density, altitude, temperature, 
etc. 

r 

N/A 



4. Results: Helps imnobilize victims with suspected spinal Injury and 
permits extrication of accident victims in a seated position. Can be 
broken down to carry to victim by hand in a convenient package; normal 
litter is 7 ft long, backboard Is 18x72 Inches and awkward to carry 
particularly aboard a conjeSted aircraft. 



^ 5. Recommendations: 

2 in air transportable clinic, and ultimately one aboard each of 
certain 1 SOW aircraft. 



6. Additional remarks: POC 




3-38 



INDEX TO ATTACHMENT 4 
HONEY BADGER - 1 SOW DETACHMENT COMMANDER COMMENTS 



PAGE 



i 



a. HELICOPTER OPERATIONS 4-1 thru 4-3 

b. iMMbHC-130E OPERATIONS 4-4 thru 4-7 



C.^^PIP AC-130H OPERATIONS 4-8 

d. HC-130 OPERATIONS 4-9 thru 4-12 



HONEY BADGER 



1 SOW DETACHMENT COMMANDER HELICOPTER FORCE SUMMARY 



15 Jun - 5 Jul 80 



Deployment : Unit deployed 15 June 80 by C-141 and C-5. We were not ready 
for deployment due to the frenzied pace we had maintained for the pre- 
ceding month. Aircraft teardown began 13 June and was completed the 
evening of 14 June. Loading of first HH-53 on C-5 began at 1245Z 15 June. 
Two helicopters arrived at Biggs AAF 001 OZ 16 June; second two at 0325Z 

16 June. The first aircraft to be offloaded experienced nose gear strut 
failure at a critical point (over the nost ramp of the C-5). Two 
maintenance personnel experienced minor Injuries and were taken to the 
Ft Bliss hospital. They were released for duty the same evening. Off- 
load operations were delayed approximately three hours. All helicopters 
were offloaded by 0945Z 16 June. Three aircraft were built up by 1245Z 

17 June; the fourth (nose gear strut failed) by 2130Z 17 June. First 
two aircraft flown to Oro Grande 1930Z and 2205Z on 17 June. We planned 
to turn for training sorties, but a near accident (dust-out) ^n the dirt 
parking pad required us to terminate flying. Pad was enlarged and 
training began 18 June. Second two aircraft were delayed due to numerous 
unrelated maintenance problems and did not arrive at Oro Grande until 
0230Z 20 June. 

Beddown : Significant problems encountered in beddown at Oro Grande were 
the unsafe helicopter landing area, POL problems, lack of fire/crash 
support and totally inadequate connuni cat ions. We did hot have operable 
secure voice until 19 June. Autovon access was unreal i able and severely 
limited during the period 17-19 June 80. Coordination with the civilian 
contractor led to enlargement of the helicopter pad to double its original 
dimensions. Around the clock support of watering trucks was required to 
keep the dust to air acceptable level throughout the Oro Grande helicopter 
operation. Periodic grading and compaction were required throughout this 
period. 

Training/Employment : First training missions were flown 18 June 80. 
InitiaT training was devoted to area familiarization and Pave Low upgrade 
rides. Major training difficulties concerned lack of planning time for 
aircrews- Majority of planning was necessarily done by mission planners 
rather than aircrew due to crew rest constraints. First extended nav 
legs flown by three ship formation 20-21 June to Laguna AAF. Spare crews 
were left at Laguna to RON; deadhead crew flew aircraft back to Oro Grande. 
These crews then flew out three ships to Laguna 21-22 June; rested crev/s 
flew back. Unable to accomplish hot ground refueling due to lack of prior 
coordination by JTD. Two Pave Low, two slicks deployed from Hurlburt to 
Oro Grande 22 June. Five ships out and back flown 24-25 June using three 




Pave Low and two Slicks. Slicks flew NVG formation on Pave Low with no 
problems (included air and ground hot refueling). All crews at Oro Grande 
accomplished the out and back to Laguna at least once. Other training 
conducted included dust-out landings, comm out/minimum lighting air refuel- 
ing, rapid hot ground refueling using probe adaptors, and NVG formation. 
On 1 July, aircraft 651 experienced a suspected hard landing. Two flight 
engineers suffered minor injuries. Cause of incident was nose wheel 
cocking 90** as it rolled across an approximately six inch high pile of 
dirt. Damage was limited to three blown tires. Missions were flown 
through 2 July, with 3 July devoted to maintenance stand-down. Aircraft 
deployed to Michael AAF on 4 July. Personnel and equipment moved over- 
the-road to Biggs AAF on 4-6 July for airlift to Michael. 

Ik 

Summary : Operations at Oro Grande were a highly necessary part of Honey 
Badger training. Valuable lessons were learned in deployment /employment. 
Dust-out landings, NVG operations, and ground refueling operations high- 
lighted known shortfalls in our previous training. The isolation imposed 
by Oro Grande operations was excellent for building the desired team of 
operations, maintenance and support personnel. Many of the difficulties 
experienced were directly attributable to lack of prior coordination 
(POL, crash/rescue, fueling at Laguna). Lack of an adequate Jbver story 
caused a great number of problems, both in the management of personnel 
and In necessary coordination with other agencies. Pave Low training 
benefited from the excellent training area; however, the equipment 
suffered from prolonged exposure to the dusty parking environment. 
Equally effective training could have been accomplished from a hard surface. 

5 Jul - 19 Jul 

Deployment : The deployment from Oro Grande to Michael AAF began 4 July 
with the launch of six Pave Lows and one Slick. A near accident occurred 
when the last Pave Low drooped the rotor on take-off through the dust. 
Quick reaction by the crew averted almost certain loss of an aircraft. 
The movement from Biggs AAF was marked by an uncertain airlift schedule 
and lackadaisical performance by the assigned ALCE. Two Pave Low and two 
slick helicopters deployed from Hurlburt to Michael 5 July. 

Employment : With the exception of the camouflage/ concealment task, 
employment was keyed directly to the training strawman as amended. 
Integration of Pave Low, slick, Blackhawk and Chinook helicopters was 
a major task and one that was compounded by rapidly decreasing available 
moonlight. Dust-out landings in particular created problems for Black- 
hawk crews following Pave Low leads to a landing. "Blivet" refueling 
accomplished 9 July,- Indicated need for thorough planning and extensive 
practice by ground refueling team. Beaconing was practiced extensively 
with mixed results. Planned central management of CCT tasking did not 
work that well and last minute tasking continued to plague their opera- 
tions. The employment of Pave Low/Blackhawks at Oro Grande 13-15 June 
for Ranger orientation was beset by inadequate coordination, planning 
time available to aircrews, and changing requirements. Our request for 
an additional day between the Oro Grande deployment and the start of 
Trainex Phoenix was denied. Trainex Phoenix, 16-17 July was a highly 



complex, poorly coordinated effort which demanded far more preparation 
time than it was given. Late and confusing CEOI, late schedule of events 
(not received by 1 SOW until after the exercise), late LZ/airfield photo- 
graphy (after mission brief started) and little guidance contributed to 
confusion. Human error contributed to the confusion (Pave Low lead's 
Blackhawk element departed the established/briefed holding area prior to 
arrival of lead). Forty-eight hours prior to take-off should be establishe 
as a minimum for planning, preparing and briefing a mission of this com- 
plexity. 

Beddown : Communications were extremely limited, transporation was inade- 
quate, and operations were adversely affected by distance from operations 
to flight line and to^quarters (only malntenance/CCT stayed at Michael). 
Lack of flight planning, briefing and life support space at Michael was 
alleviated by moving these functions to Dugway. Separation caused delays 
in passing mission changes and other information to planners (no secure 
voice). Co-location with HC-130 did work well, although crowding was a 
problem. 

Sunroary : Honey Badger deployment provided a great deal of excellent 
training for Pave Low and Slick aircrews as well as maintenanJe and support 
personnel. A total of 809 hours were flown In 33 days in highly demanding 
environments. Some quality of training was sacrificed due to the schedule 
and many of the events practiced require more work and coordination. Major 
lesson learned is that more time is needed for planning by all concerned. 
JTD did not provide adequate, timely guidance for units to prepare for 
execution of Trainex Phoenix. All elements involved in the exercise 
suffered from late incomplete planning guidance. Night, high density 
altitudes, NVG, dissimilar formation and ground hot refueling operations 
all pose significant, often hazardous, problems for helicopter aircrews. 
These missions must be thoroughly planned and carefully executed if we are 
to successfully expand our capabilities. 




HONEY BADGER 

1 SOW DETACHMENT COMflANOER MC-130E COMBAT TALON SUMMARY 



6 July - 21 July 80 




B. PROBLEMS ENCOUNTERED. 



(1) Scenario Complexity. The Divad mission — performed three 
times in one night — was too much for one evening. Not enough time was 
allowed between the airdrop and the first aircraft landing; tfis resulted 
in go arounds, confusion, slips in schedules, and excessive fuel consumed. 
Aircraft had to be refueled before the third company's exercise which 
pushed the exercise termination into daylight hours. 

(2) Lack of a CEOI. No CEOI was provided. This resulted in 
poor coiTTnuni cations command and control, and several OPSEC violations 
due to lack of code words and the necessity to address delays, gp 
arounds, etc., in clear text. 

(3) Ranger Company- to-Company differences. Each Ranger Company 
desired minor differences in loading and unloading procedures. For ease 
of aircrew training, all procedures for loading and unloading should be 
standardized. 

(4) CCT knowledge of Exercise Scenario. CCT involvement in 
this exercise was not as thorough as it should have been. CCT was not 
prepared to deal with deviations from the exercise scenario. This was 
corrected in later exercises. 

(5) Divad Coordinates/Runway Orientation. Divad Airstrip did 
not appear on any maps or charts available to aircrews. Therefore, 
exact coordinates and runway magnetic course absolutely essential 
for precision blind drops and blackout landings — were not available. 
Some of the early drops and landings were affected by this nonavailability 
of data.- 

C. RECOMMENDATIONS. 



(1) A 3-company exercise of the complexity of the Davad opera- 
tion should not be planned for one night's operation. 



(2) Ranger loading/unloading procedures should be standardized 
from company to company. 



(3) No airfield or drop zone should be selected for an exercise 
unless exact coordinates and other airdrome data are available to air- 
crews . 



A. GENERAL . The Tonapah-Fallon exercis e involved simul taneou^^-^^M 
H^^^^BB. The Fallon included iBiBHHlHHIli^^ 

f||^^|HH^nd CCT followed by an air-land force of 4 MC-130E aircraft 
an^n^nTT. The Tonapah raid involved two MC-130E aircraft landing 
blacked out followed by a C-141 landing with normal runway lighting. 

B. ' ' Problems encountered. 

(1) C-141 errors. The C-141 scheduled to land at Fallon did not 
land because helicopter delays resulted in the C-141 s return 1ft base for 
fuel reasons. The C-141 that dijland at Tonopah landed on the opposite 
runway from that which was briefed and was not monitoring the assigned 
frequency. It was evident that neither C-141 crew had been properly 
briefed on their mission. 

(2) No CEOI. The original CEOI provided was only a Voice Call 
Sign listing which consisted of Alpha numeric characters rather (han 
word call signs. An effort was made to piece together a CEOI by several 
agencies sending out piece-meal communications instructions. This proved 
totally inadequate. 

(3) Insufficient Planning Time. Mission Planning data were not 
available in sufficient detail early enough to do adequate planning for 
this mission. Aircrews were forced to accomplish the planning during 
the time normally allotted to crew rest. All mission planning factors 
should be firmed up 72 hours in advance so that aircrews can adequately 
plan during the period 72 to 24 hours prior to takeoff. 

(4) Helicopter early arrival at Fallon. The helicopters arrived 
at 0858Z rather than 091 5Z as expected at Fallon. The C-141 was supposed 
to have landed at 0900Z but returned to departure base due to fuel require- 
ments, at 0858Z the MC-130E cadre were performing their landing phase 
after a go-around caused by excessive time needed to clear the runway. 

The early arrival of helicopters without establishing radio contact with 
CCT caused a near miss with one of the MC-130s on final approach. The 
MC-130 estimates he missed the helicopter by 50 feet. Poor radio and 
flight discipline by the helicopters were the primary reason for the near 
miss. 




(4) A CEOI should be prepared for every exercise performed. 



TONAPAH - Fallon Exercise. 



C. RECOMMENDATIONS. 



(1) A proper CEOI should be prepared for all exercises. 

(2) C-141 aircrews should be under the operational control of 
the 1 SOW mission commander and should deploy to a base close enough to 
the 1 SOW deployment base to allow face-to-face briefings. 

(3) Adequate planning data should be provided to aircrews 72 
hours In advance of takeoff. 

(4) Helicopter representatives should be available for face- 
to- face premlssion briefings. 

3. Reese AFB Raid (Grizzly Fur). 



cedure was developed wnereby any or ail aircraft couia oe made to delay 
at an orbit point for a specified number of minutes. The procedure was 
to be initiated by CCT calling "Calamity Jane X at Y" with "XT being the 
number of minutes delay and "Y" being the time along the route at which 
each aircraft was to delay. CCT did use "calamity Jane" to delay the 
6 C-141S 10 minutes; the procedure worked without incident. 

B. PROBLEMS ENCOUNTERED . 

(1) Availability of charts/maps. Blind drops and hlackgut land- 
ings require extremely accurate coordinates which can come only from 
proper maps/charts. Army Mapping Service (AMS) Charts (1:50,000) are the 
best, but were unavailable for the Reese AFB area*^; The next best are 
Joint Operations Graphic (JOG) (1:250,000) but only two copies of the JOG 
which covers Reese AFB were available. Erroneous coordinates of a tower 
used as a radar update resulted in most of the MC/EC aircraft coming in 
from the right and resulted in a go around for a MC. The EC go around 
was primarily due to the inadequacies of the APN-59 radar for blackout 
landings and precision Airborne Radar Approaches (ARA). 

(2) CEOI Improvement. The CEOI was better but still can be 
improved. The following changes should be Incorporated in future CEOIs. 

(a) The brevity code section should contain every code word 
associated with the exercise. Including those in the Ops Plan. 

(b) Aircraft Call Sign suffixes should be single numbers 
(e.g., ^, 2, 3...X rather than 11, 12, 13. ..X). 




(c) The chronology of exercise events should be included in 



the CEOI. 





(d) Interplane nets should have VHF frequencies assigned. 

(3) Airfield Lighting. The residual lighting at Reese AFB — 
primarily perimeter obstruction bright red lights — were on during the 
blackout landings. Aircrews had considerable difficulty in picking out 
the dim portable runway landing area lights because of the blooming 
effect of the perimeter Tights in their NVGs. 

C. RECOMMENDATIONS : 

(1) A permanent liaison should be established between Defense 
Mapping Agency (DMA) and the JTD to deal with the map/chart issue. JTD 
should use availability of proper maps/charts as a criterion in selec- 
tion of an airfield for an exercise. An airfield covered by AMS charts 
Is preferred for exercises. 

(2) The CEOI for future exercises should incorporate the changes 
listed above. 

(3) Site survey teams should view prospective exercise airfields 
at night and arrange for excessive lighting {especially on apyoach end 
of runway) to be extinguished. 

(4) The "Calamity Jane X" go around procedure should be permanently 
included in exercise planning. 




HONEY BADGER 

1 SOW DETACHMENT COMMANDER AC-130H GUNSHIP SUMMARY 



6 July - 21 July 80 




3. The next two exercises were progressively better as the AlfOs and 
AC-730 crews began to understand one another. Access to all stages of 
mission planning of the ground tactical plan would be very useful to the 
crews. To give max i mum support to the ground commander it is vitally 
necessary to understand the priorities and objectives of the ground 
forces. Frequent practice with the ALOs will increase our ability to pro 
vide timely support. 



EXECUTIVE SUMMARY 



1. On this exercise, six HC-130 tankers were tasked to refuel nine HH-53 
receivers inbound to their operational area and six during their exit. All 
planned (plus some unplanned) air refueling requirements on this mission were 
fully met. Mission details follow. 

2. Forces ; 

a. Tankers (six HC-130s ) . 

(1) Three HC-130s (two primary, one spare) were tasked for the southern 
track. Practically all receivers on the first air refueling required larger 
than planned fuel on-loads. Consequently, two tankers were recycled to Michales 
in order to have sufficient fuel for the egress refuelings. 

(2) Two HC-130S (one primary, one spare) were tasked for the northern 

track. 

(3) One HC-130 was tasked to support command and control requirements for 
the component commanders (ABCCC). In addition, it was available to perform 
Airborne Mission Commander duties in the event of a real world Searcivand Rescue, 
or if required, provide spare refueling capability. 

b. Receivers (nine HH-53s) . 

(1) Scheduled on-loads 15; Actual on-loads 14. 

(2) Fuel on-load: Scheduled 69,000 lbs; Actual 79,800 lbs. 

c. Comments i 

(1) All tankers were launched on tine. 

(2) Shortly after take off, the AJBCCC aircraft air aborted because of 
hydrualic problems. The aircraft returned to Michaels and after a broken 
actuator was replaced it relaunched (total two hours ten minutes ground tine) 
and completed its assigned mission. 

(3) The recycling tankers took on an additional 48,000 pounds of fuel 
(55 minutes ground tine). 

(4) The six aircraft accumulated 48.5 hours flying tine. 
3, Problems and Recommendations : 

a. Planning Data. 
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(2) Recommendation ; Continue to pursue Che modifications of HC-130s 
as described in earlier correspondence which Include: 



(a) 


Dual read out INS* 




(b) 


Upgrade BASiAR. 




(c) 


RHAW. 




(d) 


ALE 40. 




(e) 


Additional night vision goggles. 




(f) 


Interior lighting modifications. 


f 


(8) 


Black-out curtains. 




(h) 


Improved radar altimeter. 





f • Secure Communication. 

• 

(1) Problem ; Secure communication with the tanker force parent command 
was available only on an extremely limited basis and then only through several 
intermediaries. This precluded appropriate and proper coordination especially 
with respect to supplies and maintenance and increased the potential of OPSEC 
problems. 

i 

(2) Recommendation : All operating agencies be afforded direct secure 
access to their command channels. 

g. Aircraft Lighting and Beacon Procedures . 

(1) Problem: All helicopters and tankers did not use the established 
standard lighting procedures or IFF codes. This led to confusion and misidentifi- 
cation by the tankers. 

(2) Reco™"endation ; Helicopter and tanker crews be thoroughly briefed 
on the importance of proper settings. In addition, this data should be added to 
appropriate checklists and briefings. Schedulers must assure adequate time for 
face-to-face meetings between the tanker and helicopter aircrews. 





A. Conclusion ; The HC-130 tanker force accomplished its mission during 
Operation Phoenix. It provided sufficient fuel when and where it was needed. 
However, if the problems encountered were extrapolated into a possible hostile 
environment the outcome could have been less successful. We have identified 
several significant problems, e.g., pla nnin g, aircraft equipment, procedures, 
which must be acted upon. We- are Roing to continue to work these problems, 
ensure their timely resolutions and do everything possible to achieve the level 
of readiness that will fully support missions such as Operation Phoenix. 




r 
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(1) Problem : Essential mission data was not available in sufficient 
time to accomplish proper coordination and the necessary detailed planning. As 
a result, mission options were not finned up early enough to permit proper 
planning, especially for the egress. Compression of this critical phase led 

to confusion during the aircrew mission briefing and adversely effected 
crew confidence in other phases of the operation. 

(2) Recommendat ion : Establish flow schedules that allow sufficient 

time for all phases of planning. The more complex the operation, the more time 

is required for aircrew preparation. The implementation phase requires 

significantly more time than the conceptual phase, especially when there are a 

lot of players involved. The ultimate result of a mission is normally a 

function of the planning phase and is directly proportional to its thoroughness. 

•ft 

b. Intelligence Data (subset of a.. Planning Data), 

(1) Problem; No intelligence data was provided on real or simulated 
threats. There was no criteria for deter mining routes or altitudes. 

(2) Recommendation ; Realistic summaries, charts, and diagrams of radar 
coverage, SAM locations, and MIG coverage should be made available for planners 
and flight crews. We should practice for real world threats. ^ 

c. Encode/Decode Documents (subset of a.. Planning Data) « 

(1) Problem : Documents needed to encode/decode call signs and identifiers 
were not available to crewmembers early enough to be used on this mission. Three 
separate pieces of data were required to determine a call sign: unit assigned 
aircraft number, aircraft number encoder, the total encoder. No instructions or 
hands-on training were given to any Air Force crews in the use of these documents. 

(2) Reco^endat ion ; Encode/Decode documents not be used because they are 
too cumbersome and time-consuming especially if secure voice radio equipment is 
available. However, If they must be used, they should be greatly simplified and 
appropriate training accomplished before the mission starts. 

d. Frequency allocation (subset of a.. Planning Data). 

(1) Problem ; Identical primary, secondary and tertiary frequencies were 
allocated for air refueling and south sector air-to-air communications. After 
radio silence was broken, extreme congestion was encountered which seriously 
degraded the capability of tankers to coordinate with their receivers on the eeress 
sorties. 

(2) Recommendation ; Dedicated frequencies should be assigned to specific 
air refueling tracks. No more than one tanker and receiver frequency should 

be active at €he same time. 

e. HC-130 Equipment^ . 
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From: Commandant of the Marine Corps 

To: Joint Test Director, J-3, Joint^taff 

Subj: Honey Badger Support Requirements (U.) 

Ref: (a) Joint Test^ Director memo to CMC dtd 16 June 1980 
(b) Joint Test Director memo to CMC dtd 7 July 1980 

V 

!• (U) Reference (a) and (b) requested various items of support 
from the Marine Corps for the Honey Badger test plan. All the 
support requested by reference (a) has been provided except for 
those items thAt are no longer required. 

2- Reference (b) requested the temporary loan of 27 WSC-3 

terminals. This request canT not be fulfilled since the Marine 
Corps presently has no WSC-3 terminals. The 30 AN/WSC-3 radios 
currently earmarked for the Marine Corps are in various stages 
of installation in connection with fabrication of AN/TSC-96 
terminals, due for delivery to the Marine Corps during the latter 
half of Cy 1980. 




A. G. SCHHTSITE 
Lieutanant Gsr-eral, U. £. Harine C--^- 



Classi 
Declassif 
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Declassifi 



^y: 




1. Phase 1 for all three conpanies involved in the exercise began with deployment. 
A/159 CH-47 

C/158 UH-60 7U-6 
D/158 UH-60 792.2 

2. Phase II began on 5 July and ended 16 JiUy. 
A/159 CH-47 173.6 

.,.C/l58 UH-60 547.6 
\'P/158 UH-60 426.7 

3- Redeployment Phase 18-20 July 80. 
A/159 CB-A7 105.1 
C/158 UH-60 156:4 

D/158 UIt-60 173.9 f 

4. Total per Company during exercise. 

A/159 CH-47 725.1 a^KT.fef 

c/158 UH-60 I418.6* 

D/158 UH-60 1392.8* a^,93 

5* Total Honey Badger hours flown: ^ j526?5 ^ 

* 426.7 hours flown fi'om 3rd quarter allocation, remainder from 4th quarter. 
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STATUS REPORT 



INITIAL ■ STARTED 

Tech Inspection 30 

RE MWO //vr nuA 'T/iin. 30 
KY-75 Mount 

HF-Receiver 16 

Bifilar Bolts (Mod-OAA) 25 

£ng Borescope 5 



■ COMPLETE 
30 
30 

12 to be Comp by COB 
25 Jul 
12 

25 
5 



IN PROGRESS 

29 
4 

4 Previously applied 
1 no parts (997) 



INITIAL DEFICIMCIES (Gia^EHAL AREAS) 

Avionics 96 

Electrical 66 

Engine lU 

General 165 

l^/draulics 2 

Powertrain . 50 

Prop and Rotor 28 

Sheet Metal. 56 

Total 499 



TASK 0BGAI3ZATI0N, AIRCRAFT and NUMBER of PERSONNEL: 

0 



UNIT 


OFF 


WO 


EML 


HHC 158 


12 


6 


72 


c 158 


10 


29 


72 


D 158 


9 


32 


65 


ATC 


0 


0 


4 


Pathfinders 


1 


0 


11 


A 159 




2& 


86 


TOTAL 


38 


85 


310 



15 UH^ 
15 UH-6O 

0 

0 

_8 CB-47 
30 UH-60 
8 CH-47 



* 

CUHRSMT A/C status as of lOCX) hrs 25 JULY 80 

4 A/C With All Red Xc . Worked Off 

5 A/C Work Stoppa^ro for Parts 

mc PROjECTiajs 

All Red Xs worked off NLT 29 July except those that are NMCS- 
Estimated FMC for fleet 1 Aug 80 (optijnistic) 

PARTS STATUS (As of 1000 hrs 25 July 80) 
number of Parts Hoquested 159 
r:umber of Parts Filled 69 
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THE JOINT CHIEFS OF STAFF 
WASHINGTON. D.C. 20301 



29 July 1980 

THE JOINT STAFF 

MEMORANDUM FOR: Major General VaughtrA ' V 

Major General Secord 

Subject: Evaluation - HONEYBADGER • H*53 Participation 



This evaluation of the l^st SOW/H-53 participation 
in Operation HONEYBADCER deals primarily with problem areas 
encountered with Personnel, Organization and Material. 
Since it does deal with problem areas, I would like to 
mention some of the successes before proceeding. Had this 
been an actual mission it would have accnbplished its 
objective. The success is totally attrilsutable to the 
professionalism and skill of the individual aircrews and 
maintenance support people. Their response to unplanne^ and 
unbriefed events was the primary factor leading to the ' 
successful pickup a'hd return of the precious cargo. 

(b) The maintenance personnel compiled an impressive record 
in keeping the aircraft flying to meet the demanding schedule; 
and the crews planned, briefed, and flew complex missions on 
a daily basis. The H«>53 section completed the complex 
training and upgrade of several individuals'^ in the Pave Vom 
system, and started with the special mission requirements. 
All the requirements have not been met but the progress has 
been impressive. 

The personnel problems developed because of the rapidity 
with which the pave Low aircraft were transferred to the 
1st SOW. The quick decision and rapid transfer went against 
a system that had been established by MAC to equip, maintain 
and man the Pave Low aircraft. Individuals were brought in 
TDV from 14 different locations to participate in the new 
organization. These people are on an extended TOY and have 
a strong desire to return "Home." The aircraft are now 
"Home" at Hurlburt but the personnel are still TOY. 

Recommendation: Offer two choices to the individuals 
involved with the Pave Low program. (1) Transfer PCS to the 
1st SOWr or (2) Remain in extended TDY status until replace^ 
ments can> be processed and trained. This process should 
have been started several months ago but was not. This 
problem must be aggressively, pursued by the AFNPC and 1st 
SOW. 



766 



=^ /owe 

Classified By3 s3!^^ 
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In addition^ present crew manning is inadequate* The 
crew force must be expanded to at least 12 qualified crews 
to meet the extensive mission, training, and TDY requirements 
of the 1st SOW. 

(u^ A great deal of equipment and clothing was damaged 
while working in the austere conditions. The enlisted 
personnel are going to have to replace these items from 
their own funds. 

({)) Recommendation: Expend the funds to replace damaged 
clothing and equipment. The enlisted personnel have seen 
millions being spent on aircraft and nothing being spent on 
them. I feel this will cause long-term retention problems. 
There is a procedure where unit commanders can declare the 
items lost or destroyed in mission accomplishment so they 
can be replaced. 

(0) Personnel training deficiencies were compounded because 
this unit was not formed in the traditional manner - select 
a cadre, train the cadre, then build the unit around the 
cadre. The Pave Low aspects of the training, although 
disjointed, run in line with this concept, but were not 
allowed to meet fruition before the unit was deployed tf> the 
field. In addition to the special operations procedures and 
joint operations procedure, the crews had to perform Initial 
qualification and upgrade in the Pave Low system. 

In regard to Special Operations, the H-53 unit will 
be reinventing the wheel. H-53 special operations experience 
was diluted in 1974 when the 21st SOS was decommissioned in 
Thailand and personnel were sent to other units in other ' 
aircraft. That experience was further diluted when the H-53 
unit at Bergstrom was decommissioned and its personnel were 
reassigned to other units in other aircraft. 

fo) Another factor that is complicating and compounding 
the training problem is the multi-service nature of the 
Rapid Reaction Force being developed. The different techniques, 
procedures, and habits developed by the different services 
adds to the confusion and prolongs training. Radio procedures, 
formation tactics, terminal area procedures and operations 
are all different for the participating services. The 
unique tactics and procedures required by special operations 
need to be developed from the basics. 

Recommendation: Immediate formation of a special Test 
Group made up of components from 101st Air Assault, the 1st 
SOW, MAC and experienced Marine aviators whose task it will 
be to work and train together, then establish an interservice^ 
coordinated training program. This group would then return 
to their units and provide the initial cadre that will train 
the» respective units. This would accon^lish four things: 
the development of an immediate capability for the deployment 
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of helicopter forces; the establishment of an* upgrade and 
continuation training program to maintain readiness; consolida*^ 
ting the knowledge base for special operations; and establish** 
ing a coordination vehicle for further development of 
principles and tactics. 

(u) Organizational and management problems noted are the 
ones that in some way hampered or interfered with the 
orderly flow of information, the development of goals, or 
coordination. 

One of the major problems that was faced was the 
position of the f^t SOW in TAG. This is especially noteworthy 
when the helicopters are discussed. The 1st SOW, by their 
own admission, had minimum priority in TAG. Within the SOW 
itself the helicopter units had the minimum priority. 
Suddenly they are thrust to the forefront of attention, with 
new aircraft and different crews. The previously important 
resources - the G-'130s * were suddenly not as important as 
the helicopters. The adjustments were not made. 

Senior 1st SOW managers did not treat the Sbw as 
an entity but as two separate units, the one at Alpha and 
the one at Hike. The only problem with this was that H^e, 
it appeared to roe, was out of sight and out of mind. The 
wing continued to support .^.ts capital assets ^ the C-^130s« 
Wing planners and staff were sent to Alpha to support the 
C-'130 operations and no effort was made to assist or expand 
the sorely undermanned and inexperienced staff at Nike. 
This oversight was especially noteworthy considering the 
other problems the H«53 unit was already facing. 

This lack of attention manifested itself in several 
ways. The administrative and personnel problems have 
been largely ignored by ^W managers. They are not aggres-- 
sively pursuing the reassignment of personnel. Supply and 
maintenance requests were not immediately answered and 
requested items were not efficiently tracked through the 
system. Parts would sit in hangars at supply points until 
tracer requests were sent out. Nail deliveries, a tremendous 
morale factor, were not efficiently handled. A shipment of 
Gatorade, requested by the Flight Surgeon to cope with the 
effects of heat and dehydration, was stopped at Alpha and 
used there with little regard for the people at Nike. 
Individuals sent to supplement the support contingent 
handling RP duties were kept at Alpha and not deployed to 
Nike. As a result, Naintenance and Support personnel were 
required to fill the KP requirement. 

There* was a strong desire by 1st SOW helicopter managers 
to have someone tell them what to do. They lamented the 
absence of planners but took no steps to increase their 
planning staff, in essence,^ the helo staff sat around 




them what to do. In 
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many cases, I had to. hand carry their planners and support 
people to briefings and planning meetings, and force coordina-- 
tion activities between Army and Air Force components to 
insure everyone was using the same planning data. I feel 
that commanders in situations such as this must show initia- 
tive and aggressively pursue the conception, initiation, 
development and execution of a training program to meet 
stated objectives* 

^j^l^rganizational guidance was provided in the form 
oFlntermediate Training Objectives (ITOs) or task objectives. 
ITOs are too specific and do not bridge the gap between 
specific tasks and the concept of operations. If a Terminal 
Training Objective (TTO) was provided, the unit should have 
been able to develop their own ITO to fulfill the TTO. For 
example: if the TTO was to participate in formation flight 
with designated units lo navigate at night with jp[^ Hum i na- 
tion, low leve l through mountainous terrain at elevations 
from through hostile territory containing 

the followin^BreatSf radars, aircraft, population, to a 
confined area landing zone to insert personnel or extract 
seriously injured personnel, and then return to friendly 
territory, then the unit would have had better guidance to 
establish its intermediate training goals and would not yaave 
had to flounder around for guidance. The unit could have 
followed the training iteration of establishing a task 
performance level, instructing to that level, evaluating 
performance, then completing or continuing training, or 
reorienting the ITOs to better accomplish the TTOs. 

( J) Recommendation; Provide proper TTO's to the Special 
Test Group so that a joint effort can be initiated to 
identify ITO and the ITO can be practiced to proficiency. 
Then the cadre can return to their units with universal TIO 
and specific ITO to train toward the same goal. The major 
benefit would be realized when the individual units were 
brought together for joint exercises. They would all be 
working from the same knowledge base toward the same goals, 
and the procedural problems encountered during Trainex 
Phoenix can be avoided. 

Tu) Recommendation: There should be one headquarters 
iri charge of all joint activities. This staff should coordinate 
and direct the subordinate staffs and provide guidance from 
the JCS level. This commander and his staff should be 
placed above the assigned units so that participating units 
don't have to force lateral relationships.. Th is position 
should be established where t^^HBM^P ^"^flHHHPV^® 
now. These pseudo-liaison joos snouxa oe identirieo as a 
command position and function as such. The HQ staff, 
especially the plans section, should make use of subordinate 
unit expertise and personnel. 




Recommendatibnr Special operations forces of the 
1st SOW should be. managed by the Military Airlift Command. 
There are several organizational, and personnel reasons for 
this. 

1) MAC is the primary manager for the assets used by 
the SOW. Supply f maintenance and training organiza- 
tions are already in place to handle the organizational 
and management aspects of the move with one command 
controlling the airframe resources, the special 
operations force could more easily expand and 
contract to meet mission requirements. MAC, as the 
single manager of SOW forces and like aircraft, could 
better absorb the ever changing airframe requirements. 

2) The helicopter and C^13^ operations have a higher 
priority in MAib and would receive more management 
attention on a continuing basis rather than as a 
surge requirement. Even after the enthusiasm for 
this mission decreases, MAC is better organized to 
maintain, equip, and train the Special Operations 
forces. 

3) The SOW is one of the few units out of MAC that^ 
has helicopters. Career-oriented helo pilots are 
reluctant to leave MAC because of this. There are 
no opportunities in TAG for helicopter pilots to 
rise to levels of command higher than Squadron 
Commander. MAC on the other hand has extensive 
opportunities for helicopter pilots to progress to 
higher ranks and positions. 

4) The perceived management problems that would be 
encountered by putting the SOW in MAC could be 
handled by the issuance of proper guidance to the 
command. The supply, maintenance, personnel and 
management problems that would be eliminated by 
consolidating helo, C-130 and HC-130 and C-141 
operations under one manager are far greater. 

Material problems and shortcomings were prevalent 
during the training. Many are in the process of being 
resolved. There are several that need immediate and continued 
attention. That will have a direct impact on the capability 
of the aircraft to perform effectively in the special 
operations environment. 

The Pave Low nosewheel. The collapse of the nos.ewheei 
on the Pave Low aircraft showed a weakness in the system. 
The wheel is designed to be self-centering. The mechanism 
allows the wheel to caster in a turn then returns it to 
center. On hard soil or a runway this system works very 
well. In sand, the wheel will bury itself in the sand and 
create unrealistic side loads which will caster the wheel to 
the 90 degree position. If the aircraft has any forward 
momentum, the gear might collapse. 



; i Recommendation; Immediate action involves a procedural 
change. The crews should be briefed to not make rolling 
landings or taxi in soft sand if at all possible. Realize 
that this is difficult because of the dust problem caused by 
the rotor blades. The long term solution would be a redesigned 
nosewheel steering system or a limiter that could be used to 
limit travel of the nose wheel to 10 or 20 degrees or less 
when operating on unprepared surfaces. This system would 
prohibit the wheel from castering out of position and 
collapsing because of the side loads. 

(u) The H-53 cockpits are not configured or certified for 
us^ with night vision goggles (NVG) . Present procedures 
require the pilot flying the aricraft to isolate himself 
from the rest of the cockpit while the copilot and flight 
engineer monitor the instruments, FLAIR, and TA scope. 
During this procedureT the pilots visibility outside the 
aircraft is decreased to a 22 degree wedge covering the 
right front of the aircraft* This is a hazardous situation 
when the aircraft is in hostile or hazardous LZs where 
scanning and crew coordination are critical factors. 

(O) Recommendation: Modify cockpits of the H-53 Pave Low 
airbraft and HH-53 rescue aircraft for NVG certif icaticyi and 
fabricate and install hoods on the TA and Pave Low screens 
to keep the glare from these units from flooding the cockpit 
with light. 

(U) A major problem confronting planners and mnagers is the 
mobility of special operations helicopter resources. The 
units cannot fly far enough to self deploy and require 
several hours to dismantle, airlift, reconfigure and retutn 
to operations. Hours that could become a major Ops Sec 
problem. 

(u) Recommendation: Folding blades and tail sections for 
H-53 aircraft will greatly increase the mobility of Special 
Operations units, provide a worldwide deployment capability, 
and help solve some of the c^s sec problems faced with 
current deployment methods. 

(\)) The navigation system on the HC-130 aircraft needs to 
be^ upgraded immediately. The present radar and navigation 
systems do not provide the accuracy to refuel low level, at 
night, in mountainous terrain with any degree of safety. 

(U^ Recommendation: They need immediate procurement and 
installation of an advanced navigation system, or INS. As 
an option and immediate fix, a combat talon aircraft, acting 
as formation lead, could guide HC-ISOs to designated refueling 
points. 

fo) The medical configuration of the SLICK H-53 aircraft is 
in progress. 



(u) Recommendation: These aircraft should be manned with 
social operations trained rescue crews, especially 
Pararescue Specialist. The benefits of using the PJs are 
many. They are crew members, trained scanners, medically 
qualified in the treatment of combat/trauma injuries, and 
also trained gunners. In addition, these crews are trained 
in the recovery of downed crews and people and would be 
needed in the event the special ops forces are downed 
because of enemy action or equipment failure. 

My final recommendation deals with the location of 
the 55th ARRWg at Eglin. It is my understanding that this 
unit's helicopters are being moved to another location. I 
feel we are missing a perfect opportunity to develop a 
closely coordinated effort to integrate the H-53 operations 
and qualify the members of the 55th ARRWg in special opera- 
tions. The unique capabilities of the HH-53 and Pave Low 
aircraft make them both suitable for different aspects of 
special operations. Together they give us a capability far 
greater than each one can provide individually. 

(\)) The Pave Low has the pathfinder capability to penetrate, 
low level find an isolated area insert or extract personnel 
and return. The HH-53 has the capability of carrying f 
tremendous loads, long distances and functioning as a 
logistics base for mission aircraft and providing a rescue/ 
medical evacuation capability. 

fU) In addition, required HC-130s are assigned to the 
wing and are required for support of the long range missions 
envisioned for the special operations forces. The close ^ 
proximity of these units greatly enhances the training 
interaction of the two units. 

(u) As mentioned earlier, consolidating these two units 
into a special operations unit under MAC will serve to 
streamline management lines, organizational lines and 
control of the Special Operations assets. 




Attachments: 

( 1 ) Report from CCT South Refueling Point 

(2) Mission Review 

(3) Summary of H-53 Debrief 

(4) Analysis of Training Requirements 

(5) Special Test Group 
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CCT-SOUTH 

At approximately 0420L on 16 July 80, the first 2 UH-60s 
arrived at the main south refuel point. At that time, all 
markings were in place, operational and as briefed. All 
comm was operational and on correct frequencies. Sky 
conditions were clear and winds were 160 degrees at 5 kts. 
The first 2 aH-60*s approached the "Y" and were sent to the 
refuel points as briefed. While the first 2 nH-60's were 
being refueled, 5 or 6 OH-60*s landed to the NE of the 
CH-47's without any direction to do so. No contact was 
made with the 6TA on UHF. Attempts were made by the personnel 
at the "Y" to marshal the aH-60*s as briefed. While aJ^ 
the nH-60's were landing they were talking to eacdi other on 
FM according signalman at the "Y". At one 

time during refueling operations while there was a UH-60 at 
each refuel point one*tTH-60s, on his own and without guidance, 
taxied behind an aircraft being refueled and set down 
between the two CH-47s. Finally, the GTA and signalman 
at the "Y" marshalled all UH-60s to the refuel points. A 
total of 7 UH-60S were refueled. The only aircraft to 
attempt contact on OHF with the GTA was Bromo 80. He 
advised that 2 UH-60s were broken and that if we could 
account for 11 we could shutdown and RTB. 

1 UH-60 went over with a CH-53 

2 were broken 

7 were refueled 

1 landed at refuel point but didn't take any fuel 
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MISSION. REVIEW - (TRAINEX PHOENIX) 



PLANNING - There were several shortcomings in the planning 
phase including communications plan, and target data. The target 
data (PZ) did not arrive until one hour prior to helicopter 
brief times. The comm plan was finalized the night prior to 
launch but because of crew rest requirements, did not reach 
the crews until the 1600 briefing. Unilateral decisions to 
ignore the coram plan by the 1st SOW were not coordinated 
with the other units and created problems in the landing 
zones. 

More aggressive research and preparation by planners in 
the individual units could have alleviated some of thisy 
confusion. 

Problems of co^i^ination with participating units 
occurred between AC- 130 and HC-130S concerning on trade 
spacing and usage. Coordination between units was diff ictllt 
because of the varied locations and brake downs in communica- 
tion - i.e. C-141's - mission profiles and objectives. 
SOMMARY - JTD's responsibility was to task the 
organizations to carry out an Op Order and monitor and 
coordinate activities if units could not comply with the 
tasking. The units were responsible for jointly planning 
and coordinating activities for which they were tasked. 
There was very little planning and coordinating of activities 
and it led to some hazardous situations. 
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BRIEFINGS - Proper lead time for helicopter briefing was not 
established. Realizing much of the necessary information 
was going to be late in coming , no effort was made to 
organize a professional briefing. When the briefing was 
given, it was disorganized, and incongruous. The briefer 
sat on the stage held up charts that people in the back rows 
could not read- Reference times were given in local times 
instead of ZULU which was confusing to the crews who were 
working in Z time. Information that was available was not 
presented or explained (Alpha Numeric- call signs). Planners 
had no knowledge of specific landing zones although approximate 
locations were known- no one has a large scale map 1:25,000 
to examine the approximate area. No prior f ami liar iza^on 
had been done. Much of the study could have been accomplished 
beforehand and precise information acquired at the briefing. 
When the general brief ing was covered, the SLICK AND C-47^ 
crews began briefing themselves. The PL/Hawk crews had 
another briefing. It was impossible to continue the briefing 
until the commander cleared the disruptive crews from the 
auditorium* No comments were made by the commander to the 
entire force on the importance of the mission, any particular 
safety precautions to be taken, or emergency procedures. 
They were covered in response to inquiries by the crews. 
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SUMMARY - The briefing lacked organization^ ddd not specify 
a particular miss ion r was disjointed, and vague. It appeared 
as though no planning had occurred around the missing data. 
CELL BRIEFINGS - Cell briefings were conducted by the 
individual PL flight leads. They were professionally 
handled and made use of applicable checklists. Comm, LZ and 
safety considerations were covered in detail for each 
flight. An important factor - if the lead in Cell #1 aborts 
the lead in Cell #2 moves up to take his place. Then 3 — 2 
4 ~ 3 spare — 4. This situation (which occurred) could 
put a Cell lead in change of a formation he had not briefed 
creating a lot of confusion. If this arrangement is going 
to be common practice, one cell brief for all crews shcmld 
be made so everyone is starting from the same knowledge 
base. 

FLIGHT - Comments on the flight phase were taken from 
personal observation, crew comments, and debriefings. 

• More than one cell arriving late at ARCP and having 
to go to the last slot to refuel - 2 cells could be moving 
to the last slot simultanieously in blacked out conditions. 
A potential mid-air situation. We have lost B*»52's doing 
this. 

- Navigation - If Pave Low is lost I feel navigation would 
be extremely difficult. Charts I saw were missing basic 
navigation aids such as tic marks and additional checkpoints. 

Attachment 2 




c 



c 



Don't plan straight legs. It is difficult to control time 
on them, especially if you wingmen can't keep up. Plus it 
creats an Op Sec problem. 

- Pilot felt the tanker was too dark. 

- In LZ dust created an obscuration to hinder landing and 
to cloak the other landing or taxiing helo. 

^fi^^ Landing in LZ#1 was without incident » biit the Pave Lows 
departed the area before being called in for the pickup. 
As a result, they orbited for over 30 minutes — an unrealistic 
danger in enemy or hostile areas. 




The flight then (according to the CCT) arrivecT at 
the field 45 minutes early* There was confusion as to 
local/ZDLD times. Apparently the CCT had briefed local 
times — the crew was on ZULU. 

- A parking plan In the LZ needs to be established to 
maintain flight integrity* 

- On egress from the area, the PL came out in a close 
trail formation and returned to the Holding area for their 
wingmen. I don't know if warning tiste for start was needed 
or if the start time was established for the Hawks. The 
H-53s orbited the LZ and waited for their' wingmen. This is 
when talk on the radio started in earnest. For the next 
30-45 minutes, there was much orbiting, light flashing and 
chatter oh the radios* When this exrcise was over, the 
flight system had been destroyed. Our A/C found its three 
wingmen and several from other flights that had flown to a 
nearby field to be safe* 



- wingman consideration should be stressed. This is a 
joint operation - no weapon system involved can perform 
this mission alone. 

- Confusion was added in this area considring this 
portion of the mission from the HP to PZ was changed four 
times. 

- By this time in the flighty confusion was rainpant* 
Follow-on refuelings were not carried on as briefed. 
Wingmen overflew refueling points fearing the same problem 
encountered at the HP. Proper spacing was not maintained, 
ground, directions and markings were not followedr and radio 
discipline was broken down. 

— iBproper or no use of calls igns* ^ 

— Profanity. 

— Irrelevant chatter. 

— Confusion on active frequencies the cell was using. 
SUMMARY - The plan, briefings and execution had many short- 
comings, and omissions. I give total credit to the crews 
for acting in a professional manner in a less than optimum 
environment and successfully completing the most important 
segment of the mission - the pidcup of the PC. 

CONCIiUSION - The problem areas can be overcome by emphasis on 
the importance of proper planning for missions— all missions— 
and a coniprehensive training program. The most important 
factor is the successful demonstration of capability of 
PL/Hawk team to ingress an area during minimum light conditions, 
with no navigation aids, and nondescript terrain; and 
precisely navigate to areas of interest and carry out their 
mission. 
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SUMMARY OF H^S3 DEBRIEFING ITEMS: TRAIHEX PHOENIX 

The debrie£ing was conducted in the base theater with 
all the crews present. Most o£ the points listed were a 
concensus of the crews present. The crews will fill out and 
submit debriefing forms at a later date. The main areas 
discussed were organization, communications r enroute procedures i 
and miscellaneous. 
Organization 

JTD: JTD did not provide enough guidance. The staff 
felt they were forced into doing too much too fast. They 
were undermanned and had no planners working for them. The 
mission managers lacked familiarity with H«>53 operation^ 
and felt they needed 1^2 weeks to properly plan a mission of 
this type. 

Command and Control : It was recommended that a single 
manager be appointed for air operations. He would have 
a staff and act as the focal point for air tasking, planning, 
and coordinating air activities. The planning staff should 
be under his control and be made up of members of particpating 
units. This staff would provide a focal point for interservice 
coordination of the formation of standardization criteria 
for all phases of operations. Especially communications and 
formation tactics. It was mentioned that written procedures 
should also be established for aircraft that might be used 
in specialr operations i.e.,.AH'*l cobra or h'^ld. 
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Crew Complement : 3a rd crews are a good idea and should 
be expanded to the flights so that the crews in a flight or 
cell would always fly together. 

Training ; Too much, too fast and not enough guidance. 
No goals were established. There was no time to go through 
the training iteration identify requirements, establish 
procedures, perform event, debrief, evaluate, adjust, 
reevaluate, etc. 

(20 Security ; j^BlflHHBHPHHHPCHHBiMB^^ 

that crews can respond and not attract attention if a helo 
goes down during training. For instance 




Communications 



Alpha^numeric ; Mo one understood, liked or used 
the system. One aircraft flew the mission with three call 
signs Bromo, Jollyf and C4X44. The crew said it worked out 
OK because no one called him. 

Distribution ; Communication plan should be distributed 
at least 48 hours prior to the mission. 

Frequencies ; Each cell should be assigned a discrete 
frequency. This will help with cell coordination, joinup, 
and area work. 

OCT; Unit needs more work with CCT. Also suggested 
having a headset for ground personnel who need to communicate 
with the aircraft while it is on the ground. 



c 
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Lost Comm ; Last coram procedures are needed for each 
stage of the mission* Especially the LZs and pickup zones. 
Enroute 

Discipline ; People did not do what they were briefed 
to do. When a point of confusion was reached, radio discipline 
deteriorated, crews reverted to procedures they were used 
to, and ignored briefed procedures. 

Lead Changes ; Mass formation briefing is required if 
the Pave Low lead change procedures used during the exercise 
are continued. 

Formation ; More work needed in coordinating formation 
activities and more attention given to flight lead responsi-^ 
bilities and flight integrity. ^ 

Holding ; Enroute hol'd points (air or ground) should 
be established. If lead aborts, the flight can wait for a 
new lead. 

Interplane ; Light/visual signals should be established 
for Interplane communications. 
Landing Zone ; 

Markings ; Marking should be as large as possible*^25 
meter Y was most popular. 

Landing Lights ; More space is needed between landing 
lights. The dust obscures the forward aircraft as it lands. 
Then obscures it again as the follow^on aircraft create 
their own dust cloud. 
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Ground Management ; - Assign landing positions to each 
cell in the landing zone. This will help maintain flight 
integrity and lead control. This can be enhanced by having 
marshallers or CCT direct aircraft landing areas. Ma^ric/ • 
A i r c raf taryLt- h^J- i ght s or. identiflabie markings so flight and 
iCe 1 1 : po^IgL§^l&& aabe^^i detn 1 1 f i edUj 

Timing ; Space out landings to avoid congestion 
and dust problems. Land to the Y then taxi out to the park 
position. 

Communications : Lost comm procedures for movement 
to pickup zone and other landing zones. 

safety : DO NOT OVERFLY OTHER AIRCRAFT 1 M 

r 

Miscellaneous 

Mission Cards ; Design mission cards to consolidate 
pertinent mission information * navigation, comm, formation, 
and coordination actions plus any other information that 
should be readily available. 

Ear Protection ; Provide ear protection devices for 
passengers - it is uncomfortable to ride in an B^53 without 
ear protection. 

Gross Weight ; With all the extra equipment added 
to the airframe, no one knows exactly how much they weigh. 
Personal Observations 

Mose Wheel ; Design and install a non^-castering front 
wheel assembly for the nose gear; or a limit system that 
keeps the wheel from turning 90 degrees to direction of 
travel when operating in sand. 
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Uniform and Equipment ; Find a way to compensate the 
airmen for uniforms and equipment that were ruined on the 
deployment. If we can spend 15 million in one week on 
aircraft, we can spend a couple of thousand dollars to 
replace ruined uniforms and equipment. The benefits of 
taking of these people cannot be over^emphasized. 

Finance ; Encourage local accounting and finance 
offices to be extremely liberal in their interpretation of 
the JTR's* I do not see the benefit of losing dedicated 
technicians for the saving" of a few dollars, I can't help 
but feel we are being penny wise and pound foolish in this 
case. ^ 

Decorations ; I recommend submitting the airmen for 
commendation medals. 

f 
t 
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ANALYSIS 

The potential to conduct any tactical mission, no natter how diverse 
fron noimal operations, lies with the understanding of the mission objectives* 
insuring of proper assets to conduct the mission; and to insure basic training 
has been acconplished prior to conmencement of specific mission training. 

The initial USAF construction of operation Honey-Badger included the 
utilization of Pave Low CH-53 and additional Heavy Lift HH-53 Air Force 
assets. 

Phase r Training consisted of basic aircraft familiarization and 
pave low systan crew qualification. 

Itoder Phase II (Operatioii Training) a ccnbined exercise with US Axmy 
Assets was fonxulated to accanplish various training objectives with com- 
bined assets. This phase required a high degree of experience In night 
flying, experience utilizing sophisticated navigational assets; an indepth 
understanding of associated night flying problem; and a thorou^ knowledge 
of ni^ visicQ goggles use and pperaticn. 

In order to operate. effectively within the scope of the 
designed exercise all of the previously stated objectives fl^d 
to have been met. 

What appears yet to be fully developed at the present 
time is sumed up in the following areas: 

a) An overall lack of confidence concerning night time 
operations in a unfamiliar environment. 

b) Necessary fundamental training to include the following: 

1. Unaided Basic Night Work 

2. Night Vision Goggle Work 

3. Non-Augmented Night "OR" Navigation 

4. Night Formation Flight 

5. Night Unprepared Area Landings 

6. IH Lighting Techniques 

i) Navigation Assist. 

ii) Formation Assist. 

iii) Landing Assist. 



RECOmiENDED FLIGHT TRAINING PROGRAM: To complete the required 
capability development the following flight training program is 
recommended : 



1. Unaided Basic Night Work 

Moon Illumination >65% 

2 Hr class room instruction to include: 

aj^ ^Conduct of night operations ( without augment systems) 
Prepared Field Landings 
. < 20 KT Roll on 

.0 Airspeed, no hover LDGS to a precise spot 
..Low Level Flight Techniques @200 AGL 
.Minimal Cockpit Lighting. 
Unprepared Surface Landings 
.0 Airspeed no hover LDGS to a precise spot 
.Confined Area Landings 
Flight Instruction 

3 Hr/2 Sor ties to conduct the previous classroom 
Instruction under actual flight conditions, 

2. Night Vision Goggle Instruction 

Moon Illumination ^40% ^ 

5 Hr class room inst;ruction to Include 
. Operation of NVG 
. Cockpit Preparation for NVG 0se 
. CH-53 and NVG OPS 

-Night VG Touch and Go (Prepared Site) 

-Night VG OPS (Unprepared Site) 

^Night VG Approaches 

—NVG - Take off Techniques 

-NVG - Navigation Techniques 
. Cockpit Crew Coordination 
. Emergency Procedures OPS w/ NVG. 
, NVG/Vertigo Inducement 
^ , Altitudes for NVG OPS. 

. Review previous Basle Night OPS. 




Flight Instruction 

10 Hr/7 Sorties to conduct the previous classroom instruction 
under actual flight conditions to include 

-0 Airspeed/ No hover Landings 

-Unprepared Site LDGS. 

-NVG Approaches 

-NVG 0 Airspeed/No Hover Landings. 
-Cockpit Lighting Preparation 
-Cockpit Crew Coordination 

3. Non Augmented Night "PR" Navigation 
Moon Illumination >40% 

3Hr class room instruction to include 

a) Develop the capability to navigate a 300 NM 
NAV Route to arrive at pre-determined location at 
the pre-determinfed time. (+ 30 sec) 

b) Map preparation + tsrpes to use (1:50 vs 1:250) 

c) Profile of Flight (Altitude Selection) 

d) Selection of Checkpoints /Turn points. 

e) Route Structure/Selection 

f ) NVG Use During Navigation 

g) Crew coordination 

verbal assist ^ 

Flight Instruction . . 

20Hr/7Sorties to conduct ' previous classroom under actual 
flight conditions with designed goal to achieve objective 
(a) above. 

a) Sortie #1: Navigate a 100 NM 
NAV Route with minimum 3CPS 

Terminating" at remote sTte. • 
. CP Accuracy: + 1 NM + 1 MIN 

b) Sortie #2: Repeat #1 

c) Sortie #3 Navigate 200 NM NAV Route 
with NVG and IR Lighting 

CP Accuracy +. 5NM i 1 MIN 

d) Sortie #4 Repeat #3 

e,f,g) Sortie #5 #6 #7: Expand Capability 
to achieve stated objective. 
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4. Night Formation Proficiency 

Moon Illumination y20% 

2 Hr classroom instruction to include: 

A) Conduct of Night Formation Flight 

B) Size of optimum formation 

2 vs 4 sections of aircraft 
# of sections per division 

C) NVG Formation Flight 
I . Bearing from Lead 

. Distance " " 
Duration of Hop 

D) NVG Landings in Formation 

E) NVG T/0 " " 

F) Pave Low/NVG Interface 

Flight Instruction 

4 Hr/3-Sorties (additional sortie support" may be included 
in previous NAV Sorties . ) 

a) Include previous classroom trng. 

b) Sortie #1 Basic Night Formation Work 

c) Sortie #2 NVG Formation with section Landings 
and approaches ^ 

d) Sortie #3 Review Sortie #2 



/' 
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5. Night Unprepared Landing Zone Techniques 
Moon Illumination [ >50% 

2 Hr classroom instruction to include: 

a) Conduct Landings in Remote Sites 

b) Landings in Dusty Environment 

c) NVG Utilization 

d) Cockpit Coordination 

e) Aircraft Lighting- 



Flight Instruction 

3^ Hr/3^ Sorties to conduct the previous classroom instruction 
under actual flight conditions 

a) Sortie #1 Rongb/Remote Area Landings with NVG or 
LZ Lighting. 

b) Sortie #2 Dust conditioned landings with NVG to 
a lighted LZ. 

c) Sortie #3 Same as above without LZ Lighting (no 
Hover 0 airspeed landings). 

r 

6. Infa Red/NVG Compatable Lighting Techniques 

2 Hr classroom instruction to include 

a) Navigation assist with Infa Red (IR)Lighting 

b) Formation with Illumination assist 

c) Landing with IB Illumination assist. 



Flight Instruction 

To be included with prior training sorties. 



— cr^niX/MDirnDM 



CORRECTIVE TRAINING 

The recommended training should be completed prior to 
further integrated training exercises. The successful com- 
pletion of this endevour will greatly enhance the Air Force 
capability. Results should be immediately apparent in a 
higher confidence level of the involved aircrews; the 
capability of integrated, improved pilot capabilities to the 
sophisticated pave low system resulting in a more effective 
mission capability; allow for more flexible and unique mission 
exploration for uses of Pave Low; and an independent mission 
enhancement of the HH-53 Slick Aircrews in a night time 
environment . 



TRAINING REQUIREMENTS ; SUMMATION 

Class Room Instruction 16 H ours 

Flight Instruction 30 Hrs 21 Sorties 



The Basic Night Training with NVG incorporation into Pave Low/ 
HH 53 Slick training would involve approximately 3 wks dedicated 
training program. Seven* sorties could be combined with oth^ 
mission training sorties. 



SPECIAL TEST GROUP 

The intent of the group is to consolidate the present 
Special Operations knowledge and develop procedures that can 
be used by all participating units. Communications, Formation, 
Landing Zone, Holding area, and pickup zone procedures will be 
established. Also, emergency and contingency options will be 
discussed. 

The Group will be made up of flight examiners and IPS 
from participating units. Their objective would be to develop 
joint procedures and policies for the employment of forces 
in the Special Operations missions. 

The deployment schedule will be as follows: 

1. Identify Army, Air Force, and Marine crews to participate. 

2. Deploy aircraft UH--60, CH-47, H53 (Slick) and MX support. 

3. Begin intensive IP^FE conferences to esteiblish 
interservice procedures • 

4. Begin intensive IP training program with UH<-€0, CH-47, 
H-53 crews to establish a cadre of highly qualified personnel 
trained in joint operations and provide an immediate mission 
capability. 

5. After 7-10 day redeploy aircraft and crews .to home 
station. 

6. Cadre begins training home unit. 

The short intensive tradning of selected criews would 
decrease the extensive training requirements for the large 
units and make the training more efficient, and compress 
the time necessary to produce a capability. 

Attachment 5 
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1. THIS *«ESSACF IS A SUMMARY FTNOINC?; WHICH !>ESULT^D OU??!';'; 
EVALUATION OF THE FINAL EXERCISE CCNOUCTEO DURING PHASE II. 

2. »ILCT mSSICN ?RIFFTNGS 

A. NORTH RCUTE f 

(1) CPNCUCTFO BY I5fl AVN PN 

(2) ^OECUATF WITH S0M6 EXCFPTTONS 
P* SnUTH ROUTE 

fl) CONCUCTFO BY USAF 

(2) ONSATISFACTr^Y WITH THE EXCFPTI^N CF WFATHER AN*) CH-A7 
»APIO REFUEL CPMS* SITUATXCNt ••ISSfON AND EX€CUTinN WERE 'RESENTcn 
IN A CrN^USFOf UNCLEAR MANNER* NO LOSICAL FORMAT SUCH AS THE S 
PARA FIELD CRDER WAS USEf). NU^-ERCUS CHANCES WERE ••an? OURIMG the 
9RIEFIN»G: VISUAL AIDS WERE PCCP. 

nj EXTE^PnpANFCUS PRTEFINGS «Y PtC*S OF FLI'iHT L^A^S MAfjc 
^ISSICP ACCC"«PLISHPENT POSSIBLE. 

C. GENERAL OWHENTS CCNSOLtOATEO 5Y EVALUATQPS PRESENT AT 
irT« PILOT wfSSirN BPTEFIN6S: 

11) W»EROUS FPEOUENCTES «N0 CALLSTCNS UNKMCWN; SC»«E CHA*:CPD 
^U«^I^!G «^R!EF1N6* • 

C2) sew VISUAL Airs WF^r vnttoEOUATC. 

13) OCCUPATION OF LZ» S ^AS NCT PROPERLY qpiFCEl. 

(4) LINK UP CF UH-60 AND CH-53 AT LZl SOUTH WAS PPfOLY 
£>LAN'*'E^; CHANGED OUPING THE PRI«=F!NG. 

(5) FRIFNCLY/ENE'«Y SITUATI*?! WAS NOT ^RfFFEO. 

ACTir** HA.^Od?) (UfF) 
n*r'-. SAPAO) nALC(6) OAPlia) 0APEI3I 0AACt6) 
AGC-OAMT WATCHft) 
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(6) \'C CH-**; ftp? TERMlNirirM rf^r r p S'C'.'»?TY PLAN 'WAS 

L2 SECURITY PLAN WAS MCT ^RIEF?:^. 
M) L2 STATUS A^'O PULP^ FNGAGFVENT WE;jp NOT RPIEPCO. 

l^) AUTHENTICATION T\8tE^ 'n=R^ NCT =R i EF= C/U^vET. 
(10) THE FCLLCWIN'; P9GCEnU«>rS i<«R= M.TT AOOPcSSED: 
(A) EVASIVE MA^fEUVjEPS 

C^} T NSTRUCTirN'S PCR :>ASSE-<r.ER '^EECAPOrNC AT AIP.^IELOS 

ic) I^lSTRucTI^^•s in the eve*^! of loss pf lfao atrcraft 

(HJ INSTRUCTICMS FCR LCST CC^*4C 

(P) DOWNED CPEW PECnVERY PRPCErJJJRFS 

if) SICNAiS FCR FCP^ATfCN CMANGF 

jriNT CPERATIKG PROCEHURES. STANCAQOf ZATICN ANO 
IMPLEMENTATION APE ESSENTIAL TO MISSION ACCOHPLT SH««FNT* ^ 
OPE.^ISSION PLANNING WAS PHCR 'SJE TO THE FCLLCWING: ' 
A. MHVIGATOPS PPieFEP .S5»ARATELY ANO PRIOR TO oiLOT^: 
ML»MCpruS CHANCES rCCURRED 0»JRING PILOT PRIEFINCS. 

P. t:500»OCO SCALE MAPS APE INADEQUATE FOR SUFFICIENT ?E^A IL 

HAZARCS INFORMATION WAS NOT AVAILABLE* 
C. COMPLETEf OFTAILEO CREW PRIEFINi;s ^^^^ nqj CCNOUCTEf? DUE 
TC INSUFFICIENT TIMC. 

F. WMEROUS INAOEO'UATE AI^ NAVIGATION CHECKPOINTS WrR'E 
oprVT'^Pf", (PLANN-res SHCUL? UTILIZ»= AN NVG SIP OORINC SELECTIHN 

r vrcKPciNTS. ) 

MissiCN EXECUTION 

A. UH-60/CH-53 INGRESS TO rOLCIffC L7'S 

(M THIS PHASE WAS GENERALLY WELL FxECUTFO: ENRCUTE 
MAVlCiTirN/PILCT AGF GrC", 

C2) SOUTH L2 WAS INAOECUME: I INCH PCWl^PEP. OUST: S-^^LL; 
•J"-tO»S ^AHE GC APCUND, 

(TJ U?-'-60 CALL FP^VAPr: FLAN WAS UNCLFAQ. 

(4J UH-6C/CH-53 LINK UP f L A.N WAS f^^r.^lY ^LANNF»: \SZ 

rH-«53 !\'GPFSr> TC PI 

1 1 ) r.E^pRALLY r,rnn 

12) CMC ATPCRAFT «AC^ A GO AROuvo 
r. -CVFMFNT TP Al'^FtFLCS 

U) LACK A CC^PREHENST VE PL ANO «:t:»E^IrNCF PESULTFH IN 
"UCM rCNFUSIPN A\-C riSPPGAMZATTPN WHICW R^sULlFn tv RELIANCE 

-•N oA^in crMHUMCATinNS. 
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PCNTAGCN T!:L?CO*»»'UNf CATIONS CENTPP 

(2) NUMFPCUS AIRCRAFT IN TKr VICINITY HF AIRFIFLQS 'WF^F 
FLYtMG !M VAPIPUS OIPECTICNS WITH NO COMTPCL AGFNCY R^SULTINf: IN 
NU*«EPrUS rvFPFLIGHTS. NOT ALL PASSENGFRS FXIT^n HFL rrCPTIrRS AT 
ApoftCPPIATE POINTS CM AIRFIELCS CUE TO LACK GF PROPER PLANNPIC. 
*^T 
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niTSZ^'JW RUCLFUA6951 2072230 — PUS^CWC, 
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:Tr HQ CA WASH 9C //0AMO-RC9// 
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FI*!AL S^CTICN CF 02 

(3) HUCH PF FLYING 'nAS CHNtruCTEO lU HXC?=S: l^CO PT 

fA) CONPIJSITN AND C I SCP SAN' 1 7 AT IC.*' RP$ULT«:n IN ^ILCT*: USTNG 
PCSITJPN LIGHTS, UMFTLTBRFC LA.vaiNC LIGHTS ANQ EXrrsSiVP PACfr 
Ts^AFFIC. 

(5) AIOCPAFT PFTFN Lt?ST ';T'.';hT Gr FACh rr}4rp nuP I NG^cnc i*.\r I r\' 
FivlVG UNDER MVG»S RFSULTING ^^i ST^OSc LIGHTS P^jMf, T'^. 
^r-'AI*' CCNTUCT BFTWrFM A'RCPAFT. 

RFFUFLING AT CH-'i7 -pon • 1 

(1) FNPrUTF PTLniAGF AMD NAVlGAtrON WAS ryr.!:LLPMT. 

12) NORTH FLIGHT OVI:RFL?W THI: ftPP SIT? AMn C!»CIFD THP A^pa 
cfo tppopx 15 JUINUTFS TO LOCATE THE PROPER ARFA. 

1*^) PMF AT TH? SOUTH Ppo HAO TO ?P PrPOSfTirNFO AP««nr 

JOO *«e'£PS DUE TO PCCPLT 'SELECTFD TgRaAlN. 

(4) RRP SET UP WAS CO^PLETfD IN l« Mif^uTc*;. 

(5) »FFUELINC UH-AO WITH 900 L3S OF JP-^ TCCr. "PTWPcm f. ^^in 
n *<IN'rTFS. ONE AIRCRAFT TCOK 13 -INUTES OUE TC COFWCHIEF SEIMG 
iJf'CA^ILTAR KITH TH? CCR NDZ2LP. 

ift) NU*»?PCUS PILOTS P?Cr^?»?y;OET THAT U»--HSO LANf^INGS 
ACC^^PL ISHFO AT RIGHT ANGLES TO AND BEHIND CH-*7ts pqr SAFETY IM 
T^E FVPJT OF RFOUIPE*tENT$ pntR GO AROUNOS. 

(7) ONfi WPERt^lCEC fATlUHF CF THE NC5E 6FAR A^C 

iJTUirn WHITE LIGHT FOR 11 MIVUTcS TO T«?Y TO R«:^ri.vr ThF ppCPLFM, 

r??) ONF RPP PUJ^R FAILEC: CR?W MUST PFlfaSE P^rSSURF IN LINFS 
opirp TP CHANGING PU'-PS: TINE rELAY W«S NEGLTGABLF. 
5. '^ISSICN EFFFCTTVFVESS 

A. N'AVTGATinN FCUIP»«FNT CN^^nAPO ATP.C?AFT rrCMOIF*^ ov 
oo'-.rcvr:?'; WfR^FO WfLL: GENERALLY NAyi:;AT10N FRRORS WFoc ^c-;^ tma»| 
^Tl'-S. 

P. jrUfT CPfOATING oPOCEvJUPFS ARE NTrDED prp S 7 ANO ARr»I ^ \TinM 
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;.."»'^irNT LIGHT r.r.N*". ?T T'^N'n , •"lij^-^t t i t*:*:.:; 

i-rcrA*:- IN r^c^:;' of i^oo ft Ar.L- 

r. VC^'E PK/.CTlCc IN FP^'-'iTICN FLY TNG WHILE WHA'IN': W""'; ' *: 
'^'P'EL INC, 

c^^K crr?n TfiAT rrv an'^ r."^*' i7*.Tir'* rr^r*»L"" j ••-»!.' 

r« ALL CR~-t r^f^P^iRS SH^I.'L': C V T c^-s viT« NVC»*".: * I ». 

»• A SLACKO'-T rL»f»tA!N TfTV-^V T»»'" C'"':<!>TT ^NO MAVI^\T^ = 

';Pr'>, rwl UnsFNCPANT HAS ^ATP I A L TQ .^AK*" .^^^I Ttr^JAL C';P''AIV':/ 

J. rr?.MPLl:T= TACTICAL »I^*^TC"4 »3:rrivr,<; Tr; tNCL'J'^F G^'^M*:"' 
^rril?'|Ty PLANS ARF FSSF'JTT'iL. 

AOEQUATH >*U5T «H -'onviorn n- TW^ir*! nQic:pT%.r,£ .\^ir> 

^ir-Sf^'^'S Tn ALLOW '^OB TMQPnUCH rP«^w »*LA.\NI '.Nn CO'^o'^T'lATir,*!. 

I. OATHFIMCFPS SHOULD = != T'lr^^JTr-) i*:r« Bpp SITrf AT L^A'T 
*'P;UTHS PP IPP TC AP'^IVAL. 

NOT ALL i;h-60'S PSFUSL?" AT TH? Fqp. CPFWS S"CULD 
rpM!»Lc-c s^ii PECUTPHD TRAINING TASK'S 0»;P.!Ni". EVF^Y ?«I^STCW TP 
1KC-FA:«^ PPrPTCTFNCY AM3 CCMFtCENC»=. 

6. PTT^'^'CMOATICNS 

A. IJH-60 HyP-rMFCHANTCAL 'J^tT (WWJ) ANO APM ««':pL«'«S nHr:.^^ 
l Af^VOSEH AND P<SrLVEO C«IESULT^^ !N FKiGlNF FAILUOFS Wi? A?«! 
f:-ES/paILUPES# RrSPFCTIVFLY). 

LA^«CI*:r, Lir.MTS FITTn VITH LIGHT niFFMSF«lS ?F «CTI-I*^"s 
nv \'"'"!TI':\ OF A Lr^^lTFO SWfTCH TQ ORSrLMQF INA'JVFRTFNT CP*»i'»'I'"N 
\» n C.*-**AGc/^TTC? CUT, 

r. AnnxTICNAL VISSICM TQAlvilNG rVF^ SHCPTPP PPUTFS TP pcopcrr 
'1t<:S ICN ?tFf:U'»'ION« 

C. •^FVFLno'^PMT ANO I^PL ?:VFNT AT nc JPIVT OP'P.ATinNS. 

ALL UH-6? A>in C>^*7 ACFT FITr=C WTTH Cy«?TAINS pcT-^s-V 
NiV: "J^'^P*: AMP CDCKPITS. 

^» PRrvin*! 4p HOUR'S nn ^nn9 '*FTW«:«:N •^ISSim •inTtFICATIPN A*!** 

7. irvT ANO FVALiJATirv ^rc cptcpj 




^z: r1^^x V viT.:i.v; D V ;■.»-— Occurriru: iloar^t^ fron Pilots ^ebrlttfin/^s) 

HaUi^or Aft Action jtef^it 

i^-CccurrAr.,- Co::Jiep.%s froa Kilot. ^•■^.■■^•^ 

Filot or Co-Pilot csur.t ii.ivir^nLe while nnvir;jt,or is busy Inside 
Aircraft* P^cormend that two sftts ol' rsaj^a l>i carri*id on the flight with 
-r.e r.fin not .^n the controls observinir the mnc, 

H. Crew integrity nuat be rsaintained throughout the period of trainirjc.- 
C« Crew Coordination and teamwork is ^ prerequisite tor aisaion accomp- 
liah-Tent and safety on thfs type mission* 

A* Airspeed had to \^ disaapated to clijnb* ^ 
B* TOT was often in the high range. 

V* Rotor droop was experienced while climbini^ to elear high terrain* 

III. rsAniATior;! 

A. *r.'^*s .ire not usatle by navii^ator for nup reading* 
3* .\'avi«;ators experienced a heavy wrk load. 

Z. Nuinerous incidents were noted in which Ooppler vw inaccurate or 

failed in flicht. 

9. Soppier worked will after alignment. 

A* riannir^ tiae between brief inp. and takeoff wa^ not adequate. 
H. Navigators eust allowed to plan routes and airspeeds based only 
u;on a t arret tisse. Problems with airspeed and power were encountered vhile 

tr>in^; to i!ic»ct intemsediate checkpoint times. 

3-1-1 




A. N*«v-ir:?.tor»3 se;<tir..- 8rr:i.\/'\T*)r.t is oxtn ny.ly uncorafortable* 
All crtjw se^t.3 :*?car^ u!:cnT.lO!"t.able vith ^:roloiv;ed flic.ht, 
■ 1, :':3:iL:.A'::>" i; vtsn? t..M» cnr:-«steci ;1u*8 to number of Aircraft icjd 
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A. UH-^O's experienccJ profcl'-nis with powor .ir.d aircraft control when 
in f.-irrt^ticn wit*> H-53»s due to rctor wash. 

2. :5-53*s tended to terninatc approaches to n hii?h how in lending zones. 

w« K'-53»s flight leriiera did not follow route as planned or overfly 
checkpoints. 

D, CaTrrani cations v^bXema existed d^re to na-nerous fivquenciea for each 
operation, a misurideratanding of CSOI's and callsi/^ns, inoperative aecure gear, 
and overloaded radio nets caused by confusion durini: adssions* ^ 

2. Aerial UrJc-ups during nissiona create a mid-air collision haurd* 
a:: f.'rr.i.TT of fliffhts should be done on the j^round, 

F, ."o:Ti:ation lights and blade tip lights only should be used idth NV5*s* 
U Mr Fores tritfin.* wr.s ir.comilrte, fragmented, and confusing* 
Hrv-»fir.r in "detail is needed, to include continpencies. Some of the caterial 
trivied was not needed for the mission* 
I7> lAA^ AnS.;3 .;:.-D 3Rr»ag 

A* Leaking: fuel nozzles and low-pressure pumps were eomnon at RRP*s» 
3. iaager/Kblding Areas were difficult to identify. Specific sectors 
r.*.j-.:li be assirr.ed to each flirf-t to prevent overcrowdin*: and confusion, 

lichtins; for landings at HiiP's, P«Z«'s, and laager sites was generally 
7ocr» Poiic contact with the ground pprty was difficult to establish, and air 
ira:':'lc csntroi was often inadequate. 
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A« Sel-ui-s times for £n~«*..ri;re r.oLa ranijcd frcn ninuLes iuriiv dav- 
*irr.t 2 hours at nirht. J3.-c3:»Iia.:« tenr-iovn ti 9 r;*nr:ed frca 15-30 =u.:x--fic. 
2, Three to four ca:.:oi.fl;!.!c sy.-ir.pr.s nr*i niquirci to sovnr the aircraft* 

:v, :::3::saA:.-spU3i 

A* , Identification of enrcute checkpoints was diffictilt or impossible due 

i 

to low ia?.ir.:.tion, Illa-ninat "on was t.io low for r;vd»3 to be effective, 
i ; B. Nrjvlratcr brief i.nc:s wen.* son:jti!r«3 insufficient, with ainusal tisce 

f.*- allovsed for nilssion plar.ni..'^;* 

Cm UH-6C*9 experienced rotor drncp while hovering, durinr,, landing;, and 

upon take-off* Sallir^ take-offs vtd la:idir^9 are preferred when terrain 

permits. 

3* Filtered searchlic^hts on UH-60*9 Is not ade^quate for mi£ion re- 
tiul n^nenta* 
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]. tnoine Start: As briefed. 
Aircraft Taxi: As briefed. 

NOTE: UH-GO*s perform all operational hover checks prior to Joining HH-E"'* 
CM parallel. » 

3. C0.TB10 Check: 

UHF tcv;er frequency (unsecure) iinmedfately following flight lead's request 
to take active. Call signs as per current CEOI. 

4. Take Active: 

NOTE: KH-53*s taxi 1000* forward, downwind side of active i^crosswind 
component is on the opposite side of taxiway and perform hov5 checks. Line 
up on center line if direct headwind exists. {Formation: Trail, with all 
anti-collision lights on.}* 

5. Take-Off Procedures (normal): 

a. As lead aircraft completes hovor checks, anti-collision light is turned 
off. Chalks 2-5 turn of P^nti-collision lights In sequence when ready. 

b. When trail turns off anti-collision light, lead executes running takeoff 
irotating v/ell forward) UH-60*s rotate earlier. (Caution: Wake turbulence) 

c. Lead climbs out at 80 KIAS, 500 fPM climb angle until flight is formed 
with rotor blade separation of 3-5 disks. 

d. Lead and flight accelerate to 110 knots ground speed. 

e. Climb and formation changes are executed as required. 

NOTE: If any individual aircraft problems are encountered, aircraft 
will leave anti -collision light on andmove to opposite side of active 
dropping out of formation. 

6. Take-off Procedures (aborted): 

Aircraft with eminent problem and/or emergency takes unused runway side 
and rjintain clearance fron flight members in front of him and attempt to execute 
a ccntrnlled run-on landing on upvyind side of active runway. 

NOTE: If direct headwind exists, aircraft attempts to fall out left of 
formation, (hen into wlry^p.. 
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:oi <i:v.ir«;: in/flashlight/anti-co; 1 ir.-ion light signals fr&;.i flight lead: 

lujn r Scries F^B"^!?.?^ 

1 ntamrroi! l«ft 

2 Trail 

3 Staggprcd right 

.*i3T£S; .1. Chances from stacgerod left to right or vice versa» will alwavs 
be executed through tmil formation first. 

2. If forn:ation change is missed^ lead gives signal again. 

Lead and all aircraft in flight will leave light signal on for a 
nijcuni of 1 second each flash and off 1 secoi.d between flashes. 

o. fonnation Broak-up (VFR): 

If for any reason, forniation brenk-up is required (i.e.* ASE AA warnin-?), 
all aircraft will break away visually from threat, JINK as required and descend. 
All aircraft monitor RWR to a lower altitude. !f visual link-up calTnot be re- 
established within a reasonable time period, all aircraft will initiate rendczvcMS 
join-up procedures as outlined balcw single ship. 



C 



NOTE: Secure communications to assist in aircraft avoidance may be in'tiated. 

9. Aircraft Rendezvous/Link-Up Procedures (VFR): 

• • 

2. Single-ship aircraft v/ith navigator on course or direct to the hex- 
r.:;wce:iin3 way-point (checkpoint) to initiate link-up (i.e., if break-up is 
encountered enroute between way-points 3 and 4, link-up will be attempted at 
way-point 5). 

b. Load or first aircraft to arrive at link-up point will make two left 
sianJard rate 360^ turns at the link-up point. CAUTION: Numerous merging aircraft 

c. Groundspeed of 110 will be maintained enroute to link-up point. If 
link-up is accomplished, each aircraft will Join the rear of the flight recarri:css 
ji' ;:rovioj3 position. If link-up is missed, proceed single ship to landing/ 

r;";r;w»2voii3 point. 

10. .rors!jt1on Approach {Tactical/?ton-Tact1cal): 

3. When on 3 mile final for designated landing area, lead will turn-on his 
i-l l3-,Jin3 light (steady on). Flight will take 3P seconds spacing, remaining in 
..jrront rornation position (i.e., staggcrod left). 

ti. v;hen 2 miles fro*n L2, lead wfll decelerate for landing. 

c. All aircraft will touch down v;ith minimum ground roll. 

UTiZ: CK-aB**; will use a const ant decoloration to a t ouch down point. 



L'.;.:d turn -sTf I.-. 'I' .Hi^r li-ir r; .. ;qr,,rTr/. gc-around an:i {tcct-U-ra 
u'.-. ri-.'j ir<" .i tn K:AS *i!'.d dir.::' t.n j'-.jn* riI-.sT.ni !f c'rurancc and naintair? tL-rr^i 

ti. Load will inifjato a Irft. h.ir.-.l sr..ir,fl.irr; .-stn turn (terrain pcrnlttir':' 
nrti-^rrp: uiiothor appr>ac!:. 

c. Aircraft in flirjht will r.*:;n!.iir, 'ippa.-i-ion.- 

li'.id win turn on IP. -jtMrch li*jh:. for landing and decelerate when t«:Cu:> 
li -hcj or final. 

o. Any UH-60*s requiring no-rirniin'? will oxtir.nuir.h IR light and do £ o^n-le 
sivip nc-around, joining on rear of flin-jt. 

^OTl: If no-around is initif?ti'''i .iusr of ir.udcquatc L2, preparation cr 
hmding conditions, a "Jandin^ will not be mcdo. 

iZ. Air ."^af ueling: 

f 

L'jft echelon will be establishn.-! prior to tho ARCP. During the air refuel inc 
cf the HH-53's, the UH-60 will estahlish 10-disk r.sparation from lead (or 92 
HM-53) ?.nd then fly formation off tht-? r-]3n nwintaininri position to allow the 53': 
r.in.^'jyor'nq room. When lead is finish^?d rpfinMim. l(H-r>0*s will rejoin and contir 
t'-L ;:1ssion. If ti/o 53's are in the formation, each will go to the rear of the 
ccnt-^lon formation, then both will p.i*;s the fonaation on the left with UH-60*s 
•r.:r: \jvMi'i;sii to Vu> st.i«)':i*r. left tomal.iiiM. 

13. .'nadvertent IMC (Lost Visual) Prnrcdurps: 

Clie to the close proximity of ainrraft to mountains for masking, a flight 
uo.iicf jiuiir K'C. The aircraft cntrrinrj should alert lead. Lead will state head- 
ir.?!, altimeter setting, and minimum safe altitude for enroutc segment. Lead will 
.■r."vMiraro to 110 kts ami climb to 400 ^oot aJ>ovn laim'mum safe altitude. Aircraft 
-3 will decelerate to 90 kts and clinb 600 feet above minimum safe altitude. 
Aircraft ^.1 will decelerate to 80 kts and climb 300 feot above minimum safe 
jitUu'do. Aircraft #5 will decelerate to 70 kts and climb to 1000 feet above 
r::r::ri"i safe altitude. As each aircraft rcachos his altitude, he should accelerat 
;o ^ta. As aircraft acccliirati?, they will make turns to increase separation. 
\\-'zri:z -2 will turn 30^ left for stann^red left and trail formation and 3C^ 
:v; *t Tor staggered right. After completion of turn, fly 30 seconds, then return 
:j iiU'-y f!e.idinn. Aircraft »i will turn 30*^ right for staggered left and trail 
'rr-.-tfon and 30" left for stagccrod rinht. Aft^r completion of turn, fly 20 
'. c.'.r.is, then return to entry heading. 

-\i»Tr,iff ^4 will turn 60** Irfi. for •itr-nncn'si left and trail formation nnd 60^ 
:':r-!t ^'cr ^tancerod right. After ccnoletion of turn, fly 60 seconds, then turn 
:o — :r/ -leading. Aircraft will turn 60*^ right for staggered left and trail 
ro'— aficn and 60"^ left for stacnered rifjht. After completion of turn, fly 60 
..••v-i :c. then rpt-rrn to load l^i'jC^*r)Q 




'•'lev i:r-:Jle:ioncf hrc:,"!i:-up, ."»n:i M?ntl dctcrrnnL'S that it is necGSSor-', fr.^ 
w;n corurict ATC T\ijilittr;s rV.r •i;v'rpAch tj the neerest facility, '•.'.her;* 
AT* ^'ac ill ties are not Kiy.nl.iii^;, Ir.-d v;iil dotomine a location that the flir-it 
rj-\-^t:L*rj to ?.nd let down ♦o VnC. Lii.iJ will giv;? this locafion in LAT/LON'C cocr.iij 
ni.-*s, and :hc- aititud-? trie flin.'it tjxp.Kt to hre-Jk-otit. Lead vn'll alto cive 
J r:\^'!in^ to fly from th:j co.infitwMv.. As each .lircrai't reaches the coorcira*' , 
iie v.iil start his let down to VMC. 

'.0T.£: During IMC procefi»rns, all aircraft v/ill »uive n:ivigation lichts on 
r.'ight, with no be.'icons. One crfjwi.-jcaber will transition to instruments. 

^•. ifTJT'Ute Abort (Downod Airrrnft) : 

a. Le:jd aircraft abqfts fcy flashing landinn If* Ught and land witii IR lisht 
or o\ccut5 a standard rate turn 130O and RTO extinguishing IR light. #2 becrre: 
lc:iJ 3nd flight continues. Trail checks to insure a .safe landing, renders assist 
rf.uirod and continues nission. SAR cleanup will be as briefed prior to mission. 

b. All other aborts will be similarly covered by trail. 

c. Trail will be monitored by tho helo in front of hins, and ±hat helo will 
csc^^rt trail to around. T 

d. Use IR lights to indicate landing and no lights to indicate RT6. 
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AVC - Air Xiissicn Oimp.nnrii*r 

ASK - AirUiiTjo SiU'vivalwiit.y l):uip»?nt. 

AICT - Airtx»rno Rijfuclin.-: «:h*n*k Hnnt 

CIT - Oxsnat Ccintn.il Ti^ani 

com SIDE (Of Actlvoh- DfTAinvinil Sido 

HOT SIDH (Of Active) - Upwind 

IVC - Itud\*rrtent Mi*Uxnro]oi;ical (jonditions 

JT>K - 0ii^1accnient in nny nm? or nil ttio cTfdYinntions of vertical,, 
latitudinac, or lon^itudinnl plruit-w, uKiioJIy to avoid ^ffec-> 
tive cncsv ai-t^uisition or cnfp^^onent. • 

nru - Rt.'tuni lb Dto* 

IWH - Radar Woniini; Rnceivor 

(■ 

SAI\ - &"»arc!i and Rf^cuo 
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• :;x r :r:HS3/-:H47) To a;<':;::X C CJoir.t. Ofierationa J-'JP) To Kowy Batifer 
r Act-icr. ?.e:Trt 



■!;!i-5JC:/C:!-47} 



I. T?iij ,7::rij3l .:^;^-scribe5 procedures for Hi:-53C/Cfi-47 cominunications out, nicnt, 
:.V: : :'*:rat.ic:: fliqht. Pre-fliont :)riei'ing3 should be detailed, complete, anc cove 
^vlmv :s:.act of the planned m'sslon. Fh'ght le:iu should brief the foUowinr us 

^. Call Signs: Brief individual tactical call signs for the entire flight. 

Ik 

b. Cojnnuni cat ions: Brief radio frequencies for the flight. If a frequency 
ch.^n^s is necessary, brief a geogr/ipJ:ic point or time when all members of the 
flicht will automatically change frequencies. Identify which radio will be secure 
ond for what portions of the flight they will remain secure (i.e., identify the 
p?ir: during the mission when or where everyone changes to unsecure comnuni cations 

« 

c. Start Time; Brief engine start time for all elements of t^ flight. 

d. Taxi/Flight Forma tion/Conrouni cations Check: If taxi clearance is require 
cccr; nenber of the flight calls for his individual taxi clearance. At a prebrlefei 
t:ne, form the flight at a designated spot near the runway {i.e., the parallel 
Mxiwoy). Flight lead will make a positive conmuni cations check with all element: 
cf t^.e flight prior to taxiing on the active runway (i.e., lead. Alpha Golf 78 
ch3ck-in; flight numbers respond; Alpha dulf 13, Alpha Gulf 95, etc.). Lead will 
ri*r:.:s: clearance onto the active as necessary. Flight elements will form on the 
dcwn-vlnd side of the runway in trail fonnation (See Figure 1). Maintain at least 
•iuO '"oct for t2ke-off. Perform hover check. When each element Is ready for 
tiik::j:f, he will turn his anti-collision lights off. 

e. Aircraft Lighting and Flight Signals: For takeoff and flight, use the 

fo'iic.'in: aircraft lighting: 

(1) Daylight Hours or Dusk: Fornation lights - max Intensity. Position 
Mrht - max intensity (all position lights should have one layer of green duct 

t:: 0 ccvering the lens). Anti-collision lights - off. 

(2) Night (NVG): Formation lights - dim. .Position lights - dim (all 
ptsiticn lights should be covered with one layer of green duct tape). Anti- 
collision lights - off. 

(3) During Flight: Use a standard military flashlight to pass all 

l^;.*:: signals with red lens at night. 

4 

(a) Staggered left fonnation: 1 flash, 1 second duration. 

(b) Trail formation: 2 flashes, 1 second duration, 1 second Inter/al. 

(c) Staggered right fonnation: 3 flashes, I second duration, 1 second 
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oiTiatir.n sipn.i-r. cnn i>p n^vi^n by ]ii■^^'t or *2 can sr.* 

.is \^ JosifOf.. Do COT. .iri.i.H, i foniMtiofi ch^imc signals v/it:. ,i 

(o' LoaJ channn: 1 n.-i-.^,. *i r.ctrrnrt ^Ijrar.ion (T^oe Tigure 1), Or.lv 

: : : !t ivJi: CJJM 'liruct ^ load ch.in.:-. (Lond chan-.K-- vnll be acknowledceci t;v 

Mv'*. wirvT-.vi. -I.e., leAd sicruils =3 fcLiirn:. sirin.jl to lead, af2 sicnajc ; 
rvtif'JV- .-.lijruTl to --2. etc.) 

(f) ^'reparc Idivjirfi: Lead t:urns IR sc^irchlinht on for S zq^^ou-j 

"j-.oo^T'/Abort/Jcin-up Procedures: After all el clients have turned off 
•^•'^'•--:'ni? ion lignts, lead v/fll make 'i running takeoff. Wingman will 
t^'.vjr" in f-sii, maintaining 200' sonnrntlon for t:ikooff. Load will tnaintain 
6C n!.: ?Mun his scanners notify nim that tho flight is fonned. Inflight, 
;n.!inT-.1i! 3-5 ro'or disks srpnratinn m»tv;of?M .lircrflft. Tf any rpcmber of t'uv 
f:v:'.^i «r.or:s diiring 'takeoff » he v/iil rtovo to tho cold Ir.nc (downwind side af 
Iho r!jnv;.iv) and land. Any ahortinn aircraft is responsible for separation frcr 
rt^-r*- air-craft :hr.t nicnt abort in front of hin. All cthor aircraft will prccoe, 
as r.ctr'2'i , Dc not break radio silence! (See rirjure ?.) 

J' Type Foi-natlon: The flight, will maintain stanger left, tf^il, or ';t=rr: 
ricrit fornation. Maintain 3-5 rotor liisks between aircraft. Flight lead cr 
c 'l'T '.'ircct formation chanjcs. • Ch.uigc the formation every 20-30 minutes to re-*-c- 
pi'ct fatifiue. (If lead or 47 waivrr. tho fonnatlon occasionally, pilot can rr.il: 
ri-vUiAtc wit.*iout the ndditional strain of flyinn cross cockpit formation.) 




2. Alternate Leader: The alternate leader will be the number two (2) Di-a? 
in the fcrnation. HH-53*s will lead only as a last resort. 

3. ricjhter/Ground Fire/AAA Evasion. If flight lead anticipates hostile f'>c, 
he is responsible for navigating the flight around the threat. If any aircraft 
c-nrcj'jnters hostile fire notify tho flight on primary secure Interplane net. S-a 

.-*-r:*\\7i will break formation to take evasive action as necessary. When clcf.r 



of •.h>*f?at Drocoed to the next checkpoint. 




^ — - ^^'i^ maneuver gives tho 

v.i: :;:^r. tir/.;> to ''tineuver as necessary and rejoin the flight. (*Use scan::ers to 
* .-J { n aircraft separatlcn and terrain avoidance while maneuvering for evasion. 

lo'i: Visual: Aircraft losing; visual reference to the formation will call 
0-1 the r'ccurn i^rimry interpl.inc fronuoncy "Call Sir;n, lost visual." Load 
w-^ii fjrn My forr-atlon and poriitinn lights full bright and call out heading, 
4[T^::j:Je presently holdina. and/or altitude climbing to. for terrain clearance. 
aI::;- en will also turn on formation and position lights full bright and foilcv/ 
M: altitude, and airspeed channnr; as dopirtod in Figure 3. Joinup v/ill 
:*j i'lit'jted as soon as visual woncact and forxatinn can Ic maintained. Tf V?'-: 



COLD LAME 
Upwi nd 



I 



HOT LANE 
Downwi nd 



o 

0 

200' 

0 

200' 

o 

200' 

0 



Aircri?"! aborting will call out on secure voice "Humber in formation. Abort 
Abort Abort" and proceed to the cold lane. Other aircraft will remain clear, 
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tir*-s :irr-v2il and vi:i.Ml crniact wir.h Mch aircnft 



1c no: piade, k:v' 



.iiCfv.j tiMi:k t.-) t!io :u!Xt *:hrcK;ioi nt , 0'<raiU} tv.r, Sf.r.O i,.ff turns" - 
■i .-.'on-: t:vck tJ onninol dfT.rinn {.-or. if rdo'in I's r«ot acconpiisre'"' 
.■rc, winc-nn wi W further .itf '-^r.f. rrjoii) .ilom trflr.k *o oVsti'natlo" 
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.:.r»|--t>ficy :roceclures: If .^n airrr.^fi. nyn,.ri-ncf>«: ra;?; function in f:;-?r 
^ -hrec ortions: continue thf riuiht, l.iml, or return to bas'^ If .'r 
.n. n|,>cts makfi a prrcniitionary laii.hmi, ho will flash hi'; IR land-"- 
. t'^fM^ MMve It rnw:;:inaf.od. Mit» last .lircroft in tho flic^ht will tollcv. hi-: 
- lanamq sito, not- the pon-ition or rntrinvf the crew, then continue wit' " 



the last .nrcrai t na}:cs a precautionary landlno. a predesionct^-: 
. L.^U wij, nota his position or rotripve thp crow. The flashing IR landin- 
cn: snowld aiert the rest of the flight that an aircraft is exoeriencinn an*'-- 
^^'^^'^^cr of the flight elects to return to base, he should flash 
»H .andmo light to alert the other menhers of the flight, then extinguish 



V^- r^rir>r.r.^^^ ^^^^ 
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A:l char.;:..?s v;-:n be initi.itril by lo^ifi only. For stagqcr left forratfor. 

-i ;'l I '2 jsin-i n i'o.'" '"rrvMni nnt) nffc movnncnt nt" a flashiinht on 

.ic-.; o:' .!;rcr.».Tt. 2 wi'l nc!.ficiv.'U»diJC repGiitinf? dnd relaying the sc::*.-7 
r. to -3. Each iirci\n"t it» tow will fnllnw suit.. 
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''2 will accelerate past <1 and assume lead upon passing IVs nine o'clock 

^os-'tlon. ?1 win clear to the right of the formation, drop back and 

! "'^t^sition hirrself as last roan. Opposite directions apply for stagger 

:r.:. ?\;r::3ti*>n, . . 
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Load c.^lH mif hpridinq jn'! 
altitude and/or altitude 
cli^l^^ng to for terrain 
cloariince. Maintain 30 kt: 
IAS. 



Turn loft 2?° for 
30 socondr then rcsur.cs 
lean's h(^:din3, clvnbs 
10 :e:iu's altitude * 200; 
i:»i!i'-.t3in c3 ktS IAS. 



.0 



0 



Turn right 20 for 30 seconds* 
then resumes lead's heading, 
climbs to lead's altitude * 200; 
maintain 80 lets IAS. 



Turns le?t 40° for 30 
sc-cnn-Js. then resumes 
l«v:i's heading; climbs 
to le.id's altitude * 400; 
r,ii'*.tiin 30 kts IAS. 



O 



0 



Turns right 40 for 30 seconds, 
then resumes lead's heading, 
climbs to leads altitude * 400; 
maintain 30 kts IAS. 
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THE JOINT' CHIEFS OF STAFF 

WASHINGTON. O.C. 30301 



28 July 1980 



:i<L JOIN! SIAfF 



/ 



MEMORANDUM FOR THE AIR STAFF . 



Attention: AF/LERX 



^ ■ ^^^^^ 



Subject: Aircraft Washing and Decontaininatioh 

1. Request temporary loan (120 days) of 1 ea aircraft washing 
and decontcunination kit be made to the 101st Airborne (Assault) 
Divis ion , " Fort Campbell , Kentucky • 

2. Item is required to support Honey Badger evaluations and 
is needed by 6 August 1980. 



int of contact at Fort Campbell is ^ 
' Aviation Battalion, Fort Campbell, Ky, Autovo 
rmy will reimburse as required. 





Joint Test Director 




Class/fied By SBSS" 
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THE JOINT CHIEFS OF STAFF 
WASHINGTON. D.C. 2030) 



THE JOINT STAFF 



29 July 1980 



MEMORANDUM FOR RECORD 



Subject: Deficiencies Noted During HONEY BADGER 

Deficiencies or problem areas noted during HONEY BADGER/ 
TRAINEX PHOENIX. 

* Personnel problems 

-^-^ The crew force is undermanned JTD requires 12 
qualified crews to man Pave Low aircraft. 

«•* TDY status of personnel * Crew members cannot be kept 
in TDY status indefinately. 

«^ Training and upgrade of new personnel in special 
operation procedures basic night nvg operations and 
Pave Low. 

^ Operations ^ 
»^ See Atch 1, Atch 2, and Atch 3. 

w Basic special operations skills of helicopter pilots, 
Inter*service coordination lacking 

Mission briefings and briefing guides non^existant or 
inadequate for all phases of mission. 

Terminal operations * 

-^■^ Landing zone procedures 

Pickup zone procedures 

Holding area procedures 

Refueling zone procedures 

Transhipment zone procedures 

Ground control 

CCT activities 
w» Lost comm 
^ Planning staff inadequate 

» Aircraft 

99 Qualify H9'53 cockpits for NVG operations 

CawofKigi&ffVfoh ni qB — vto:.-iiid<aaircraft« during daylight 

97 Development of medical evacuation capability and 
emergency pickup of downed aircrews. 





THE JOINT CHIEFS OF STAFF 

WASHINGTON. O.C. 30301 



25 June 1980 



THE JOINT STAFF 



MEMORANDUM FOR THE JOIRT TEST DIJIECTORATE 

Subject: Operational Test and Evaluation Objectives, 
Project HONEY BADGER 

References: (1) Institute for Defense Analysis "Persian Gulf 
Contingency: Baseline wargame" jtei^ 4 Feb 80 
(2) USDRE- "Report of thelndependent Panel on 
Contingency Materiel" jsf # 25 Mar 80 

1. ^ Background ; On 23 May 80, the Director of the Joint 
Staff requested Defense Research and Engineering (DRE) for 
assistance in improving a number of capabilities that have 
been overlooked for the past ten years. Specific areas 
included both air and maritime surveillance as well as r 
special operations. While the Services have understandably 
concentrated on building and maintaining a combat capability, 
surveillance and Special Operations may be the full extent 

of a US military involvement in the Middle East-Persian Gulf 
region. DRE agreed to assist and although funds were not 
immediately available, HONEY BADGER, an unprogrammed OT&E 
activity was launched.* 

2. W Projection ; The conditions under which an involvement 
of US military forces in the Middle East or Persian Gulf 
region might be made requires a close examination of innovative 
approaches. These conditions include: 

a. The projection of forces across extreme distances, 
well beyond those encountered in Europe or Southeast 
Asia. 

b. The likelihood that US forces, at least at the outset 
or deployment phase of a conflict, will be heavily 
outnumbered. 

c. The likelihood that light US ground forces in a 
Persian Gulf or Middle East conflict would face a heavily 
armored threat. 

d. The likelihood that Soviet or Soviet surrogate forces 
in the region would be initially successful in territorial 
conquest but would so alienate local populations that a 
resistance support role would constitute a major US 
strategy. 



3. Is^ Unit-^Mission Tasks ; From a study of reference 1 
and/2, as weii as otner documents, the following mission 
tasks are considered to be both likely and currently beyond 
existing doctrinal and equipment profiles. 

a. Air Mobile Forces: Extended Range Delay/Denial. 

(1) Conditions . This unit-mission task envisions an 
overall condition of US assistance in the defense of 
Persian Gulf oil production facilities against a 
Soviet invasion of Iran from the USSR and Afghanistan. 
US forces are assumed to have elected to conduct 
interdiction and delaying operations against Soviet 
forces deep in Iran. The goal of US forces is 

to deny the region west of the Zagros mountains to the 
Soviets. Air Force elements are conducting interdiction 
operations as described in Reference 2, pages 94-97. 

(2) Mission Profile . As described in Reference 2, 
pages 94-98, air mobile forces will be required to 
operate at extended ranges against armor forces. This 
will require UH60 night time flights of approximately 
600nin to deliver or reposition ground elements. T^e 
type profiles involve clearing mountain passes of ' 
8-9,000 feet within 100-150nm of the launch base. 
Temperature conditions will be up to 80 degrees 

F at the launch base, 60 degrees F in the mountains 
and B0 degrees F during the desert transit, 

b. Special Operations: Resistanc^*Support- 

(1) Conditions . This unit-mission task involves the 
''^grf^tffliiS^tatet*' Forces committed to the operation 
include US Army Special Forces and US Air Force 
Special Operations elements. The initial deployment 
of forces is described in Reference 1. The subsequent 
mission«-task is described in Reference 2, pages 5S-'65. 

(2) Mission Profile . Supply and infiltration flights 
are to be conducted by MC-130 aircraft, supplemented 
by an enroute refueling capability. Additionally, 
there is a requirement to exf iltrate XBBBBl»nce forces 
and reposition in-country assets. This latter mission 
is to be accomplished by USAF Pave Low aircraft. 
Range, density/altitude and lift off conditions are 
similar to the Delay/Denial mission with the exception 
that the mountain ranges are encountered at the 
destination end of the flight path. Resistance by 
hostile aircraft is assumed to exist but to be a 
marginal threat. 




c. Ranger Raid: Aiarfield Seizure 

(1) Conditions , This unit-mission task is described 
in Reference 2, pages 103-112. It is envisioned that 
the airfield is obstructed_^nd mus^ be cleaj:^ 

by t^B^^RsTigej^-force prior to the airborne assault. 
The air threat is again light. 

(2) Mission Profile , MC-130 and C-130 aircraft are 
used to conduct the assault being staged from a base 
800nm from the objective. Special Forces elements 
assist the Ranger force. Specific tasks are outlined 
on pages 109 and 110 of reference 2. 

4. (S) The initial phases of the HONEY BADGER test and 
evaluation will concentrate on the long-leadtime doctrinal 
and materiel aspects. These are judged to be the adaptability 
of the UH60 to the Delay/Denial role, the Pave Low to the 
resistance support role and the Rangers to airfield seizure 
and clearance tasks... Subsequent phases will highlight long 
distance secure communications and surveillance tasks. 




colonel, USA 

Joint Test Director 




DEPARTMENT OF DEFENSE 

JOINT CHI€FS or STAFf 
MESSARt CENTCa 



ACTION 
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COPYWL- 



•)t rtUClriAA n49l5 1972136 
0 IdlbSOZ JUL 

Fn CihCriAC SCOTT A^B IL//CV// 
TO'JCS »*ASH 0C//J3// 

6T 

SUdJt iiON£YbADGE« SUPPORT (U) . 
•<l:F: JCS/J3 1419552 JUL 80^ SAME SUbJECT 

1. \^)i-Br1^ MAC HiLL SuPPOkT J^EOuEsTED REQUIREMENTS, HOhEVER, 
MUST rtt LIGHTED FOR MAC OPERATIONS SINCE ALL AIRCREWS HAVE NOT 
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THE JOINT STAFF 



MEMORANDUM FOR THE DIRECTOR, JOINT STAFF 
SUBJECT: JTF Capability Review 

i 

1. Pursuant to standing oral instructions, the enclosed JTF Capability 
Review is forwarded for review and disposition by the Service OPSDEPs. 

2. I xd.sh to express my thanks to members of the Joint Staff who worked 
tirelessly to complete this important task. 




(SI After being tasked by the Joint Chiefs of Staff on 12 November 
79 to develop a means for rescuing the hostages from Iran, I 
conducted a comprehensive review of capabilities available to 
accomplish such a mission. Those we had were adequate for 
conducting limited rescue operations in a friendly environment; 
however, they were totally inadequate for the mission that I had 
oeen assigned. To correct this situation I activated a Joint 
Task Force (JTF) dedicated to the development and execution of a 
military rescue option. 

tS) In the ensuing months we developed what we considered a small 
out competent force to meet these goals. C^Sinc e we had general 
intelligence information with respect to hostage^ocatioh, i.e. , 
Em ba ssy^ : Compound , Ministry of Foreign Affairs (HFA), we were able 
to^ devote our efforts to a single mission scenario; * a long-range 
'Helicopter infiltration into Tehran. There, the heTicopter force 
would support a ground assault force to extract the ^53 hostages 
being held in the Embassy and the MFA, In retrospect I continue 
to7j3ieJ4jexfi;;' that had it not been fpiTTihe itTexplicable mechanical 
/'IfBilure' of three-helicopterSf we l^ould have succeeded in our 
initial rescue dperatibn. 

(^j^KpFo 11 owing this attempt in April 1980 the circumstances 
surrounding the hostages changed, but our responsibility to 
execute a rescue remained. Hostage security increased; their 
precise location became a question. This n^^situation forced 
the JTF to completely revise its philosophy/ as we set about 
assembling a new. force. ^ 

4(f*7^To protect further JTF activities and provide a cover for the 
SNOWBIRD^^JtfT^planning, the "DOUBLESTAR (C)" test program was 
^onceived with the unclassified nickname HONEY badger. DOUBLESTAR 
^5*T7feONEy BADGER was a USDR&E sponsored, high priority, test and 
evaluation program to enhance Department of Defense ability to 
conduct special operations = and to support relatively small forces 
operating in the Middle Sasi/Persian Gulf area. 



lUtZlCK 

Tand that, in 
:o'^bperiy execUU^ thh 6ifd6i^§ df the President, 
a force trained throughout the spectrum of potential mission 
scenarios had to be developed. This force would become proficient 
in every conceivable hostage rescue task and provide a range of 
^r-j^p^=^[^^^^^^^^^f T-nm wh i f^h ^ |;^j^^apprnpr iatf> elements could be drawn 

generated a workable mission' scenario. 







Another aspect of the Iranian hostage episode that complicated 
rescue planning and training was the exploitation of the US news 
media by the militants who held the hostages, and various so called 
••Iranian government officials", as well as some US politicans, 
editorial moralists, and armchair strategists. This unprecedented 
act of governmental terrorism was an affront to civilization. It 
was a high interest news item from 4 Nov 79 through 20 Jan 81 and 
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for several weeks ther?3£T¥r, Fact, fiction, and opinion carried 
in the news media created problems for the hostage families, 
diplomats, the intelligence community and rescue planners. State- 
ments of various Iranian personalities were widely publicized 
coincident to changes in the policy and objectives of the terrorist 
who held the hostages. At times we were led to believe the hostages 
would be home soon. Shortly thereafter another "Iranian spokesman", 
would sta+'.e that the hostages would be held indefinitely and that 
some or all were being considered for trial as spies to be executed 
immediately if all conditions for their release were not accommodated. 
This caused wide swings in the US public perception of the danger 
faced by the hostages and undue pain among the hostage families. It 
also caused US command authorities to unilaterally modify rescue 
planning and training. Before the April rescue attempt we were require 
to stop, modify or conduct accelerated training four different times. 
A better means of coordinating public/media comments made by OS officaJ 
during a crisis situation must be found. Likewise a detailed analysis 
of foreign reporting actions must be^made prior to making public 
comments on its veracity or impact. ^ 

(^i^4sT Defining the necessary tasks involved analysis of a number of 
- options, each based upon a series of assumptions with regard to 

hostage location. The basic force package available to the JTP 

was incorporated into each option, tailored to what would be a . 

realistic operation— dependent upon the" availability of good 

intelligence information. 

(^48^ PolXowing option development, requisite individual tasks 
' could be defined so that component units could begin necessary 
training to develop proficiency in those tasks. A sequence of 
training exercises was conducted, culminating in a realistic 
simulated mission execution. Training exercise locations were 
determined following site surveys to evaluate available* facilities. 
Operational security considerations were balanced against the 
requirement for cllmatologlcal and geographical realism. 




) Our efforts have borne fruit. We have now developed^ ^ ^ ' 

prodigiou s arr ay of cap abi lities, the best ever assembled jfo^'^'^jp^' 
JtAMP^ Ibn to Ve rror ifa ^blUv^^mSST' r eg a rd^^sofl£ca^o^j^^medi^te 
environment,. We"* can pro ject* a f orce ^ 
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capable of blacked out night operations while maintaining 
full secure communications links to the NCA. It must be noted 
that the single most limiting factor in force composition is the 
small number of refuelable MC-130 aircraft in existence. 

(U) This report provides details on how we have done what we have 
done, as well as discussing the problems and unfinished tasks. 
It is meant to serve as a guide for those who will follow. All 
components of the JTF staff were encouraged to find better ways 
to accomplish their missions by fully exploiting new technology 
and ideas. Many proven items of equipment were adapted to JTF 
requirements to improve, among other things, command and control. 




communications, night operations, mobility and weapons systems. 
The potential effectiveness of the total JTF has increased 
significantly by the many innovations listed in this report. 

iroughout .-hp pnt-irp pPT^n^^ -escue planning wa s severely 

by i^^BBI^M^^^^^^MBBBBBMiB^The composition 

and mnriiig QDftT-anrii of rnp»^ 





c?ra5cn~pxanneTCTs *to maKe^iirorse=^ase^~assiijiip tictns'^Tid extensive- 
saXe^sitteH plansT}Due to the sensitivity of ysome intelligence 
operations and associted technique a_history of the intelligence 
^_s.UBpai:±. provided to planners has been*p£^ared separately, "However, 
^JLt is essential to state in this documei 

commun 




or future 2%l3uirEe?SteS^ efforts wi: 
'€b the NCA and rescue planners. ^ 

(U) The skills and abilities we have developed will quickly 
wither if not continually exercised with frequent, realistic, and 
innovative training. Our nation may well require employment of 
these capabilities in the future. We should therefore continue 
to explore every avenue to add other capabilities. We must be 
ready to professionally respond and respond quickly with fully 
trained forces to any .future terrorist incident anywhere in the 
world. - 




(JAMES B. VAUGI^a) ^ 
Major General, USA 
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AAF 
ABCCC 

AFB 

AFCS 

AGE 

AGL 

ALCE 

APP/APU 

ART 

AWACS 

AWS 
BC 

blivet' 

C&C 
CAP 

CAR- 15 
CCT ■ 

CDS 
CEOI 

CIA 
CJCS 



Army Airfield 

Airborne Battlefield Command and Control 
^ Center 

Air Force Base 

Automatic Flight Control System 
Aerospace Ground Equipment 
Above Ground Level 
Airlift Control Element 
Auxiliary Power Plant/Unit 

Air Refuelable Tanker. Modified version of a 
tanker that can be refueled in flight 

Airborne Warning and Control System, 
E-3A Sentry Aircraft 

Air Weather Service 

Black Crow, a sensor on the AC- 130 

gallon air-droppable fuel cell; provides 
450 gallons of usable fuel 

Command and Control 

Combat Air Patrol 

Submachine gun version of M-16 rifle 

Combat Control Team. Air Force element 
specializing in air traffic control in 
forward areas. 

Container Delivery System 

Communications Electronics Operating 
Instructions 

Central Intelligence Agency 

Chairman, Joint Chiefs of Staff 



COMBAT TALON 

COMJTF 

CONUS 

CSE 

C^S 

CTF-70 

DIA 

DMA 

DMSP 

DOUBLESTAR (Cr 

DR 

DZ 
£&E 
ECM 
EEI 



ELF 

ELINT 

ELN 

EMI 

FARE 

FAARP 

FLIR 

GENDARMERIE 



The unclassified code name for the MC-130, a 
specially modified C-130 aircraft 

Commander, Joint Task Force 

Continental United States 

Cryptologic Support E?.>mer.^ 

Command, Control and Communications 

Commander Task Force - 70 

Defense Intelligence Agency 

Defense Mapping Agency 

Defense Meterological Satellite Program 

Classified code name for test and evaluation 
of special operations capabilities. Used 
to cover SNOWBIRD (S). 

Dead reckoning navigation by time and 
distance computations 

Drop Zone 

Escape and Evasion 

Electronic Countermeasures 

Essential Element of Information. Key 
questions of a mission critical nature 
which must be answered by intelligence 
before the mission can proceed. 

Electronic Location Finder 

Electronic Intelligence 

An Array project code 

Electromagnetic Interference 

Forward Area Refueling Equipment, kit for 
fuel transfer 

Forward Area Re fueling /Re arming Point 

Forward Looking Infrared, aircraft mounted 
night vision equipment 

Iranian paramilitary field police force 
charged with preserving domestic order 
outside the cities; in-being since 
before the revolution 



SECRET 

GLINT 

GPM 

HP 

HLZ 

HONEY BADGER 

HUMINT 
lAP 

IPR 
INR 

my 

IRCN 

JCS 

JCSE 

JP-4 

JTD 

JTF 

KEVLAR 

Ky-28 NESTOR 

LAPES 
LAW 

LLLTV 
LZ 

M-72 LAW 
M-203 

MAAG 
MAC 

SECRET 



Gated Laser Intensifier Night Television i 

Gallons per Minute 

High Frequency - 3-30 MHz 

Helicopter Landing Zone 

Nickname for the test and eyaluutior.- of 
special -operations capability. Used as cover 
for Operation Snowbird JrS), 

Human Source Intelligence 

Iranian Air Force, also IIAF for Imperial 
or Islamic Iranian Air Force 

In-Flight Refueling 

Infrared 

Inertial Navigation Sy-stem 

Infrared Countermeasures 

Joint Chiefs of Staff 

Joint Communications Support Element 

Jet Petroleum Fuel 

Joint Test Directorate 

Joint Task Force 

Ballistic nylon used to make bullet-proof 
vests 

Voice encryption device mounted in 
aircraft 

Low Altitude Parachute Extraction System 
Light Antitank Weapon 

Low Light Level Television 

) 

Landing Zone 

66mm singleshot antitank rocket 

40mm grenade launcher which mounts cinder 
the barrel of an M-16 rifle 

Military Assistance Advisory Group 

Military Airlift Command 
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MAG 

MEDEVAC 
MFA 

MSL 
MULE 

NAS 
NCA 

NSA 
~NVG 
NWS 
OMEGA 

OPSEC 



OR 
OSD 

PARKHILL 

PAVE LOW 

PHOTINT 

PI 

PINS 
POC 

POL 
PLL 
PSC-1 



Marine Air Group 
Medical Evacuation 



Ministry of Foreign Affairs - Iranian 
Foreign Ministry 

Mean Sea Level 

Small, light (1 man) air droppable cargo 
vehicle; designated M-274 

Naval Air Station 

National Command Authorities 

National Security Agency 

Night Vision Goggles 

National Weather Service 

A precision navigation system used in 
some mission aircraft 

t 

Operations Security. The sum total of 
all measures taken (Physical Security, 
Personnel Security, Communications 
Security, etc.) to prevent enemy 
foreknowledge of an operation 

Operational Readiness 

Office of the Secretary of Defense 

KY-65 and Ky-75 voice encryption device 

HH-53H night/adverse weather helicopter 

Photo Intelligence 

Photo Interpreters 

Palletized Inertial Navigation System 

Point of Contact. Usually for a base or 
organization. 

Petroleum, Oils, and Lubricants 
Prescribed Load List 

Portable Satellite Communications Terminal 
(manpack ) 
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PT-25 



RDF 



A portable VHF, UHF radio, ^adapted for 
satellite use in this mission 

Rapid Deployment Force 



REDEYE 

RESCAP 
RHAW 

RIVET WILDCAT 

RMI 

/ 

RWR 
S-2 

SAC 

SAM/AAA 
SAR 

SATCOM 



US made, man-portable surface-to-air missile 
system 

Rescue Combat Air Patrol - See also CAP 
Radar Homing and Warning 

Air Force Logistics Command program to install, in 
minimum time, required equuipment in 1S0W aircraft 

Radio Magnetic Indicator, an aircraft 
navigation instrument 

Radar Warning Receiver 

Unit Intelligence Officer (Army and Marine 
Corps ) 

Strategic Air Command 

Surf ace- to-Air Missile/Antiaircraft Artillery 
Search and Rescue 
Satellite Communications 



SIGINT 



SHF 
SLIME 

SNOWBIRD 

SOCCT 

SOD 

SOF 



Signals Intelligence. Includes intercept 
and analysis of communications emitters 
(COMINT) and non communications (such as 
radar) emitters (ELINT) 

Super High Frequency - 3-30 GHz 

Low intensity electroluminescent formation light 

Classified codeword for the hostage rescue 
operation 

Special Operations Combat Control Team 
Special Operations Division of J-3/JCS 
Special Operations Force 
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AC- 130 Gunship 

Emergency extraction system normally used to 
lift people out of areas where it is impos- 
sible to land a helicopter. System consists of 
a static rope with personnel attachment hooks 
suspended from the helicopter. 

Surface to Air Recovery. Also known as 
"Fulton Recovery System;" method for 
pickup of personnel or equipment from 
ground by an airborne MC-130 

Terrain Avoidance 

Tactical Air Command 

Tactical air forces available to a force commander 

Tactical Air Navigation, a UHF air navigation 
aid 



Tactical Satellite, a satellite communications 

system 




Terrain Following 



Terrain Following Radar - APQ-122 

Troop Support and Avaition Readiness Command, 
U.S. Army. 

Ultra High Frequency - 300-3000 MHz 



Visual Approach Slope Indicator 

Very High Frequency - 30-300 MHz 

Visual Flight Rules 

Visual Meteorological Conditions 

Very High Frequency Omnidirectional Range 
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Vertical Speed Indicator, an aircraft 
flight instrument 

War Readiness Spares Kit 

A satellite communications radio transceiver 
Yuma Proving Ground, Arizona 
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OVERVIEW (U) 



GENERAL (U) 

^l.'TtSX When the Joint Task Force was formed in November 
1979r the ability of the United States to conduct special 
operations over extended distances was minimal. The 
ability, to conduct even short range operations was limited. 
The hignly complex techniques, requirements and support 
needed to conduct such operations appeared to be only 
marginally available or understood. The JCS provided the 
JTF with all resources requested as forces were assembled 
-and trained to execute a mission. [^Planners were able to 
concentrate on a specific scenario^ because knowledge of 
hostage location was reasonably certainT} The April rescue 
mission was the most difficult and chalTenging recorded in 
the annals of military operations. Few will fully appreciate 
the international, geophysical, security and operational 
complexities associated with this operation. -^The months of 
planning and training and available equipment did not and 
perhaps could not have enabled the JTF to succeed under the 
incredible circumstances encountered.^ Activities leading to 
the April mission have been covered in other documents and 
will not be detailed in this review, however, the post-April 
event s^jftepresent a follow-on to the earlier activities. 




2. JiOT" Following the April mission the JTF ap proached th e 

problem from a riiff prpnt point of view. 
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was born. 

lis. (^) operation SNOWBIRD the planning and preparation of- a- 

fjoint task force to rescue the American hostages in Iran, was 

tasked on 26 April, 1980, by the NCA. In order to provide the 
• best operational security, a cover operation, HONEY BADGER, was 
i approved on 23 May 80 and ^ br i p^ar^o n nd" r ^ h h i ^ training 

'ope^a t ion . flHHfl^^HjlHH^IHHII^HI^^ 

: was necessl^^TD^^^^^oTn^^asjcPorc^c^aesigr^^nBmB^ 

possible options and train a wide spectrum of forces. These 
forces included more than 2,500 personnel and 150 various aircraft. 

4.^^i^) This document recapitulates major training events, lessons 
learned, costs and continuing requirements, in order to provide 
reasonable assurances of future counterterrorist mission success. 
The HONEY BADGER exercises incorporated many of the training and 
validation tasks necessary to prepare the Joint Task Force to 
execute any of the various SNOWBIRD options. Before and 
during the joint training, a number increased aviation and 
communications capabilities were enhanced, a number of new 
techniques were developed, and a number of force deficiencies 
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were identified. Actions to correct these'def iciencies were 
incorporated into the overall training program. An additional, 
■SepAra t-e acLiv itv was the coordination/ planning, and use of 
JSN ships as launch platforms. Finally/ this 
rocumenc inci'udes conclusions and recommendations concerning 
more generalized special operations. 



HONEY BADGER: Exercise HONEY BADGER was the first major 
training exercise of Operation SNOWBIRD (S). The unclassified 
codeword HONEY^.BADGER became a generic name for the overall 
operation. The HONEY BADGER Training Program was developed by 
dissecting major SNOWBIRD (S) training tasks. These tasks were 
then assigned to spe"cific mission units; training areas were 
identified and training dates assigned. Initial training was 
directed for individual elements? then time was provided for 
necessary joint training. Throughout the period, staff 
observation and unit briefbacks provided feedback to the commander. 

6.^^^% FORCES INVOLVED: The 2,500 personnel and 150 aircraft 
involved in HONEY BADGER and subsequent exercises were consolidated 
under operational units as follows: 



Air: 



101st Airborne Division 
Ft Campbell,' Kentucky 



|UH-60 
'CH-47 




1^ Special Operations Wing 
Hurlburt Field, Florida 



C-130 
C-130 
C-130 

H-53H PAVE LOW 
H-53C 




552th A*tborngFWarning?-^& Control Wing 
Tinker- AFB, iSclahbrna'" 



E-3A 



ffilitary Airlift Command 
Scott AFB, Illinois 



C-141B 
HC-130 
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Tactical Air Command 
Lang ley AFB, Virginia 

Tactical figaters for Combat Air Pa.trol, as required 

Strategic Air Command 
Offutt AFB, Nebraska 

KC-135 tankers, as required 



NAS Miramarr California 

F-14 fighters, as required 




Oversight of the Joint Task Force (0) 





I. is') The JTF was exposed to two distinctly different over- 
sight mechanisms during its lifespan. During RICEBOWI*, the 
JJTP received direct guidance and supervision from the CJCS. 
However^ during SNOWBIRD (S), the Service Operations Deputies 
(OPSDEPs) fulfilled the oversight ro.Te. Each variation 
significantly affected the working exfioiency and methodologies 
of the JTF, 



2, (3^ During the period 4 November 1979-July 1980, the JTF 
felx under the close and direct supervision of the Chairman 
of the Joint Chiefs of Staff? the Chairman visited frequently 
and issued command guidance directly. Other members of the 
JCS were kept informed by the Chairman by periodic briefings 
or personal visits to the planning area. This level of 
supervision provided immediate access to the NCA and allowed 
directives and requirements to be issued to the Services with 
almost no time lag. From the JTF viewpoint, this close 
supervision had several advantages: key guidance and policy 
questions could be quickly acted upon by the NCA, allowing 
the JTF to implement planning with minimal time loss; actions 
could be implemented immediately without delay or staffing by 
the Services; and, finally, due to the close-hold nature of 
the program, OPSEC was flawlessly preserved throughout this 
phase. 

3. jpCl) However, this control approach had its drawbacks. The 
restrictive nature of program access yccaaionally resulted 
in a requirement for background work for the JTF staff (who 
lacked access to normal Service experts). *^inally, this 
method made ij^ yery difficult tq^generate long range support 
f^ counter terror. St operational "'requirements, such as 
refuelable aircraft and related7 items normally tied to a 
budget/procurement cycle. 



After July, until the conclusion of the JTF, over- 
sight was rendered by the Service Operations Deputies 
acting as a Senior Review Group. Though the JTF commander 
still had access to the CJCS and SecDef, normal planning, 
training and support was approved through the OpsDeps. This 
change of procedure had significant impact upon planning 
efficiency. The imposition of an extra layer between the 
Commander, JTF, and the NCA significantly increased the time 
required to gain decisions. Because of active Service and 
formal JCS involvement, the JTF staff was forced to become 
part of the normal institutional bureaucracy - a requirement 
it was not staffed to contend with. As each Service staff became 
formally involved and the volume of paperwork multiplied 
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L.the danger of adverse OPSEC increased significantly. ^Finally, 
as a normal consequence of institutional involveincnt, 'decision 
makers had to concern themselves with the effects of decisions 
on lower priority internal service programs and perceptions 
to the detriment of the JTF mission. The inherent nature of 
organizations and committees is to be cautious and deliberate, 
preferring to defer tough questions rather than forcing a 
timely decision and inviting criticism for adopting imperfect 
or risky plans which might not please all levels of the 
operations bureauracy. The JTF experience .supports these 
perceptions, 

5, (U) On the positive side, several advantages were gained 
with the OpsDeps control mechanism. Service involvement 
meant that long range funding could be accomplished. 
Experts throughout the Services could be quickly tapped for 
assistance and the knowledge and techniques gained by the 
JTF could be easily formalized into Service doctrine. 

6. (U) In conclusion, the JTF experience indicates that highly 
sensitive, rapidly moving situations do not lend themselves 
well to committee-type oversight. However, for longer range 
programs and assured support, it is essential that all 
Services eventually become institutionally involved :n the 
decision-making process. 



xxiii 




BUDGETARY SUPPORT OF THE JTF (U) 

1. (U) Because the JTF was not an established organization, 
the Services voted funds on a quarterly or project basis to 
the JTF. Fund distribution authority was held at Service 
level and not allocated to the JTF. This arrangement 
necessitated extensive briefings and justifications of 
projects as training and planning progressed. A key problem 
was that unprogrammed requirements, generated as a result of 
new Intelligence or training developments, resulted in 
frequent returns to the Services for additional support. No 
solution was ever found that was satisfactory to both the 
Services and the JTF. 

2. (U) The impact of this system was that the JTF had to 
utilize Service base facilities without normal funding 
coverage. This caused considerable distress at posts and 
bases that had to absorb the present cost and hope for 
later compensation. Though no lack of support resulted, 
local attitudes and feelings were unnecessarily strained. A 
significant problem was that these budgetary considerations 
reduced the planning flexibility of the JTF commander. If 
he desired to change the scope or duration of a training 
exercise he usually had to return to the Services for 
funding adjustments. This was unnecessarily burdensome and 
cumbersome for the Services as well as the JTF. 

3. (U) RECOMMENDATIONS: Future JTF's should be given approxi- 
mately one third of the O&M funds and ASIF funds allocated per 
quarter. Additionally, the JTF should be given a project 
code and a Class B agent from the outset. A service, or OSD 
should be designated as the Executive Agent for JTF operations. 
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SERVICE FOCAL POINTS (U) 



1. (U) DISCUSSION: When the JTF was formed, only the Army 
had a cohesive focal point system that provided the JTF a 
point of contact for all coordination. Significant problems 
arose in this area concerning other Services* logistical 
support, funding and field coordination. The other three 
Services eventually developed multiple POC's for these 
problems but it was not until later that an attempt was made 
to develop a single Service POC, 



2. (U) RECOMMENDATIONS: Each Service should provide a 
focal point officer to coordinate all special operations/JTF 
support. Additionally, each Service should have a knowledgeable 
Action Officer who can assist in funding, logistics support, 
base coordination and air support. 
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SUBJECT: Operations, General (U) 



Item No. A-1 



OVERVIEW (U) 



INTRODUCTION: 

?o^ir^ Joint Task Force was formed in November 

^97W, the ability of the Dnited States to conduct 
special operations over extended distances was minimal. 
Thirteen months later, by December, 1980, the United States 
had a highly trained force capable of projecting itself 
anywhere in the world and conducting successful operations 
against precise targets. Most noteworthy was that the 
DOD had developed a data base for worldwide force prepara- 
tion and projection. JTP had developed a "mix and match" 
technique to quickly tailor forces and capabilities to 
whatever scenario was presented.'"^ 

Participating units developed appropriate force mixes 
and trained together to the point where they were able to 
perform effectively, during complex mission scenarios. From 
the beginning, all commanders concerned recognized the 
necessity to work closely together ftit success. This was 
accomplished through numerous joint meetings and field ' 
exercises.T No^gfbund operation was attempted that did not 
involve full participation by "transporters and supporters." 
Concurrently, ground elements developed techniques that 
significantly enhanced other elenjgjjts of the force; e.g., 
refueling operations and airfield seizures. 



To completely understand the breadth of development 
by "the JTP, a comparison of capabilities by timeframe is 
Indicated: 

November 79 

No trained helo crews 

No NVG trained MC-130 crews 

No "low level trained 'aC- 1 30 crews 

fk^lrsjjJbt JEully trained in: 

NVG use 

Airfield Seizure 





A 



DELTA only trained force ^ 

No trained strategic airlift 

No integrated secure communications 

y}o ir-country support 

. Minimal^ intelligence infrastructure 

April SO ^^gf^ 

BH-53 trained crews 

HC-130 crews trained in NVG's 

: AC-130_:Crews trained in modified low level 

Range rs_ trained in NVG use 

Secure communications for 5 of 22 air assets, 
'^18. .ground sets 

Better intelligence assets available 

January 8 1 

/'/ Trained helo assets: 

/ 



A 




* Modified for long range 

EC-130 crews fully trained in: 




^ AC<-1 30 ' s . trained/equipped withH 
"* secure" communications 






"1 


L 


^1 \ 
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DA capability 

CCT developed significant capabilijties^^^ 
landing aids, ground management and mixe 
helo/fixed wing operations 

Refuel options extended to olivets, bladders or off-helo 
^with Night Vision devices under conditions of total 
darkness J 

'C-141B's trained in: 

Blackout landings 

Fast fuel operations 

Helo off-load 

Extraction organization 

Secure communications for 50 -i- terminals 

AWACS with air superiority package fully 
_ trained and Integrated 

More fully developed intelligence options 

Though the range of accomplishments does not directly refer 
to ground capabilities, all force improvements directly 
contributed to the success of ground operations. Without these 
force improvements, ground operatiqixs.. planning would have been 
severely restricted and high risk* It should be noted that the 
entire range of forces and capabilities has not been exercised 
jointly since October, 1980, and the continued lack of a compre- 
hensive exercise program will severely degrade the critical skill 
level of all participants. 

d. (U) Throughout the lifespan of the JTF, intelligence was 
recognized as the most important factor. Forces could move 
15,000 miles with speed and secrecy but totally fail for lack 
of good data concerning the last kilometer. Accordingly, 
ground operations were driven by intelligence, or the lack 
thereof. In cases where good intelligence was not forthcoming, 
units trained on notional scenarios that could be rapidly 
shifted to specific training once hard data was available. 
However, without good target data, no commander could provide 
the NCA with reasonable assurance of success. 




e. (U) Very early, the JTF recognized that the operation 
would be a high risk undertaking. Margins could be reduced 
by careful force selection, demanding training and by as much 
redundancy as available forces would permit. However, the 
normal "risk reducers'* - mass and firepower, could rarely be 
applied. Accordingly, there was always a high risk incident 
to the operation. In subsequent operations this high risk 
fact of life must be recognized and accepteO. by authorities 
rather than yeilding to the normal inclination to force a JTF 
to attempt redundancy backup options that in fact only 
detract from the economy of force principle that must 
characterize the main effort, 

f. (U) The JTF developed a very effective capability, 
however, this was not without cost in terms of dollars, 
manpower and equipment. The success of special operations 
requires deviations from normal conventional operations 
and frequently involves the disproportionate expenditure of 
resources when compared to a similarly sized conventional 
force. 

g. (U) The requirement for extensive joint training meant 
high costs in the areas of flying hours, procurement and base 
support. Likewise, the highly selective nature of the 
program required unusual and specific personnel actions 
resulting in 100% manning of operational units with nominated 
individuals. 
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^OPESATIONAI. SCEN&RIOS 



a. f^') The JTF developed several operational scenarios with 
potential worldwide application. These scenarios involved 
several JTF force mixes and could easily be Vriried to fit 
local conditions. The major aspects of each plan were 
fully trained and rehearsed during the JTF joint cxer-iseSr in 
most cases over actual distance and with real time constraints. 
A synopsis of the scenarios follows: 



AS 



Scenario A 



Forces Involved 




AWACS 

Air Superiority Package--fF-14/KC-135) 



mjt.m..l*fl^WJri : 



aunch a force non-stop f rom CpNUS or 
3Str ike a^HargeE and 



j;Lecover t he forceTa 
(2) (U) TECHNIQUE: 




Throughout 
id control 
and the fighter package, air sape: 
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yf) Scenario B 

Forces Involved: 





(1 ) 



) REQUIREMENT: 



uH "6o/cg-4 7 Hejjigpataxs 

MAC C-141BS 
AWACS 

Air Superiority Package (F-14/KC-135) 
Take advantage of JTF helo assets and 



permit a direct helo assault with a large force* 
(2) i^) TECHNIQUE: 



(a) ^ii^^ixed wing elements with jissault,, airfield ' 
" seizure, and reserve forces preposition at appropriate 
^ fixed wing bases in-theater« The^helicopters are 
"Organized into a "^^^b tent Charge" package and are 
separately prepositioned at a friendly base as near 
as possible to the target location. 



A,!3 



0^ NOTE: "Potent Charge" refers to the cellular 
organization of helos where a PA^ LOW leads a 
section of OH-6Psr'''HE-^3s and CH-47s. This mix 
permits the force to take advantage of .the PAVE 
•T30W navigation ability while retaining ^he lift 
'and mobility of the. other helos* 

(b) Upon executionr the Potent Charge package 




remain on 
depart. 



e ground, and the fixed wing aircraft 



ift off to conduct a direct 




These helos then form a reserve force for 
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d. 



ft* 



A 



:orce conducts refuel ops and 
mmrri fniwrju hhe nearest friendly, loc ation und er 

As before, SS^^aSs 
'ovides command ana coiitrol; the fighter package 
provides air^ superiority. 

Scenario C 



Forces Involved: 




MC/EC/AC-130S 
101st A bn^ 

MAC 

C-141B/C-5 
AWACS 

Air Superiority Package (F-14/KC-135) 




(2) ^j^^ECHNIQUE 



, forces. jCQUldJ^aiuiph^rom CONUS. 




ror the assaui 



The helo force, launches tOMard the objective and the 
C-5s return. /nOTEi If^ range from the launch site 
is a problem, the. d[H60 force has the capability to 
conduct refuel ' o^s^Vl'th the other helos. 



TBjrt^ At H hour^ AHIGs- sui 

immeoiate threai 




ts_of 

then 

exr supporting 
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e. 




procedures remain tine same as in previous scenarios 
:except that the short-legged helos are destroyed in 
place. 



The AWACS provides conunand and control; the fighter 
package, in conjunction with the E-3A, provides an air 
umbrella for the operation. 



Scenario D 



Forces Involved: 



mm 



Abn 
UH-60/CH-47. 
MAC 

C-141B 

AWACS 

Air Superiority Package (F-14/KC-13§) 

^ REQUIREMENT; Provide ^t' he JTF with the ability to strike 

ver widely separated terrain* 




ixr^t. all scenarios and the most 
difficult to control in that it combines key aspects of all 
previousjfififlfiiios^^ The targets will be referred to as 
Targets 

(2) TECHNIQUES: 






e extraction field, 
d the fixed wing and depart while the 



The Potent Charge package 
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personnel 
refuel an 

distances are a 



3[.S<r Command and control is provided by the AWACS; 
"the fighter package provides air superiority for the 
J^^ationT*^; 

NOTE: In all scenarios, the single most limiting 
factor is the small number of refuelable MC-130 
aircraft in existence. 
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_ individual tasks required for mission execution were 
identified and appropriate training initiated at the 
component level. While unit training was underway the 
planners would then begin the development of a joint 
exercise to bring the force together operationally, in as 
realistic an environment as practical, for the purpose of 
concentrated training, logistical testing, and concept/ 
scenario validation and refinement. 

b. (U) Training sites were nominated after weighing the 
operational security considerations associated with JTF 
activity at the site; distances between targets, operating 
locations, support bases, etc.; geological and climatologi- 
cal realism; and operational availability. Site surveys 
were conducted in advance of final site selection to 
confirm preliminary data. The site survey teams consisted 
of a representative cross section of the JTF staff, 
operators and logisticians from the components and, in 
some cases, of advance party personnel who would remain 

on site as JTF representatives for administrative and 
OPSEC purposes. The surveys were extremely valuable in 
that they provided excellent insight into potential 
problem areas and established the necessary rapport with 
the locals who were invariably grossly inconvenienced by 
JTF activities but, with few exceptions, turned out to be 
totally cooperative. 
(.10 

c. (C) Joint exercise planning was conducted, for the 
most part, by component planners. The JTF staff would 
present the scenario, outlining the requirements in broad 
terms, and give the units freedom to develop the 
details. Because it was known that, once the required 
intelligence was provided, there would be very little 
time for final planning, exercise planning time was 
deliberately kept to an absolute minimum, never more than 
five days. Following plan development the operators 
would backbrief the JTF Commander, make necessary changes 
and, following publication of the order, execute the 
mission. The joint planning capability developed and 
demonstrated by JTF components during the course of the 
JTF's existence was truly remarkable, ^^Exercises involving 
more than a hundred aircraft and well over a thousand 
people were planned in days (in one case, 24 hours) rather 
than the months required for conventional exercise 
planning. 
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4. CS') LESSONS LEARNED: 




a. (U) Scenarios are complex, with timing delicate, 
component coordination critical and, above all the 
individiial and combined skills perishable. Joint exercises 
are absolutely mandatory if the capabilities developed by 
th^^TF are to be maintained. 

,b. {^) While exercise planning time requirements were 
demo rist rated to. be short CExercise POISON DART, was 
replanne d with in 12 4> and ^executed "within 48' hours of 
^gs>eiBLthej^jpeI.ated delay) the planning skills and logistical 
support system are as perishable as the operational 
skills. Lead time from a cold start to a plan development/ 
publication ^^a joint exercise execution would probably 
be at least Updays. Timing from a cold" start to-mission 
execution of ajaig^on^ such as SNOWBIRD (S) could be 
appr ox ima t ely I 




c. (U) Planning techniques that evolved proved very 
successful and can be summarized as follows: 

(1) (U) The JTF staff was too small to do detailed 
planning, however, details are best left to the 
component planners. The JTF passed the overall 
objectives and methodology of mission execution to the 
unit planners who performed all detailed planning. 

(2) (U) Flawless coordination is absolutely essential 
and the press of time demands aggressive pursuit of 
that level of coordination from the first minute of 
planning. Any change in one unit's plan invariably 
affects others. As a result, It was best for all 
participating planners to conduct the planning as a 
group throughout the entire planning exercise including 
the final backbrief to the commander. 



d. (U) In order to assure the JTF commander that the 
force was completely aware of his intentions, the final 
plan was backbrief ed to the JTF commander by the individual 
unit commanders. (Intermediate backbrief s to the JTF 
operations officer at various phases of the planning 
cycle also proved valuable. ) In this way, any potential 
mistakes in communications are uncovered during the 
feedback to the commander. 

5. (U) A summary of JTF exercises is shown in the following 
chart. 
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TRAIN EX M 
BONEY BADGER: 
UB-60 

B-53 

JOINT 

PBOENIX 



NORTON APB.„aU- 8 JDN-3 JUL ARMY COMPONENT 

TRAINING 



ORO GRANDE 
BAf^ CAMP, NM 

DOGWAY PV.CVI'.^C- 
GROUNDS, DT 



15 JON-3 JUL OSAP COMPONENT 
TRAINING 



JOINT TRAINING 




OUGWAY 
ORO GRANDE 
NA5 PALIiON/NV 

TONOPAS TEST 
RANGE r NV 



J^OLL FORCE 

TWO TARGETS 

TWO FORCES - TWO 
SEPARATE TARGETS) 





RICXENBACRER AFB, 
OH 

CANNON AFB, NM 
BOMESTEAD AFB, FL 

MAXWELL AFS. ftl. 
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SUBJECT: Operations, General (U) 



Item No, A-2 



NIGHT VISION DEVICES (U) 



1. (g? PROBLEM: Mission req»:irer.ents dictated operations 
under conditions of total darkness* At the onset of JTF 
operations only one force, consisting of less than 100 
troops, was equipped and trained with that capability. 



* troops 

* A op erat 

forces 




IMMEDIATE SOLUTION: MC/AC/EC-I 30 aircrews, H-60/H-53/ 

'AH-1 helicopter crewmen, refueling operators, combat 

control team, and C-141 crews, as well as 800+ combat 
troops, were trained to a high degree of proficiency in night 
op erat ions with Night Vision Goggles (NVGs). JTF-trained 
forces developed a capability to airland fro m long range, 

t 



^^^^^^^^^^^^^^^^^^^^^^^^^^^^^^■r^wicnour display mg"~ar 

^^^^^W^^^^fl5n?^^^S^capSff^Tties attained with NVG's 
provided a range of operational options never before attained 
with Free World forces: a quantum leap forward in terms of 

the ability to project a special operations force on a 
worldwide basis and conduct an enjbire operation completely 
linder the cover of darkness, . ^- 

3. (annONRESOLVED PROBLEMS: Presently available AN/PVS-5A 
NVGs have several operational * limitations. Current NVGs are 
heavy (28 02), require minimudi levels of astral or lunar 
illumination, and must be manually refocused for near 
(inside cockpit) or distant . (outside references) vision. 



msidc 



4. JS^ DISCUSSION: Newer model AN/AVS-6 NVGs are lightweight 
(14 oz), and can be comfortably worn longer, require no 
starlight or moonlight;^(Night Vision Lab estimates indicate 
a 1000% improvement insight amplification), and have an 
automatic focus for near or distant vision, jThey would 
provide a capability for operating under conditions of total • 
darkness and in nearly all weather conditions except fogr 
Acquisition of these "Third Generation" NVGs would provide an 
increased safety margin, ensure continued progress in 
operat ions Tduring total darknessX and allow development of 
additional blackout tactics and techniques, 

RECOMMENDATION: (U) Provide available AN/AVS-6 NVGs to 
components for testing under operational flight conditions. 
As they become more readily available, replace all older 
model NGVs, 

OTHER RELATED ITEMS:. C-3, D-9-15, H-5, . 



PER§ONNEL/UNITS INVOL\'ED: US Ar.Tiy Night Vision Lab 

Fort Bel voir, VA 
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SUBJECT: Operations, General (U) 



Item No« A-3 



LOADING/COMPATIBILITY (U) 



TOPIC: C-5A/Tactical Helicopter Transf-^rti^jil ity Exercise (U) 
SUMMARY: 

1. (U)I^PURPOSE: Determine load and unload factors associated 
with tacticaj. helicopter movement in the C-5A* 

/ ■ 

2. (U) MAJOR POINTS: A C-5A air transportability exercise was 
conducted at Fort Campbell r Kentucky, and Eglin AFB (Hurlburt), 
Florida, during the periods 8-11 October and 28-29 October. 

i . 

3. (JZ) LESSONS LEARNED: The following load/unload factors were 
identified: 



- C-5 taxi/kneel time: 20 minutes* 



A 




Unload ^^2l«HIHlHHHIii^^HV'^^°^ ramp down. 
Un load ing- aiK^eassemBT^accoinpnshe d under 
blackout/red light conditions. 




The Air Force exercise loaded tw< 
from ramp down. 

^ Unloading and reassembly accon^lished under airfield 
portable light units. 



— Reassembly time: 
unloading* 




after 



OTHER RELATED ITEMS: A- 7 

PERSONNEL/UNITS INVOLVED ^^mmH MAC 
ATTACHMENTS: C-5A Helicopter Load Plan 



/ 



A-14 



SUBJECT: Operations, General (U) 



Item No. A-4 



LOADING/COMPATIBILITY (U) 



TOPIC: Test and Evaluation of Corobat Loading of OH-58 

Helicopters with Short Skids on C-130 Aircraft (U) 

INTRODUCTION: 

U rJ) 'Attest loading of an OH-58A helicopter equipped with 
modified ..'.cids aboard an EC-130 aircraft {less console), 
v/as conducted at Hunter AAF, GA. The^ iTRprovec^sH^ids , 
specially designed and fabricated by Bell' Helicopter, 
Inc., Amarillo, TX, , were designed to reduce the height of 
the OH-58 enough to permit loading aboard a C-130 without 
removing the main rotor blades and mast. The height of the 
OH-58A was reduced from U5,3 inches to 107 inches. 

2. (U) The objectives of the test were: (1) to determine 
minimum essential assembly and disassembly required to 
load the OH-58, (2) to determine the problems encountered 
in load and off-load, (3) to make reconmr^ndations for.. _ 
fjit^ther sJd^ .modification and (4) to" determine the 
ro in.iinuro time -geaiA cad off-load the OH-58 and~place it in 
T dP^a433i fix'^onf iglir^^ ion • 

TEST DESCRIPTION: 

-n-ri-tDTiceparation of :he 0H-5B: 

a. (U) The assembl^g^f^, riTodified skids were mounted on the 
OH-58A in 30 minutes. This operation required using 
a five ton wrecker to lift the helicopter since 

-•-standard aircraft jacks will not fit under the OH-58 
once the modified skids are installed. 

b. iJJ) The FM radio antenna connectors were removed from 
the vertical fin, three of the four vertical fin retaining 
b^lts were removed and the fiii was rotated 90 degrees 
to provide maximium tail bocin ground clearance. The tail 
rotor was aligned parallel to the taij^oom and the main 
rotor was secured with the blade tie down. These 
procedures required four and a half minutes. (NOTE: 
It was later determined that the vertical fin should be 
completely removed as it was very fragile when secured by 
only one— bolt* )- 



2. (U) Loading Procedure: 



rET 




a. ^i}) A towing bridle was formed by securing a chain to 
each rear skid cross member and then to the C-130 winch 
cable. Ground handling wheels were placed on the skids 
and the aircraft was winched tail first to the top of the 
C-130 ramp. CAUTION: The main rotor must be controlled 
to preclude hitting the cargo compartment ceiling. 
Similarly, tail boom clearance at both the cargo compart- 
ment floor and the ceiling must be controlled to preclude 

^ damage as the OH-58 is winched up the ramp. (NOTE: It 

was determined that the UHF antenna mounted on the OH-53 
chin would not clear the pavement as tjie aircraft moved 

* up the ramp, so it was removed)." 

b. utT) The OH-58 was winched into the cargo compartment 
until the forward rotor blade was behind the upper cargo 

^ compartment door of the C-130. Ground handling wheels 

were removed, the forward rotor blade was secured 
and depressed six inches with a second rotor tie down and 
i then the helicopter was secured in the cargo compartment 

• of the C-130 with standard chains and a strap. 

3. (U) Off-Loading Procedure: Aircraft tie downs were 
removed and the ground handling wheels reinstalled on the 
skids. The helicopter was then pushed down the C-130 

ramp and clear of the C-130. The vertical fin was attached, 
the FM radio antenna was reconnected, the UHF antenna 
v/as remounted, and the aircraft was flown. The entire 
procedure required seven minutes and could be further 
reduced by three minutes if the UHF antenna were relocated 
to preclude the necessity for removal and reinstallation. 

4. (U) Problems Encountered and Recommended Solutions: 

a. (U) Securing towing chains to the aft skid cross 
member is hazardous, since the chains could slip up the 
cross member and damage the aircraft fuselage. Addition 
of tow rings at the rear of the skids is recommended. 

b. (U) The shortened skids reduce UHF antenna ground 
clearance to four and a quarter inches. This creates e, 
flight safety hazard and dictates that the antenna be 
removed prior to loading. Relocation of the antenna 
further forward on the chin or nose of the OH-58 is 
recommended as a solution to both problems. 

c. (U) The break-under angle between the C-130 ramp 
extensions and the runway creates a problem during 
off-load. As the skids negotiate this angle, the ground 
handling wheels lose contact with the ramp and for 
fourteen inches of travel, aircraft weight rests on 
the forward and rear ends of the skids. The resulting 
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high drag can only be overcome by gathering considerable 
momentum when pushing the helicopter down the ramp to 
preclude it becoming stuck at the boutom. This problem 
could be reduced by either tapering niie rear fourteen 
inches of the modified skids or by bending them up in a 
manner similar to the forward end. Longer ramp extensions 
for the C-130 v/ould also alleviate the problem by decreasing 
the break-under angle. 

d. (U) The rear anti-collision light on the OH-58 cleared 
the pavement during load and off-load by only one half 
inch. It is recommended that it be relocated higher on 
the aft fuselage to preclude damage. 

e. (U) The ceiling lights on the C-130 cargo compartment 
are located along the aircraft centerline and represent 
the height restriction on the compartment. Loading 

the OH-58 off-center by about five inches increases 
masthead to ceiling clearance by about two inches 
which adds a significant safety margin. It is recom- 
mended that the OH-58 be loaded off-center to minimize 
the hazard to the ceiling lights on the C-130 and the 
masthead on the OH-58. 

f. (U) As previously mentioned, the OH-58 vertical fin 
is very fragile when secured by one retaining bolt and 
rotated ninety degrees. Removal of the 'fin reduces 
potential damage and adds only seconds to helicopter 
disassembly/ reassembly; 

5. {IT) Operational Evaluation. The following comments concerning 
the operational impacts of the modified skids are based upon 
very limited flying hours (approximately four) but nonetheless 
seem intuitively valid; 

a. (U) The low ground clearance (four and cne quarter 
inches) on the UHF antenna is a hazard. Operating from 
soft or irregular surfaces would be dangerous. The 
antenna should be relocated from the underside of the 
aircraft. 

b. (U) The low ground clearance for the rear anti-collision 
light poses a similar proclem to the UIIF antenna. It 

too should be relocated. 

c. (U) Operation of aircraft is limited to hard, smooth 
surfaces. Since ground clear -thc^; is about four inches, 
small stones or sticks could puncture the fuel cell on 
landing . 

d. (U) The skids flex on hard landings. Flex beyond 
three or four inches results in damage tc tlie underside 
of the OH-58. As a result, autorotat ions could be v^^ry 
dangerous and there is no margin of error for initial 
pitch pull. 
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e. (U) The shortened skids permit operations closer to the 
ground, tree tops, etc:, presenting a lower silhouette'" 
to the enemy. 



f. (U) The unfamiliar height presents an initial safety 
hazard to individuals accustomed to working around 
"normal" OH-58 helicopters. 

g. (U) The skids themselves present no new maintenance 
problems but the reduced aircraft height induces problems. 

h. (U) Fuel samples are very difficult to collect. A 
short baby food jar is about the only collection vessel 
that will fit under the aircraftr 

i. (U) The jacks for the aircraft will not fit under it 
with the shortened skids. A wrecker or crane must be 
used to lift the aircraft by the masthead eye. 

j. (U) The engine and transmission are more accessible 
with the reduced height. 

SUMMARY: 

1. (U) The modified skids represent a milestone development 
in terms of OH-53 deployabil ity . The substitution of short 
skids, a process which requires one half hour, permits 
loading oneJpH-58 aboard . a .e-1 30 aircraft. The OH-58 

can be unloaded and flown within five minutes after the 
C-130 stops. Previously, loading aboard the C-130 was 
possible only after the main rotor and masthead were removed 
a four hour operation. After off-loading, another foar*^^ 
and a half hours were required to reassemble the helicopter. 
The ^hort skids introduce some potentially severe hazards 
and operational constraints on the aircraft. These must 
carefully weighed against the mobility gains, A compromise 
would be to dej>loy the aircraft with the short skids and 
send the normal ~skl^ in a follow-on support package. The 
aircraft would thus be more immediately available for 
missions, with some constraints on landing surfaces, 
but could be rapidly converted- to normal skids. The 
net saving in maintenance time would be about eight hours 
and a true air rapid deployment capability would be gained. 
Q . 

2. lit) While this test was conducted on a C-130 aircraft, 
the same height restrictions exist on C-141A aircraft and 
thus the increased OH-58 rapid deployment capability 
applies to it as well. 



Other related items: A-5 



{Note: Improved Skid) 



PERSONNEL/UNITS INVOLVED: 
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SUBJECT: Operations, General (U) 




Item No. A-5 



LOADING/COMPATIBILITY (U) 




TOPIC: .■^■■■pra 

1. (U) TASK: Transpor 




.operating areas witfi"capaDT^^^ror immediate employment, 

2. (U) DISCUSSION: 

a. (U) Concept was developed, and planning initiated in early 
June 1980, Major problems encountered concerned rapid 
helicopter off-load with C-130s and preparation for flight 
in minimum time. 



'resulted in modification of the aircraft skids. (A crank 

• mechanism was attached to a telescoping skid assembly to 

permit manual lowering of the aircraft. Two types of 
skiJ assemblies were provided: a straight crosstube 
assembly, and a formed crosstube assembly. The formed 
crosstube _assembly allowed the OH-58C to be lowered more 
than the straight crosstube assembly). Despite this 
modification, the OH-58C did not permit sufficient 
clearance for loading into the EC/MC-130. Future loading 
should be four OH-58Cs in the, C-141B. 

final ca pability provide d for off-loading, rigging 
and takeoff w i thin^^UJ[|^J[^pecial care must be 
- LdktfJi buring of f-loa^t^angntl^j ground handling wneels 
with the ■£3?v|30 ranip'-Jx tens ions. MAC Headquarters is 
wo rising on a ramp modification to preclude the ground 
handling wheels from missing the ramp. 

d. (U) A detailed tactical On and Off-Loading SOP is being 
developed by the 101st Airborne Division (Air Assault). 

3. (U) RECOMMENDATION: Continue training with ground tactical 
units and helicopter components to refine techniques and 
maintain proficiency- 




PERSONNEL/UNTTS INVOLVED: 




A-20 



SUBJECT: Operations, General (U) 



Item No A- 6 



LOAD ING/COMPAT IB I LIT Y 



TOPIC: H-53/C-5 Loading Test (U) 
SUMMARY: 

1. (U) ISOW conducted test loading of the HH-53H on the 
C-5 in Oct 80 for the purpose of: 

a. (p^) Establishing breakdown time* 

b. (U) Determining personnel and equipment requirements. 

c. (U) Determining unload and reassembly time. 

d. (jT) Documenting of specific elements of H-53/C-5 air 
transportability. 

2. (U) LESSONS LEARNED: Highlights of findings are summarized 
as follow: 

altu) Breakdown tiTneiJ|^^^^^B|^air craft. 



b. (U) Number of aircraft maintenance personnel required 



Onload time: 




aircraft. 



for: 



Jf^y) (U) Teardown: 




(2) (U) Buildup and functional aheck flight: 10 



J^dr^) -4^) Onload/0£f-load: 




c.^ (U) Equipment Required: 




aircraft will be required.) 



( 1 ) (jiJ*) Seven and a half ton crane. 



(2) (U) Blade handler. 



(3) CXJ}Air Transportability Kit. 



(4) (U) Three-quarter inch, one-half inch, three-eighth 
inch torque wrenches. — 



(5) (U) Five ton jacks (2 each), 

(6) (U) Jacking beam. 

(7) (U) Blade racks. 

(8) (U) High pressure air oCiT.pressor (with servicing 
adapters } • 

(9) (U) Low pressure air compressor (with servicing 
adapters } • 

(IC) (U) Main rotor head/gear box sling assembly. 

(11) (U) Maxi tool kit. 

(12) (U) Cargo straps. 

(13) (U) Tow bar. i 

(14) (U) Aircraft tow vehicle. 

CiET) Of£-load ^^^^ij|||^HHK.^^^^^^^* 
(1) ((fy Reassembly time: ^^H^H|Bair craft. 



(NOTE: Night conditions will have no effect provided 
adequate lighting is available. Accomplishing 
disassembly/reassembly witho%;t the C*3 interior light 
is considered too hazardous to attempt. Onload/off-load 
with internal C-5 lighting only is feasible but may require 
additional time* (Night time reassembly was not accon^lished 
during this exercise. ) 

e. (U) Major Problems Encountered: 

(1) (U) Nose gear axle was difficult to remove on one 
aircraft causing a delay of approximately one hour. 
Axle had not been painted^ but fit excessively tight. 

(2) (U) The winch on the C-5 aricraft broke during 
onload of the second aircraft. C-5 arrived with only 
one operational winch. 

(3) (U) C-5 load plan for the HH-53H was not available 
to the aircrew. The aircrew stated that a load plan 
had been developed, but was not yet in the dash nine 
technical order. 

(4) (U) Protrusion of the Doppler antenna below the 
belly of one aircraft delayed onload/off-load times due 
to increased strut s^srvicing requirements. * 
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(1) (tr) The HH-53H 650 gallon external fuel tanks can be loaded 
on the HH-53 aircraft sponsons using mattresses and cargo' 
straps for security. This eliminates the requirement for 
floor loading the tanks in dexion crates. 

(2) (U) Maintenance personnel performing the onload/off-load and 
buildup were inexperienced. With trained/experienced 
personnel, onload/off-load times should be reduced by 30-40 
percent. 

(3) (U) Experience gained from this exercise has generated 
numerous local actions to reduce time and improve procedures. 
Assistance from the Navy representative and comments on the 
C-5 checklist are being developed and alternatives to 
excessive strut servicing are being pursued. 



3. (U) RECOMMEND: Continue testing to further refine techniques. 

Insure documentation of procedures. Continue training to insure 
development and maintenance of an adequate number of mission 
capable personnel. 



PERSONNEL/UNITS INVOLVED: 1S0W, MAC 
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SUBJECT: Operations, General (U) Item No. A-7 

LANDING/COMPATIBILITY (U) 



TOPIC: UH-60/C-5A Transport/Off-load Testing (U) 

!• (U) PURPOSE: Determine load and unload factors associated 
with UH-60 movement in C-5 aircraft. 



2. (U) DISCUSSION: Loading factors for the UH-60 that were 
developed during the initial acquisition .of the weapon 
system were geared to strategic mobility only. As a result, 
the optimum loading configuration was defined as that which 
would provide for the movement of the^ greatest number of 
helicopters with no regard for quick tactical employment. 
The JTF requirement for rapid off-load and utilization forced 
helicopter operators and airlifters to re-examine existing 
data and methodology in search of improved methods. To that 
effect, several loading tej^s were accomplished and training 
conducted from which a tactical loading conf igutation was 
established,-— 



3. (U) LESSONS LEARNED: 



a* (U) The C-5 must kneel for loading /unloading operations. 
The time required for kneeling the C-5 is 20 minutes with 
aircraft engines running. With engines off, engagement 
of the APU requires 10 minutes resulting in a total 
engine off kneel time of 30 minutes, 

b* (U) Front unloading is accomplished with aircraft in 
forward kneel position. This configuration results in a 
12 degree front ramp angle and a 19.9 deg'iree rear ramp 
angle (excessive ramp angle hampers rear doOr exit). The 
C-5 can unload from the rear but this requires the 
aircraft to go down to a full kneel (taking 10 minutes 
from front kneel position). Full kneel results in a 15.7 
degree front ramp angle and a 14 degree rear ramp angle. 

c. tU) ,TE73s^PPsaij3le, to load^JBfcjH-60^on the C-5. 
However, "this configuration requ?res||^jBBl the UH-60s to 
have the stabilat ors removed. (In tn^straleglc airlift 
mode^JH^^^HI^can be disassembled and transpoi 
When^j^^^^^^^u^are carried^, the unload time'i^ 
and t^ ^fftcraFt'^can be expected to be ready t( 
mHjl^from the time the aircraft kneels and the 
is lowered. 




4 



SEejtE^" ^ 
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f, (U) All unliaad/reassembly operations have been conducted 
under red light conditions. While total blacked operations 

would be possible with sufficient training,, current 

precautions with regard to security of C-5 landing a^cras.-S?^ 
negate such a^equirement. 

4. (^) RECOMMENDATIONS: The importance of constant, realistic 
training cannot be overstated if units are to maintain 
proficiency in unload/reassembly operations. Training must 
continue on a regular basis. 



OTHER RELATED ITEMS: A-3 



PERSONNEL/UNITS INVOLVED: ^MAC/XOZ 

^ 101 Aviation Gp AFJiB--^KF-C 
Ft. Campbell, KY 



SUBJECT: Operations, General (U) 



Item No. A-8 



. LOADIWG/COMPATIBILITY (U) 

TOPIC: UH-60/LHA, LPH, CV Compatibility (U) 

SUMMARY: 
< * 

1. irU) Ihtroduct ion: From 18-20 August, personnel from the 
lOisfc Airborne Division (Air Assaul t )- -conducted a compatibility 
test of the UH-60A helicopter aboard Navy ships at Norfolk, 

VA. The purpose. of the test was to determine systems 
compatibility {>rior to any operational training aboard the 
ships. In addi'^thon,' the UH-60A positioning device fabricated 
by the Transportat^ion Engineering Agency was tested. The 
following ships," docked at Norfolk, were used for the test: 
CV-62 Independence, LHA-2 Saipan and LPH-2 Iwo Jima. 

2. CCl General Findings: 

a. (C) Long range helicopter navigation to the ships 
presents potential problems. Navy ships rely on 
TACAN and ADF for long range aviation. The UH-60A is 
equipped with ADF and VOR, however the ADF .frequencies 
are not compatible. It was determined that the only 
compatible system is IFF/Transponder . Several remedies 
to the problem were identified: (J) use of an E-2 to 
vector the tJK-60A*s, (2) temporary installation of an 
Army VOR beacon on the Navy ship, (3; msking. the ADF 
• frequencies compatible or, (4) relying on fPF/Transponder 
.and ship's radar, • 

, Vi' 

(U) During landing of the UH-60A, the pilot's forward 
ground visibility is very limited. Landing Signalmen 
aboard Navy ships must be stationed well forward offset 
from the desired landing spot for the pilot to be able to 
see them. 

c. vU) Lack of a rotor brake on the UH-60A could cause 
rotor ccast down to be as long as 10 minutes in higher 
winds. This presents a safety hazard and a limit to 
rapid landings of large numbaus of UH-60A since the 
aircraft cannot be towed until the rotors stop. According 
to Sikorsky, installation of rotor brakes would require a 
nev; transmission design and about 18 months to develop. 

d. (L) Folding of main rotors requires that the rotor 
tips not extend over the side of the ship. To permit 
rapid folding after landing, the deck spots must be 
adjusted inboard to permit walking around the blades. 



e. (U) Universal tow bars with small diameter wheel pins 
on the Navy ships are compatible with the tail wheel of 
the OH- 6 OA. 

f. (U) All ships have gravity and pressure fueling 
systems available as well as gravity de-fuel. (These are 
required for main and auxiliary fuel systems on the 
UH-60A). Nozzles are compatible. 

9* (U) Ships electrical systems and plugs are compatible. 

h. (U) Maintenance facilities are generally better 
equipped than the 101st unit repair facilities. Army 
shop vans would probably not be required - only spare 
parts (to include avionics) would be required. 

i. (U) Folding the UH-60A tail boom, which requires 
removal of the stabilator, is time consuming (approximately 
one hour) and would be extremely difficult or even 
impossible to accomplish if the ship were underway in 
moderate seas. Tall booms should not be folded. 

no 

j. (J») The specific number of UH-60's which could be 
deck spotted for launch is a function of many variables 
such as SAR requirements, sea state, weather, number of 
tow tugs and ships boats on deck, etc. Similarly, the 
number which could be stowed on the hangar deck depends 
on factors such as quantity and type of ground handling 
equipment, number of ships boats stowed on the hangar 
deck, other aircraft requirements, etc. Due to these 
variables, the actual numbers will vary by individual ship 
— not just by ship type. Only operational testing and 
experience will yield firm numbers for both hangar and 
flight deck capacity. 

3. (U) SUMMARY: 

a. par) The single most important element in a successful 
ship-based operation is crew training. Air crews must be 
thoroughly briefed on the operation, and on Navy procedures. 
As soon as it can be determined that ship-based operations 
are likely, units should begin to train crews on procedures 
found in TC 1-65, Helicopter Operations from Amphibious 
Assault Ships. Additionally, all crews must be thoroughly 
trained in blade folding operations. Crews should be 
trained as a team to perform folding operations in 
complete darkness and in adverse winds. Experience is 
the key to reducing the time required. 
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b. (U) If ship-based operations are expected, it is 
recommended that the unit be able to conduct a short 
exercise of three to four d^i/s at sea. If a ship-based 
exercise is not possible, crew training should include 
several take-offs from and lanoings onto a moving ship at 
sea. The unique and varied wind patterns experienced on 
a moving ship'^s flight deck cannot be duplicated on land 
or on a docked vessel. 

c. (U) It must be emphasized that ships, unlike aircraft, 
are one-of-a-kind items, individually constructed and 
significantly variable. Operational/logistical parameters 
differ greatly between ships, eve n^ those* of the same 
class. Operational planners must review characteristics 
of individual ships to the greatest degree practical when 
developing shipboard exercises. 



PERSONNEL/UNITS INVOLVED: flfHHlHIHH^Hl"^^ ' "^^^ 
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SUBJECT: Operations, General (U) 

LOADi.\^G/COMPATIBILITY (JO^ 



^OPIC: UH-60A, CH-47R and HH-53 
SUMMA^ 

INTRODUCTION; 



Item No.A-9 





/ 




jen coaa^eratwft^dfcwa^rfig JTF mission 
r ning -: — rRicnougrrJactuai fli'^^t tes^* dge^J;ifiig5:3ere not 
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prep af at Idn for testing w i IX h&^of valup_<^uri na fu tur e 
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3. 



^ DISCUSSION: 

a. Operational Considerations: In this type of 

operati on it is ^ ^ii a^^^,^, the helicopters not be 

Therefore, potential 
lited to the normal 
areas of opera tionHjj^Hm^^ or a use pattern would 
have to be estahl isrfedTa^m^consumijiq undertaki 
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subject: operations. General (a) 

GROUND-TO-AIR PERSONNEL EXTRACTION (U) 
TOPIC: Improvement to Pulton Recovery System (U) 
SUMMARY: 

I- (U) A requirement exists to find a shori- ^^v^ 
^^UQ Fulton Recovery System, 

axiiyxe pass. Prxoy to commencing airfaorn^ * 

opIrSw °' ^^y- and A™%^?|^^^^f^ 

°§?F^^i?1f3^fi5®«^s reviewed the project. special 

sysli ^%VSf-^^S|^iI^e^^ «ite Pif ie< 

e4»r Zu . ?" ambient air temperatures. The 

jr.tir.i;.^'. li^^-t.^ ^^^^ 

PERSONNEL/UNITS INVOLVED: 
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SUBJECT: Ground Operations (U) Item No. B-1 



GENERAL (U) 



A,6 



TOPIC: Helicopter Operations (U) ^ 
SUMMARY: 

1. y^) TASK: Develop various airmobile techniques to 
enhance ground operations^ in support of special operations. 

2. ^fSf'ACCOMPLISHMENTS: The JTF developed several techniques 
utilizing helos that made required ground operations possible. 
Even though these techniques are discussed in the Air 
Operations Sections, those items directly applicable to the 
ground forces are covered in this sectionr as shown. 




- Helo Assault in Sugjpoots 
Complex 

- Transload Operations 

- Refueling Options 

- Camouflage of a Refufel Point 



eizure of an Urban 




O 




2 )^Jjgi-;a^£nsSfION : ' Many scenarios envision an 
^ij^yTpTd^lio' be'^ocated in close proximity to the 
target obiecTivesr'^^hus.'nff^jcev to. success is jto be 




:y wnxie reducing the threat reaction.. The 
ma^Jor jDiybLgms^ssoclatgdvn. th.^^ aj 



ime tor nelicoptei 

launch. 

( 3 ) X-ST ACC0M2 H§ HMENTS; - In Oj 
Us advantages (assofiiated withl 

ind as an adiunct. 



>rior to 
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was ;'Qevel6pe( 
be" tailore^it^siz^t^me]e^^^tradeof the 
number o^l^|BH||HPH|||||H||||H^HHH|H^|^he 

^*j^^n s^or t a i'r cifa f t Icequ i r edEO^novemen t and the 
elements' of surprise and speed, 

(4) (U) RECOMMENDATIONS; 

JIT v. ■ 

(a) (U) USAF and Army develop joint doctrine for 
this technique. 

(b) (U) Army develop standard blade folding 
t:its. 

(c) (U") Army and USAF routinely train in this 
tactic. 

(d ) Future helo production provide for blade 
folding and strut lov;ering of small helos. 

(e) ('J) Examine the feasibility of using the more 



.xamine 



ef f icient^^^^Bielicop^ter to reduce airframe 
requireraei 



b. (U; Helo Assault in Support of Seizure of an Urban 
Complex: , 

i^"^^ 

(1) >€n TASK: . Develop an assault technique that will 
permit maximum shock effect and rapid movement of 
ground forces in an urban environment. 

J^S^l) >e*f^ISCUSSION: The successful assault of a_ 

buildinq complex reouirss.^ 




absoiuxe minimu in~time. Addit ionaiTy7 it tne ass igned 
mi#S^ri is to secure tne release of personnel from 



within the complex, assault forces must link li^ wrtfi 
the detainees as rapiS^iy as possible. Conventiona l 
doctrine calls for selection of the*" "best" groun^Hfor 
the helicopte^.JUZ f_^d a shuttle to position the 
entire 'force at the objective. This greatly extends 
the assault time and increases risk. ^ 



0 



vers 
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"D) ^^ACCOMPLISHMENT: To compensate for the unaccept- 
able time requirements and risk of the conventional 
approach, the JTF develop* 

Kp v nhipphivp areas are ^el^tea witSout regard to 

tlyen selected by area for each 

*equiring the pilo ts to trai 

:n a specific^ type of obje ct ivei 




S^^Tomnia rid^a'hd^ corit r ol 
ire operation j.s "accompli shed byflH| 

' ''^^jgUJPflSter control with t^^" 
possible, a coordinator in 
s^^n^aTrcraffbverh^ead, ' It should be noted that this 
technique requires considerable training and involves 
considerable risk, which means that crews must be 
thoroughly trained and screened to insure compatible 
attitudes/capabilities for such an operation. 

(4) (0) RECOMMENDATLQN:__^n^^ train special y 

operations pe'rs'onnel in this technique and permit 
variations from standard helo operating criteria for 
y training. 

• Transload Operations ; 

(1) (U) TASK: Transfer personnel from f ixed wing *to .'^ 
helos or from one type of helo to another. 



(2) J^BT^ DISCUS SI ON : Lengthy, time consuming, long 
distance movements create stress on assault person nel . 
The effect of such moves can be reduced by usinq .^llfed'' 
wing_ aircraft for the bulk of 

thi 




U)(3) (C) ACCOMPLISHMENT: The JTF ground elements 

developed several effective techniques in concert with 
helo and fixed wing forces. The key elements were; 
intensive by name management of the manifest, thorough 
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briefings of the pilots and CCT as to aircraft location, 
and realistic field rehearsals. Sub-elements of 
planning included; security positions, refuel assistance, 
DACO actions and control techniques. 

(4) (U) RECOMMENDATION: Joint Army/USAF training and 
employment doctrine be developed. 

d. (U) Refueling Options : 

(1) (U) TASK: Develop various methods to refuel helos 
enroute to an objective. 



e. 



(2) iSn DISCUSSION: Long flight legj require refuel 

operations .finrJ ^^.^i^xc^ .v ^^^ ^ *. 

f ollowe 



»cedi 




(3) -fsf ACCOMPLISHMENT: The JTF developed, tested and 
validated several alternative refuel options which 
included: 

- Ground refuel: 

— blivets Tai'rdrop oc air;larid) - 

— fixed wing tanker - 

— helicopter to helicopter - 

- Other possibilities to consider:^ 

— on-board a carrier^ or other naval vessel 



"1 
1 




(4) (U) RECOMMENDATION: Appropriate Services maintain 
a doctrinal refuel capability in support of special 
operations, 

(U) Camouflage of Refuel Point : . .. 

(1) (U) TASK: Adequately camouflage POL points in a 
desert environment. 

(2) ij&?^ISCUSSION: Training. exercises i ndica te thit . 

POL iDlivets, FARES "and related equipment_are Jighly 
visible on the flat desert plain. It was determined 
to be impossible to effectively paint the blivets 




since flexibility of the material cracked the paint. 
Additionally, the shape of the system stood out in 
silhouette. 

q (3) ACCOMPLISHMENTsr _ Desert pattern camouflage 

sheets were devised to wrap tHe "Olivets and FARE. " 
system wh ile"^esert-pattern cd'mouflage nets were 
used to cover tj)e entire package to eliminate the 
silhouette. The standard refuel pod consisted of;' 
pump and filter, hoses; 4 blivets,_one mule and a 
"Sheet of plywood with two 2x4- tirabars, camouflage net 
and poles. 

(4) (U) RECOMMENDATION: Army develop a standard 
desert/wooded pattern camouflage sheet' that can be 
used to cover objects. '^^^-SL-.j^j-,: 

OTHER RELATED ITEMS: D-5, D-14.^ 
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SUBJECT: Ground Operations (U) 



Item No. B- 



AIRFIELJ SEIZUP.i:: (U) 



SUMMARY^ 




- Intelligence in support of an airfield seizure 




-"Airfield seizure 




irfielii seizure 

rirfield seizure 



- Vehicle starting 



Note: Air Operations relative tc airfield seizure are 
covered at Tab C. 




a. yiJ*) Intelligence in Support of Airfield Seizure . 
( 1 ) REQUIREMENT : 

(Jja ) Ui^Successf ul airfield seizure is predicated on 
absolufelv accurate and timely information regarding 



_ id to 

DTovide adeq.ua te operational aids to the ground force. 
"•^Sssential inforraatiorT^includes: . 

Immeaiate securx^ force composition 

*^ - General fors§s in local area • 

- Airfield layout 




Intelligence aids required: 




(2) J[|^[tMECOMMENDATIONS : 




(2) (U) Unit S2/J2*s continue to train and play this 
problem. 



b. (U) Aij-field Intrusion. 



A, 



p. 





Based upon the individual situation 

^ne or more of the following JTF 

■"^P^eTope^^JSnnTques would be employed: 




(3) (U) REQUIREMENT: USAF refine "basic doctrine for 
this technique. The criticality of precise timing of 
landing and taxi operations demands thorough training, 
intricate planning and precise execution. The importance 
of maintenance of skills in these areas cannot be 
overstated. 



hVcti 



eld Assault: 



(1) IhSKi Assault and seive an airfield at night. 

(2) J^<^ACCOMPLISHMENT: 



cross-loaded aboard MC and EC-130 



aircraft 



^equTppe^JJjth ijight 
vision g oggled ^■^^^^^■Vwere dividedTinto 
treams with -special ized missions^to include: 




- Reserve forces 

- Command 




manner, 

covered withi] 



jfbul d be adequate 

The aircra: 



tn 



pon land in 



Kimmediately 
!^loaded immediately 



Key initial targets included: 




(3) iff) REDOMMENDATIONS : Army develop stan dard 
tactic a 1 doctrine to cover this technique. JP" 
routinely train in this complex ta 




Combat Control Team (CCT) Control for Airfield Seizure 




.eq.ua tely in a 
i d efftTf I c a t i on by 



(2) CU) ACCOMPLISHMENT: 




CCr developed, in concert with a 

a family 6'fll R beacons that were 
capable of^ 
These de~vices were eith^fcj 





(b) A key requirement was that the pilot be 

able to see the IR beacon at approximately 
the same distance at which he would see a white 
light be acon* This is p articularly critical 
^^■■■^■|B^H|^^HferijK&££P^^tsmust be able 
Q^^^^R^^^^^^^lM|MPHB^The CCT 
deve XopeS a BHBIHHH^HKtna^ 
:om touchdown p oint. 
beacon 





could be acquired 
As an adjunct. 



These beacons cou 




(3) (lO RECOMMENDATION: USAF develop production 
models of the CCT special equipment. 

(jLj ; CCT Operations 

^(1 ) i^'f^ASK: Integrate the CCT landing and parking 
plan within the overall airfield seizure , plan, 

72 ).>e'T^ISCUSSION: It is. absolutely imperative that 
the CCT team be fully integrated into the .airfield 




imperative p 
knowledgeable ab 
to move aircraf 




e initial' 
makes it 
ijxr~xroops he thoroughly 
intentions. The need 
expeditiously requires 



a precise movement and parKing plan. 




(3) {jf) ACCOMPLISHMENT: 

(a) J^f^he assault force designates priority 
targets and the sequences in which they must be 
taken. This concept is then translated into 
required forces, a load plan establishe^^^^^^^ 
detfloimined. The CCT then examines ^^^^^H^^B^ 
ternine the optimum traf f icpattern 

_ Once this has been determined, 
force and aircraft pilots discuss 
the entire operation in detail, to include abort 
procedures. Finally, an OPORD is published and 
distributed to all three key elements. 

CCT mobility is essential. It can be " 

^ded inihi ally ,bv iacluding them in the - 
( if appropriate) or on the. 
-iTXtT^x^a I r c r a tj; ! w i t h motorcycles and/or jeeps. 
T fi'^Tth e'iBpFt ,,ef fective command ^nd_^ control, the 
lead aircraft, all* ground control personnel, CCT 
and assault forces should be tied info the same 
radio 




acn team coverin<_^^^^^^^^^^^^_ 

^ The 'aiiLcr^^^?^T55^ea 
o aTiotner by signals until parked. 
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(4) (U) RECOMMENDATION: CCT techniques be fully 
developed by USAF doctrine and trained routinely with 
ground forces. 

f. (U) ' Airjj.e.ld Security ; 

(1) ^r^hSKz Hold the seized airfield. 



(2) 



DISCUSSION: 



(J^^Vari 



(a) iW) Various techniques/concepts were develop id 
to provide adequate airfield* security . After 
considerable trial and error, it, was determined 
that the primary threats against a securing force 
were: 




/ 

"t" i 




^ifPT^ccordingly^ it was determined that a 
ground security forc^co uld neither be prepared 
nor be expected^ 




locations wourld provide fire control and early 
warning. 

^^!d) (/) As/a rule of -J:humbj 
irtd 



expai 




be maintained 
plldie"'tiftt ly^a r n i ng and fire 
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n 



(e) i^fh Unity of command/control was ir.oat 
successfully accomplished when the ground commander 
had total control of the ground and airspace 
around his designated area of operation and the 

all space beyond that. Inherent 
TniBSiaii or airspace control and deconf liction. 
The ground CCT must be dilrectly respons ive to the 
ground force commander.JflHHHHMHB|||^ed in with 
airborne assets, would ^^«^^^^^^^^ound force 
}mmander control. 




g. (U) Clearing allocked Runway ; 

(1) (U) TASK: Clear a bli^cked runvray. 




Solution was to deplo^ 

_an MC-130. The MC-130's 
^nd a ccomp lishes a 

The security 
force "^1 e a rs'^he'^ru nw ay ' a txd jirovides ^ CT_t e r m i nj 
guidance for f ollow-on a^ 

is , 

:e estimates^ or clearing requirements are 

available prior to initiation of a clearing operation. 




Typical Composition 




CCT 



* On-call augmentation 
** The threat on site dictates security force size. 



{ 3 ) UJ ) RECOMMENDATIONS : 
^ta) Army purchas 

t^ 



(b) 
in 




.s area. 



h, ^ ^^Vehicle Starting : 



irfields are routinely blocked with 
These must be quickly cleared 



4f 




(2) 5f) ACCOMPLISHMENT: Personnel invo lved jji^^airf ie ld 
clearance received practical exercise^ 
an3 expedient movement techniques for 

RECOMMENDATIONS: DIA 'retain a capability on 
for a broad spectrum of likely 






OTHER RELATED ITEMS: B-4, C-S, C-4, C-5. 
^PERSONNEL/UNITS INVOLVED: 
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URBAN TARGETS (U) 



SUMMARY; 

1. (U) PROBLEM: Conduct operations against urban targets 
with minimal firepower and force disclosure* 



erf ici 



4 



) ACCOMPlIT^HMENT; The JTF developed some highly.- 
ient techniques for entering urban complexes, occupying 
selected S uildinqs and _extract ing friendly e lements. 

^^^^^^^—^^^^^^^^—-i^—— these several 
supportive points wiilD^outline* 

- Urban threat intelligence 

- Infiltration to urban targets 

- Building penetration 

- Hostage handling 

- Hostage control 
a. (U) Urban Threat Intelligence ; 

(1) (U) DISCUSSION: 



(a) JfCT" Even though intelligence is covered 
in detail in a separate document, some non-sensitive 
points can be discussed in the context of direct 
support for ground operations. Specif icallyr 
while there is an excellent data base concerning 
Soviet Bloc equipment, there is very little 
data, outside of te<iL4ical publications, regarding 
Western equipment. T^ls shortcoming is particularly 
critical in operations*' that envtslon incursions 
into urban areas containing extensive quantities 
of We sTerri* military equipment. 



(Bl*i^) Successful 
^ aitiWife* mu&'t rely' on 



rations^ln urban 



importance 
Operate * 
^his requir 





and "Africa 
Weste 



Many nat ions IW'the Middle East 
>urchased large quantities of 
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b. (U) Infiltration to Urban Targiatg; 




(l)*^) TASK: Move forci 
urban target arear*^ ~ 



nto the 



( 

tr 



2) ACCOMP.LISi>MENTS:_.Thg, JTF^ developed and 

rained i n gpypraQ me thods to permit forces' to 




Command and control and navigati on we re primary areas 

of concern in these techniques. ^ secondary cons idera- 




systems were perfected. 

(61 O ^ 

(3) (IT) RECOMMENDATIONS J A 

main tain jrepresen tati ve 

permit draining with ground elements. 

c. (U) Building Penetration ; 





(2) (U) DISCUSSION: 

[ I ] major problem in a covert assault 

action is that normal demolitions create consid 



erable 



noise and are not particularly precise. An 
additional 'drawback is the slow emplacement when 
soeed is essential. 

( 3 ) {ft) ACCOMPLISHMENTS : 





develop other breaching devices, 
routinely train with these devices. 

d. (U) Hostage Handling ; 

(1) (U) TASK: Overcome the psychological phenomenon of 
hostage unwillingness to be rescued. 

(2) (U) DISCUSSION: After extended periods of 
isolation and capture, some personalities become 
dependent upon their environment and will resist 
rescue. This resistance creates obvious problems for 
the rescuers in that they will have to handle both the 
threat and the target. 



( 3 ) AC COMPLISHMENT; Ground _ forces_were t 

the use of 

and a speciT^^^erTe^'^^^WfiWWW^^^P^W^^R^^ontro 

te^hnioues 



ed in 




y created a ;lead weight problem 




(1) CU") TASK: Insure that all hostages are properly 
accounted for and secured from release to extraction. 



(2) (U) DISCUSSION: Hostage ^rescue operations are 
highlighted by intense pressurS^; fear and confusion- 
. especially on the part of the rescued personnel. It 
is imperative that positive control techniques be 
developed and thoroughly trained in prior to mission 
. execution. 




in standard Army doctrine and routinely practiced by 
appropriate personnel. 
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tH'iiijAL^ Item No. B-4 



RAPID TROOP MOVEMENT (U) 



TOPIC: Motorcycle Operations (U) 



: Moto^^ycie 

SUMMARY: uf{ During the course of mission planning/training 
the motorcycle (Dirt Bike) was found to be an effective 
means of transport for certain ground forces 

ar* 




ITMU) TRAINING: Ideally* individuals selected for bike 
training should already possess experience in order to 
eliminate basic learning requirements. As a rainimumr the 
training should include the following: 

- Introductionf and characteristics of bike being used* 

- Preventive mainterrance;*' 

. - Communicartions between bikes, to include arm and hand . - 
• . 55Ignalsi :r ^ 

- On-road/of f-road driving technl^es, fco include obstacle 
' -negotiating. 

'^'Techniques of night driving, to include introduction/use 
of equipment (PV-5's and. XK;:ien's of headlights). 

- Tactical applications, .io ^include use^f individual 
weapons. • _ 

Operations from fixed wing aircraft and helicopters* 
2. (U) MISSION: 

^^{i) For planning purposes, a bike can carry two riders 
with combat loads, however, a single rider provides 
increased speed and mobility. Terrain limits range, 
since, although hard surface road driving at moderate 
speeds can attain 80 milps per tank of gas, cross country 
driving decreases that distance by one half. Maximum 
-speed on hard surface roads will vary between 60-70 mph 
when carrying light combat gear and weapon. 

ht^ ^ Each individual should carry the following items: 



SEC 




I I m 



- small crowbar 

- PVS-5 or PVS-4 

- POW Kit 

. Other riders should carry these additional items: 
-^wire cutters ' ^- ..- 

- first aid kit 

- rad ip .-tPRC-77/or MX-3 60 ) 

- axe 

- ZR Strobe with marker (IS^x) 

- flashlights 

- tire pump 




S. CjT) Employment: Delivery by aircraftL 
departure upon landing- In view of thisr tne following 
time sequence would be appropriate for actual operations: 

* 1 hr - Wake-up team and test start bikes. 

" 20 min - Tur n radios onr do not break squelch. 

- 10 min -Tfest start bikesr equipment on. 

- 6 min -^.PVS-5s turned on and turn red lights in aircraft 
/'off, 

- 1 ini" 

- Touchdown - Brace and watch for ramp to lower. 

- Stop - Leave aircraft on loadmaster's signal. 

RECOMMENDATIONS: (U) Motorcycle equipment and skills be 
retained within the Special Operations community. 






TOPIC: AC-130 Night Tracking (0) 




4. ^ 




QefiiriDLMTIAL 

Use||^^|^ during Indivldualj 
5. (b) Army and USAF conduct joint training in this area, 
OTHER RELATED ITEMS: C-4, E-2. 
|)J^PERSONNEL/UNITS INVOLVED: 
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SUBJECT: Air Operations, General (U) Item No. C-1 



OVERVIEW (U) 



SUMMARY: (S^) The planning associated with the hostage 
rescue mission and ancillary training pointed vividly to the 
requirement for employment of air assets in any phas^e of an 
operation, and most frequently as the major player. (^During 
the planning for a swift, surgical, clandestine operation, 
air assets are essential to the ingress and/or egress, and 
mission conduct.'jteThe capability available during November 
79, vividly illustrated the virtual void in this-,area when ^ 
force projection is required for extended distances. This 
void was further amplified by the predominant conventional 
approach to the problem as opposed to the need for unconven- 
tional thinking /approach to the hostage rescue miss ion. 'i 
This shortcoming then was the key impetus to the develc^ment/ 
expansion of air techniques and equipment improvements." The 
air operations portion will address general areas of 
operations, helicopter and fixed wing, with addressal of 
specific items within each. 





SECRET 



SUBJECT: Air Operations, General (U) 



Item No. C-2 



COMMAND AND CONTROL (U) 



A 



A 



V 



TOPIC: E-3A Operations (U) 
SUMMARY: 

!• TL-3A involvement in special operations has demonstrated 
t^at the capabilitres of an airborne warning and control 
system (AWACS ) can be of substantial assistance in two 
primary roles: As a surveil lance *and communications platform, 
AWACS mission crews, managing a combat air patrol (CAP) 
package of friendly fighter and tanker aircraft, can establish 
and maintain a long-duratjpn air superiority umbrella over 
other mission elements. -^As a command and control platform 
the E-3A provides^iJie focus for "th e masses of tactical data 
that thej 




AWACS participation iiWT^activities began in 
August on an exercis|[^ with the objective of e^gjjiating the 
E-3A*s control capaBilities |in|^, management procedures for 
friendly fighters engageB'^lm^^irf fSlidjr^^ 

8appi;es$!f0i>;^£-«tes«i2i<^fMr»£t* The favorable results of 
this initial'ljilV'lsuperiority exercise provided the impetus 

for continued E-3A participation TnL sp'*"' 

Subsequent JTF. exercises developed th< 

'Concept* i n conside rable depth; they demonstrate( 
biliiy ofj 

elements ^ 

crucial pomtS flf the operation and_to provide detailed 
information to the commander. ''Minor modifications to 
mission crew configurations and communications .layouts 
further enhanced AWACS ability to provide tTmelv /'accu rate# 
and comprehensive tactical data. 
Specific points are summarrzed lexowv 





. LESSONS LEARNED: 

a» .B"3A management of the CAP package, particularly 
with respect to fuelrf arXoc^tion and effective reaction 
TOTTo^tTle aiijJ^BSi3r*t±[r^ats, is the prima ry_ mission for 
AWAgS ,tn special operations. Except: in extreme situations, 
hoy^l/err this mission does not require the E-3A*s full 
-attention. Subject to the dynamics Of the air-to-air^ 
Environment, other mission* can be performed on a priority 
**basis. 
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OrganfJ-C" capa 
typical tasks as: 




permi 



necessary 

T?^3fA to conduct such 



(U iS^) Flight following mission task forces during 
ingreks 




and egress. 




(2) ^) Ove 
acti^ty by 

ilon!Eorrng7recordin3^?:^^ 
on severa l con rniv^j ication s, Jiets s imul taneouslvy Such 
"i'ya'illiinti inuuLs from AWACS ena1)le^he 3tf battlestaff 




as: 



(1) 

Providing navigational assistance or position 
updates to Individual elements. 

(2) ^ Assisting^^replanned aerial refuelings or 
expediting rendezvous between 'receivers and tankers 
during fluid situations such as force rollback. 

(3) ) Assisting as the initial control point for 
SAR or Medevac operations until an on-scene commander 
arrives. 



via 




d. In addition to the capabilities listed above, 

AWACS, with proper prior planning and cooi:d lnationr can 
also supporti 
by: 





RECOMMENDATION: ^) Continue AWACS participation in 
special operations activity. Refine procedures and maintain 
individual proficiency and unit interface* 



OTHER RELATED ITEMS: P-1, P-3r G-3 




( 
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SUBJECT: Air OperationSr General (U) 



Item No- C-3 



AIRFIELD SEIZURE (U) 
TOPIC: Procedures (U) 
^SUMMARY: 

A. 



{j^ PROBLEM: Conduct an air assault and seizure of an 
airfield 



2.' (af ACCOMPLISHMENT: The JTP defined the procedures and 
dev^oped the capability to a ir assault a nd' seize airfields 

Seizure can be 

^ if total darkness. 

la^or tasks o£ tne aiceiements are covered as follow: 

—Connnuni cat ions-Out Air Refueling 

- Formation Procedures 




---Precision Airborne Radar Approaches 

"St ■ 

- Minimum Light/Blackout Landings 




Note: Ground operations relative to airfield seizure are 
covered at Tab B« 
— fc^ 

(0) Communications-Out Air Refueling; 



(1 ) uf) TASK: 
necessity for 



Comm-out air refueling is an operational 
for penetration of hostile territory. 



J^^2)^ fi) ACCOMPLISHMENT: Coram-out refueling rendezvous 

"^was %npossible with established procedures; new procedures 
had to be developed. SAC and 1S0W coordinated these 
proceduresr and are in the process of publishing a new 
technical order which includes them. Aircrew training has 
b6en conducted on a cont inuing-basis. All refueling crews 
are regularly trained in comm-out procedures and practice 
them with excellent results. 

(3) REQUIRED: Close coordination must continue 

between SAC and the 1S0W to insure new requirements 
are developed and evaluated on a timely basis. A "talk- 
through-the-boora" capability would greatly enhance the 




SE 



success of a comm-out air refueling because aircrews would 
not be dependent on visual signals for emergency separations, 
fore and aft calls, and toboggan calls. 

(4) (IT) RECOMMENDATIONS: Continue to develop and refine 
procedures. All tankers and receivers should be equipped 
with a "talk-through-the-boom' capability. 

b. (U) Formation Procedures ; 

(1) (U) TASK: • Formation flight in all types of special 
operations aircraft is required. The task is complicated 

.■ by a requirement for combinations of night, low level, 
mixed types, TA/TF, communications c5ut formations. 

/'A " • r^>- 

(2) (U) ACCOMPLISHMENT: Procedures were developed to 
insure safe and effective formation flying. Applicable 
portions of MAC Manual 55-130 formation procedures were 
reviewed and adopted. Talon (MC-130) and Gunship (AC-130) 
procedures have been coordinated.- An effective training 
program has been established. 

(3) (U) REQUIRED: Continued development, testing and 
•training in dissimilar aircraft formation procedures 

r'- is necessary. Regular maintenance and enhancement of the 
.^raining program is mandatory. 

c. (U) Precision Airborne Radar Approaches (AHA) ; 

(1) (U) TASK: A self-contained precision terminal approach 
and landing system is required to guarantee a full 
nights/adverse weather landing capabirlity. 

(2) (U) ACCOMPLISHMENT: New procedures for ARA were 
developed and implemented using MC-130 ground mapping 
radar. A formalized training program has been estab- 
lished which can be used or adopted for ail C-130 and 
C-141 aircrews. Training of squadron personnel is 
conducted on a continuing basis. 

(3) ti?) DISCUSSION: The present MC-130 precision ground 
mapping radar is adequate for the terminal portion of 
the mission. Existing navigation equipment, however, 

is not adequate to accurately position the aircraft to 
a point under IFR conditions where this ground mapping 
radar ..can be used. As a consequence, VFR weather must _ ^ 
exist, or an external precision location device must be 
availaBle. • 

(4) (U) REQUIRED: An improved long range precision 
navigation system is required to optimize the ARA 
technique. 
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(5) RECOMMENDATIONS: Provide dual integrated intertial 

navigation systems in MC/AC/EC-130 aircraft. 



d. (U) Minir'uin Light/Blackout Landings 

^ (1 



Condul 



ndings under conditions ^ 



ACCOMPLISHMENT:. JTF aircra ft to include MC/AC/EC/ 
HC-13^0, C-141B, HH-53r CH-47, UH-60^HB|||H^and- OH-58 air 

"craft, developed the capability to conouc^sucn landings 
under VFR conditions using Night Vision Goggles fNVG) and 




were aeveiope 
focus In s i 
would rly the 



ires 

1 rung who would wear NVGs, who wpuld 
ircrart anJ who would focus outside^ who 

airborne radar approach (ARA) r"how_the 

'other _ 
.JTF 

the EC-130 

^rcrews and C-141 aircrews.^ A formalize'^ training 
program has been established to be used or adopted by any \ 
C-130 and*C-141 crew. Training of component- personnel is ' 
conducted on a continuing basis. 




1*^ 



) REQUIRED: The criticality of the requirement 

ior totally blacked out landings^ requires continued 
reevaluation of both aircraft lighting systems and 
presently usedJN/PVS-5A NVGs.. Two significant areas 
require improvement "£n order "to furtRer expand 'trlackout 
landing capability: 

(a) ' ^) Night Vision Goggle (NVG) Improvement: 
Current production NVGs require some ambient 
visible light (20% moon disk) in order to function. 
Advanced liVGs, how in prototype stage, will 
function in total darkness. The ^acquisition of 
these advanced NVGs is mandatory. 

(b) yr) IR Lighting Improvement: Visible spectrum 
lighting from landing and taxi lights can be eliminated 
by covering the existing lights with IR filters. 
Filter covers have been designed which provide runv/ay 
illumination through NVGs which is like normal overt 
lighting. Filters provide only a temporary solution, 
however, because they retain tremendous quantities of 
heat and crack or burn (allowing white light to pass) 
after only a few hours of operation. Additionally, a 
separate, dual IR/white lighting system is required 

so that special operations aircraft can conduct 
normal operations in airfield environments where 
blacked out approaches and taxi operations create 
OPS EC and safety problems. 



(4) (U) RECOMMENDATIONS: 



•A 



(a) (U) Acquire improved NVGs 

(b) (U) Improve IR lighting systems 




more C-130s a tf e ^ needed on .the.groui 



(2) *r ACCOMPLISHMENT^ JT^^ 

rape acedly demonstrated the '"c 



^ 1 3 0 aircraft o 
pr epared^.to 
to land C-i41B 




. — Alrcraf tnCand 

horizontal spacing o 



CX^M) REQUJR]^|g^H^||PIB^^K,J:e^ require ^ 

precise a i r cr a ^^^fovi^Sifi&ll^^mg^.. tjlm i ng 1 "^'Skills are"extremely 
perishable "and' must be constantly practiced. Flawless 
accomplishment is mandatory in a combat environment* The 
requirement for concentrated training and practice cannot 
be overstated. 



OTHER RELATED ITEMS: A-2, B-2, B-4, D-6 
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SUBJECT: Air Operations, General (U) 



Item No. C-4 



A 




COMBAT CONTROL TEAM OPERATIONS (U) 

.... , . 

. JC) SUMMARY: .Combat Control Team (CCT) particpat^ 

began November 1979 w hen six men were deployed to 

iloyment. A team, was ai^so forward 

[epl oy e d ~i n Ap clL.^.l 9 8 0 r. . Thes e deployme.atg, together with 
sub geqqe nt exercises, have surfaced pt'oi^Tems and deficiencies; 
,btI^?CnS?.J^aY6 al^o validated some concepts and demonstrated 
various---strength^r The items listed below, which identified 
problems and deficiencies, improvements- and strengths, or 
actions and recommendations, are covered in detail: 

- Mission Planning 

- Command and Control 

- Communications Equipment 

- Individual/Team Equipment Items 

- Manning 

- Beacons, Lights & Navigation Aids 



2. 



DISCUSSION: 



A 




a. (U) Mission Planning ; 

— • ' ^1 

(1) (U) PROBLEM: CCT personnel were ex cluded from 

Ethe mission planning function ^during th* 
This exclusion hampered teaiif planning and preparation 
1 due to lack of information. Additionally, this 
exclusion removed CCT expertise from the original 
mission planning staff. 

(2^ (4^ DISCUSSION: CCT officers and senior NCOs 
have Top Secret clearances and a definite need to 
know mission concepts and planning data. To increase 
CCT support for this type mission, the senior deployed 
CCT (Team Leader) should be a fulltime participant of 
the mission planning staff. 






A 



ft 



b. (U) Command & Control ; 

' (1) (U) PROBLEM: In November 7^9, Combat Control 
participation in JTF efforts wa's undefined. Mission 
planners, including Air Staff personnel, were not aware 
of the roles, mission, or capabilities of Combat Control 
Teams • 

{2) jJ) DISCUSSION:^ «6inl*MPfcoTrtrol , especially the T^C 
Special Operations tCT -tSOCCTlj^ had no direct representation 
above Wing level. Until May 80 Tniss-ion requirements and 
planning were so compartmentalized that ICCT" was unable 
to participate in the planning. After April 80 CCT was 
more directly involved in the planning, and higher level 
planners were made '^aware of CC5 cagabilities^which led" 
to a growing role^ in the operation^ In -August 80 
command of all X^C^ assets was finally unified and 
dedicated to JTF;"fcc? was identified - and tasked to 
devejop basic procedures and train additional forces. 
)SOW personnel participated in development of the 
USA/USAF Joint Helicopter Operations Directive (Draft) 
to standardize ooerafiio nal proced ures. Utilizing these 

standard procedu: 

" US 




"ttaxaed^US' Army'Ta tl r MilU grs 

nC>^st Aiir As 9atg:;g flTv "and C iforapany r"5P9 IrifaiTtri^ 
Aqmyy ^gei y ' ai fS^R fue 1 i ng specialists^' and selected 
teams from other agencies. Training covered all aspects 
of helicopter ground operations, refueling, and 
transl^ading to/from fixed wing aircr-^ft:. 







c. (U) Communications Equipment ; CCB+Ti*^*-* ' ' 

(1). PROBLEM: ^CT lacked adequate communications in the 

' areas indicated below: 

(a) (G) CCT lacked an adequate, hand-held radio for 
intra-ceam communications, a truly portable high 

_ ^freque ncy radio , sa telLit e commujii cat ions equipment, f 
Tand burst communications capabilityT^ 

(b) Manpack UHF satellite radios and HF radios were 
obtained.. , 

(c) {t) Hand held intra-team radios and accessories^ 
K were proven inadequate during refueling and airfield 
^ operations. 



DISCUSSION: It is paramount for combat 
controllers to communicate with the commanmd 
post while moving about, marshaling, refueling, 
and parking aircraft] to'~insure a safe and 
expeditious airfield" operation/ Each CCT member 
-V ^ was equipped with intra-team hand held radios; ^ 

]\ y " Motorola 500's, MX 360's, and PRC 68's, used 

with varying degrees of success. A combination 
of failures with the transceivers and accessories 
resulted in lost communications. This forces 
the team leader to communicate via the aircraft 
control net to check on refueling status, 
loading status, departure times, etc. with the 
obvious disadvantage being the possibility of 
detect ion-' and interference with aircraft take-off, 
landing, and taxi operations. 

NRESOLVED PROBLEM: CCT needs a standardized 

^ hand-held radio with 2-3 mile range, capable of 
performing in and around numerous aircraft. 

RECOMME^^OATTON: USAF in conjunction with CCT 
should test ^Sndidate systems for overall operational 
effectiveness and suitability,, and purchase suitable 
radios for the CCT mission. 

d. (U) Individual/Team Equipment Items : 

u 

(1) (C) PROBLEM: CCT had deficiencies in the quality of 

equipir.ent : 



a) (C)^pnly assigned weapons were individual 

56mm) submachine guns and two .38 cal revolvers. 



^1 

(b) Qt) Present load-bearing equipment, rucksacks, 
knives and cold weather gear do not compare with 
items now available on the civilian market in 
weight, size, and warmth.' 

(c) fC r The requirement to work two radios 
simultaneously (squad radio and Air Traffic Control 
radio) dictated the need fpr headsets/boom microphones, 

(dj (C)' Desert uniforms were nonexistent; CCT 
personnel lacked desert camouflage fatigues, desert 
boots, and a lightweight "caldy.® a the r (nighttime) 
desert field jacket* 

(2) (U) SOLUTIONS IMPLEMENTED: 

(a«) ij^) CCT was provided four Kawasaki 250 cc 
motorcycles and one i^wasaki three wheeled rough 
terrain vehicle^" These vehicles enhanced mobility 
^ at the reception site and drastically cut 

establishment time. They re airdroppable and have 
been locally^ modified with non-visible- lights. 

(b) Head sets/boom microphones that allow an ^ 

operator to work two radios simultaneously were 
locally manufactured. 

NING PROBLEMS: 

CCT nee'3s 'tlie flexibility to tailor 
(fsSnal weapons to the specific mission. Magazine 
fed automatic pistols are required because they 
al'iow personnel to operate other equipment with 
both hands while maintaining the immediate 
availability of a weapon; the clip feed allows 
. quick reload. Some missions, such as e vadi ng 
^throu< 
ike 
■it 





(b) "(^)^ L'ightweight, down-filled outer garments, 
several lightweight, strong, extremely flexible 
load carrying systems i and some very good knives 
and ruck sacks that are strong and lightweight are 
all available commercially. .- » 

(c) (3f) Specific uniforms should be supplied for specific 
geographic areas. 



I'ET 



(U) Manning ; 

(1) (rt) PROBLEM: In November 79 there were no Combat 
Controllers directly tasked to support the project. By 
May Q^^^^g^^fo^^C^^^upporrt was well recogn ized and 
( ^cdth^^B^^milllllimilll^lPrere «be ing- FaWecT !tftV*^l anning 
and operations. " ^ 

C'' !^ l2jUi*(^E5*«S5fA^ SOLPTION: US Ariijy ffiHt^ jjdef^ , tg Army" 
rigger/fuels specialists, and other personneX were . 
trained and incorporated into the project to augment 

, trained CCT. Recent -additional remedies included: 

^ increasi 
^uthori 




A 



(3J^^*%H^ RECOMMENDATION: USAF should provide adequate manning 
for CCT in special operations. 



(U) Beacons, L ights & Navigation Aids . \ 

a^T^ — •' '■" 

(1) PROBLEM: As operations increased in complexity, 
the need for improvements in beacons, lights, and 
navigation aids became readily apparent. Two primary 
problems were identified: nonavailability of these items 
with improved capabilities and the lack of beacon-trained 
crews. Specific iteips are discussed below: 

(a][|^^ Lack of a compact, durable, electronic aircraft ' 
acquisition and rendezvous aid compatible with helicopter 
and fixed-wing assets. 

£ (yi DISCUSSION/SOLUTION: A discujsaion of--acqui5ition 
J ids cam behoof y sing sjjjce cyrr^ntly zone lighting 
*aTds also funct ipn j,ai3_acquisition aids. An electronic 
acquisitiorf" aid**l.si any "^evice^capertrlH-'Df providing 
timely and_-adequate^data-to enable zong^ (or aircraft) 
location, identification and subsequent alignment/- 
positioning. Electronic navigational aids such as 
the SST-124 (GAR-I) and the TRN-41 (TACAN)' have been 
^sed by CCT in the past.. The use of a variety of 
%L ids' coupled with a variety of air assets employed, 
often leads to operational incompatibility. The 
^ GAR-I transponder, while compact and durable, is 
only used in conjunction with an airborne radar 
receiver and only compatible with the Combat Talon. 
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While the TACAN is more versatile, it reduces 
covertness and its large size makes it undesirable 
in a special operations role. ^ 

2 (U) RECOMMENDATION/SOLUTION: Task (and fund) 
research and development to: 

a (U) Reduce the size and weight of the TRN-41 
(TACAN). 

b (U) Test the survival avionics system (Motorola/ 
Cubic Corp). 

c (U) Install compatible electronic location 
finder (ELF) equipment in joint task force air 
assets. 

(b) .yz^^aclt of a covert, "d is tiogurtrstratrfe-aad ^dentTftaBle. 
LZ/DZ marking and lighting aid for' air assault operations/ 
U) .... 
VrtC) DISCOSSION/SOLOTION: ^Tactical airlfFt forces 
depend heavily ^n ground" marking and lighting aidS- 
durijag- air assault operatrxons — whether it's a .? 
hettcoptex approachlng^^DJ^or a C-130 maneuvering 
to land. These aidsaerve a threefold purpose: 
£ollowing..vaOT;yjJlsitior^ identification, the aids 
aigna fT^Hjlr** I^Am" and are used for maneuvering and 
alignment Witlu«the -'objective area; they function as >^ > 
known joround c^^Cj^f ^ffn iSH^i^^^jXr *• ^ ^ ^ *■ positioning 
and-rtwlng; aififWH^y^can^oe'^t^ a backup method 
-of ^oramurftc^attwis. r T^^ conf iguration*'•:• 

provides a mj^fsion etnatiiing function are of ' • . 
-paraiiiount ifliportance to mission effectiveness for"*- 
-Visual airfiield, pick-up zon e and ^airborne operations. 
Lighting aids must have^^miff xci€nt .range to be ^^^^ 

|uLi and, in most instances, should be covert. 
'Ct3¥^v)t zone liighting^Kii^^ range in perfect 

vlf^rai^ conditions r however, jin increase in lighting 
and marking aid intensity will do little to solve^ 
the*lfurrent problems. .The -actta, 
is 




2 ftJ)^The following current lighting/marking aids 
were assessed during the past year: 



Bean bag light 
ELCO marker light 
ELCO strobe light 
SDU'SE, 30B strobe light 
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all had power_ so u r eg _res t r i c t lo nsjl h 
^ terms of reliability and duration.'* 
"^IR'ith th^^ceptiqn^ og^the ^an^^agl^ 
T^ighQ all~Tights^ere^ within acceptable 
* ' its for size , a nd. we.i .alyt".. - and with 
jeption of 

[1 lights required^^^^paper^or 
faint to operate in a covert role.* 



(c) 



The need for a lightweight, durable "unique" 

acquisition light. 

W . . 

1 (U) The following operational considerations 

are applicable: 

a (6) Optimal color and illumination 
pattern for easy Identification. 

y .... 
b (U) Consideration of human eye sensitivities 

and perceptions. 

c (U) Considerations for size, weight, and 
rugged design. 

/ ^ 

d (U) Consideration of power source restrictions 
reliability and maintainability. 

/ U 

e (U) Adaptable for covert use. ' 



3. (U) RECOMMENDATION: 




Jpfopbsedi 

develo 




DOD fully fund and exi 



qtential of 
^rjrently being 
d VP 1 on ^rtToy^^^^^^^^^^^^^^MLurchase a prototype 
ll^HHHHjnij^^^^^PB^^peracTSRSrT^ in 

^^rainin^^xercTses^' 

^bT IJ^J CCT be authorized continued coordination 
witn^the scientific community to determine optimal 
characteristics and requirements for a zone lighting 
aid. 



OTHER RELATED ITEMS: B-2, B-4, C-5, E-2. 
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SUBJECT: Air Operations, General' (U) 

AIRFIELD LIGHTING (U) 



Item No. C-5 



TOPIC: Landing Zone (LZ) Acquisition & Lighting Test (U) 
SUMMARY: 

1. LefV On 18 Sep 1980 an LZ acquisi€ion and lighting test was 
conducted at[_Eglin Auxiliary Field 6 (Biancur Field) from 
2000-2400L)r] Purpose of the test was to gather datia on new 
and previously used equipment and light patterns and evaluate 
them in terms of runway acquisition, light pattern acquisition, 
and aircraft alignment on final approach. Additionally, blue 
floodlighting of the aircraft cockpit was evaluated. 
Specific equipment tested/evaluated was.^as follows: 

paper an^ 

\t ' . ^^^^ 4^ 

b. Port'^e3f|^obe iighti;tlirith one-type of IR paper 




green 



^nway lights (with two types of IR 
tenses ) . 




d. (XJ) Portable Visual Approach Slope Indicator (VASI). 
eAVfl?') Blue interior (cockpit) floodlighting* 



SPECIFIC FINDINGS AND RECOMMENDATIONS: 



a. ^ A light pattern consisting of pairs of ELCO 
lights on opposite runway sides 500* and 1500* from the 
approach end overrun with a centerline strobe at the 
far runway end was found to be clearly superior to any 
other pattern tested. The strobe light on end-of-runway 
centerline aids visual acquisition at range and provides a 
geometric relationship for the pilot during the approach. 
Recommend the use of this pattern (or a variation thereof) 
' for all future night landing operations. 



{Sf) The box pattern described (touchdown area) provided 

the best touchdown zone reference. In cases where a 
strobe was used in this box pattern, it degraded the 
touchdown zone presentation to the pilot and caused 
visual illusions and blanking out of other lights. 
Recommend that no strobes be used within the box (touchdown 
area) pattern. 

c. ffi) Because the human eye is more receptive to the 
color green at night, when using visual lighting patterns 
with green lighting (both strobe and steady ELCO), visual 
acquisition distances were enhanced considerably. 
Additionally, the flash from a green strobe is less 
irritating and the light is not so widely dispersed. 
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found 

cockpit lighting. These 
aircraft wind screen and 



11 ^ap 



') Blue cockpit 
^21 ''approaches^and 




6 



lighting was evaluated during 
to be superior to existing 
lights reduced glare on the 
allowed crewmembers with or 
without Night Vision Goggles (NVGs) to see internally and 
externally. Use of these lights will provide an interim 
solutior^^c^thecockp^^Hghting glare problem until such 

asH^^U^H|^|^HHH|V] 1 ights are 
for use^Mos^importanti^^Sse"^ of these blue filters on 
cockpit floodlighting allows the pilot in control to see 
both inside and outside the aircraft, ^ 

e . Va r ious types of IR and near.r^R ( th e aj: r ic a 1 ) p apiffr 

over ^5XipO"'' ^d :^tr oge '^l X^R£S^y^g e^iJed "du r i ng ' the thr ee^ 
r u n sj "b s i nq*CRe iif papep-previ b u si y * ' prov^lfed p r o d u c eT 
poor riesul ts "Toi 




_,„r_^vement in LZ acquisition range. The near-I^^aper 
aidff3 allow some faint ^li^^t to escape (deep chercy^red in 
"color) that could be seen only from the ground at a 
maximum distance of 100 yds. These type papers should 
i continue be used f%r all further night IR lighting 
^operatioHsT"' the use of otherittypes of IR paper or light 
^sources should continue to be investigated. 

RECOMMENDATIONS : 

. (pi' Use box pattern without strobes in box and departure 
" center line strobe* 



1 

end 



2. Vt) Recommend that immediate steps be taken to fit 
Combat Talons with blue cockpit floodlights. Blue filters 
should be developed for cockpit B-4 (maj^) lights and the 
copilots horizontal situation indicator.""* 



^ Co"ntiri3fe S'evelopment 




4P^^jei^ Continue use and further investigation of various 
types of IR filters. 

OTHER RELATED ITEMS: 8-2, C-4 

PERSONNEL/UNITS INVOLVED: 
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Subject: Air Operations, General (U) 



Item No. C-6 



LANDING ZONES (U) 
TOPIC: Landings on Unprepared Surfaces (U) 
SUMMARY: 

V 

ijlf) PROBLEM: Landing transport aircraft on unprepared 
surfaces is required to infiltrate troops or supplies into 
areas where an airdrop is not feasible. 

{\J)2» yif) DISCUSSION: The ability to land transport aircraft 
on unprepared surfaces in order to deliver operational 
troops, equipment and other aircraft can tremendously 
increase the options of a task force commander. C-130 and 
C- 5 aircraft were designed with such a capability. The JTF 
refined the procedures and developed the proficiency to 
fully exploit C-130 capability; and it is imperative that 
^^J^"5 potential be similarly expanded*. 

3. (^sy LESSONS LEARNED: Unprepared surface operations in a 
desert environment provide a significantly larger number of 
potential staging areas while at the same time reducing 
enemy, ^Q^p^bility for detection and quick response. 




PERSONNEL/UNITS INVOLVED: HqMAC, 1S0W 
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SUBJECT: Air Operations, General (U) 



Item No. C-7 



SHORT TAKEOFF AND LANDING (STOL) (U) 



TOPIC^ ^|^SE^SPO8fffnrXC-130) JUy,^ 

K SUMMARY: The Credible Sport program was an OSD 

' sponsored research and development effort undertaken to 
fabricate and test modifications required to give a standard 
C-130 an extremely short field take-off and landing capability. 
Additionally, an avionics suite was developed to provide 
capabilities for low-level navigation and terrain following 
similar to that of the MC-130 Combat Talon, The two prototype 
XC-130S were equipped -with in-flight refueling (IFR) systems 
like that installed on the C-141B and were modified to 
accept various types of rocket motors to vastly improve 
short take-off and landing performance* Additionally, there 
were extensive modifications to the flight control systems 
and surfaces, all aimed at improved STOL handling character- 
istics. No ECM or RHAW gear was included in the modification 
program. y 

iv^(Sl^LESSONS LEARNED: Host of the goals of the Credible 
Sport program-W^e met. It was evident that the avionics 

suite providV 




^^i nf er iojCto*^ 
within thirty 

. inclyMi 

roll! 




-ng raaar insra^ ^j^^jjOTr^uie — .«.w — - . 
a^0f ::tl!ft^C- 130. '"TVo ')p^f6types were'^JrompI^ed 
ays bf the tajrget date, and flijghi--«haracteristicsr 




a neayray- ioaaea aircratt were^ demonstrated, 
talted 4^hen, during a rocket assisted 
one of the aircraft was deunaged beyond cepaic:. 
was a result of both human and mechanical 
error. ^ /' 

3- '-fS'/^^ECdHRBMD^jpQliSi "While the JTF did not originate the 
re^tflrement for the XC-130 (the project was wholly conceived 
within the USDRE^AFSC interface), special operations forces 
have a great^need for an aircraft with capabilities such as 
those found in the XC-130. The exceptional .capabilities of 
the XC- 130 aircraft could be essential to the successful 
execution of certain missions. Undoubtedly, a limited 
number of these aircraft would greatly enhance our ability 
l:o respond rapidly to situations requiring special operations 
forces. The XC-130 development program should be continued 
in order to take advantage of new technology. Assuming 




SBCRBg 




successful development, we should proceed immediately to 
incorporate all or a portion of this technology into the 
Combat Talon fleet. 



PERSONNEL/UNITS INVOLVEDs USAF/RD* 
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SUBJECT: Air Operations, General (U) Item No. C-8 

MAINTENANCE SUPPORT (U) 
TOPIC: Airframe Reliability (U) 

1. j^) PROBLEM: Logistics support of special operations 
units is currently not sufficient to maintain the required 
level of reliability. 

2. ^) I)ISCUSSION: Maintenance and logistics support 
problems have degraded the mission capabilities and reliability 
of airframes to a point where they cannot be relied upon to 
function in the high risk special operations environment. 

The surge requirements for units participating in JTF 
training and exercises outstripped the ability of the 

^ logistics system to support them. This inabiity to support 
• the short term surge requirement of two flying units has 

^surfaced a major problem concerning the ability of the 

"^^iniritary- Indus trial complex to support a waFeffort. The 
concern for low expenditures and an efficient logistics 
system on the military side, and high cost high technology 
parts and tax considerations on the industrial side have 
depleted the supply system to a dangerous level. During 
surge operations, lead time on parts was fr-em three to nine 
monthSr varying according to system complexity.. These 
problems particularly manifest themselves inj'tlT^ low "density 
weapon systems used for special operations that do not have 

..r.an extensive supply system to^si^pport them. 

si^^y/) RECOMMENDATION: Insure continued active support of 
units designated as primary managers of special operations 
forces. The quick response nature of special operations 
requires that these units be maintained in a high state of 
readiness and training. This requirement implies increased 
support, reprovis ioning of spares, upgrade of WRM and BLSS ■ 
Kits and adjusting the Logistics support system to attain' 
and sustain a 75% mission rel iabil ity-wi th a short term 
surge requirement of 90% reliability. 

PERSONNEL/UNITS INVOLVED: HQ USAF/LERX 
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SUBJECT: Air Operations, Helicopter (U) Item No. D-1 

JOINT HELICOPTER OPERATIONS (U) 



TOPIC: Operating Procedures (U) 



SUMMARV: 



1 



(U) P 



PROBLEM: Develop USA/USAF joint operating procedures, 



2Jr DISCUSSION: Initial joint helicopter operating 
jSprocedures were formulated and tes terdldur ing^^xerci se, HONEY 
BiCEGER. POTENT CHARGE Planning Craf^en^g^ri^TS. August '^1980, 
proposed soecifi^c ^oce^u i;es ; . wh il« POTENT jCHARG^ ^Ph ase 1 1 
operationally tested and refined joint proce'duresr] Procedures 
found in USA/USAF Joiqt Helicopter Operations Directive 
(Draft) 18 August 1980Jinclude information on planning, 
, briefings, radio communications, takeoff, enroute, landing, 

reception site procediiires,L.hot refueling, SAR^^ght 

^onf igurat.ion signals, J and miscellaneous. HHIIjjj^i^ iOTst^^ 
,^*AyBN crewsj haye suc cess ful ly used ^i^:;;^J:^^'^^^^f^^rr local 
training, ^H^jSgBS^ifL^SARG^. I jgndL Ij83MBIiS3£ili^'SART , and other 
ioint operations • " 

/ ^ 
3. \A({j) RECOMMENDATION: iCecommend continual refinement and 

updating of joint procedures and consolidation of the 

procedures in the Joint 'Helicopter Operations Directive. 



91 

m 
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SUBJECT: Air Operations, 



Helicopter (U) 



Item No . D-2 



JOINT 



HELICOPTER OPERATIONS (U) 



TOPIC: Enroute Formation (U) 
SUMMARY: 

1. (U) PROBLEM: Develop enroute formation procedures for 
dissimilar helos. 



2, (IT) "discus SI ON: HH-53/UH-60, HH-53/CH-47 procedures were 
developed and tested. The PAVE LOW is especially suited for 
J>athfinder role. <3ue to internal navigation capability. 
[Addition of a' second HH-53 in #2" position provides back up 
navigation capability and gives entire formation a better 
attitude reference . (due to tip path lights). Joint helicopter 
operations with dissimilar helicopters were successfully 
conducted 'during HONEY BADGER, POTENT CHARGE, and POISON" 
DART. 

3. (U) RECOMMENDATIONS: The Joint Helicopter procedures should 
be continually re-examined. Other special operations units 
should review the procedures for familiarity. Recommend 
continual refinement and updating of joint procedures manuals 
and continued close training and coordination between 
designated special operations units. 
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SUBJECT: Air Operations, Helicopter (U) Item No. D-3 

JOINT HELICOPTER OPERATIONS (U) 
TOPIC: terminal Operations (U) 
SUMMARY: 

1- (U) Problem: Develop assault techniques for dissimilar 
helicopters, 

'2. '(^) Discussion: Differences in approach speeds, out of 
ground effect hover capability, and landing gear stress 
require specitic landing procedures. ^/jF^^chniques were'^Jtes ted 
and published in a joint operations manual; oract iced durind 
HONEY BADGER, PbTESfT'^CHARGErr and "POISON DAROV^- Poor 
illumination during night vision goggle operaTcions makes • 
approach parameters difficult to maintain, requiring 
continued ji^ir crew familiarization and constant oractice, 
especially for flight lead. 

3. (U) Recommendations: Recommend continual refinement and 
updating of joint procedures with a joint headquarters level 
office maintaining primary responsibility for the manual. 
Emphasize terminal operations in all future exercises by 
reducing enroute flight time. Develop unit generated joint 
continuation training - 



D-3 




^v7 





SUBJECT; Air Operations, Helicopter (U) item No. D-4 

JOINT HELICOPTER OPERATIONS (U) 

TOPIC: Communications (U) 
SUMMARY: 

1. (U) PROBLEM: Development of secure interplane communications 
capability. - ^ 

. 2. air SOLUTION: Aircraft have been outfitted withfKy-28s, • 
KY-75S, andj'SATCOM devices. Secure communication was used in all 
exercises. 

Sv^ Sf) UNRESOLVED egO^LEMS: UH-60 is equipped with spna r^hi> 
KY-28S for each radio, CH-47 has F.W-,;5ecure. only, and HH-53 
must alternate secure between UHF and FM. -nbifferent Services 
f>b'ssess dflTfererit cbdies.*^ ' 

4.iy'|j^ RECOMMENDATIONS:; Add additional Ky-28 to HH-53 and 
secure UHF to CH-47. iSpMl put^cpdes^clearly ' in Joint 
CEOIs. When possible, one intjividual "should key all helos 
involved in an ol)eration^ to preclude errior.^ 
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SUBJECT: Air Operations, Helicopter (U) 



Item No. D-5 



JOINT HELICOPTER OPERATIONS (U) 



TOPIC: Forward Area Refueling/Rearming Point (FARRP) (U) 



ROBLEM: Refueling and rearming of helicopters at 
forward areas is required.. These operations must be done as 
quickly as possible find in 'Sbifie cases, under>s#lacK5?i^'out 
conditions. V.Such a capability did not exist.^ 

'^_ION: The Airborne DegSq:1aag| ^ir^^ - 
School r was tasked to develop a workable FARRP 
nr„"for JTF operations. Th e r^ch lit rigging element, 




sy 



led 



^ in Ncy eM^eXaJAito PJ^oyii^g Jlfi^y drop syjppqrt to ..the 

l„J^TF suc'cesfftuily*"uriatertook" the task modifying their efforts 
,:::a^SS^viSS^f^'^^ th^'^rgSlTRr^^ modified 

[ with^^.:abJLfitl£roir-*frirdrop support to "the ojperalrronal conduct 
I of-TOie Forward Area Refuel ing/Rearmrng, P ftpite* - ( FARRP ) locations. 
\ This .jnlfls ion^flh if t f o^tf^^he gj ^ mp r^j aifc ^ ion of the rigging 
\ ele me int^ jwi th ^ifained PDiS5 e s cm h%ie:^" per £o nil .the actual 
^ pumping loperatioDj^Al^^h is t±a t ^tlg^ became more advanced 
\ and;^{9gncen t rated , a c^ple te ii«^i^8fetW*^s tem -h ad to 4>e 
developed an&^'es ted replace--th& -standard 10& GPM PARE 
Jsystem in order to ach^ieve the desired pumping pressures and 
Refueling times. 



3. y^'^ASK FOjgE . ACHIEYEMEK: 

\ rig §i ng^ e reme n t. Jfe a£I^jC 41 
\ airdrops of all POL systems, 
equipmenty^Hcpmba^agjprr^pad ol 
and vldeni ai2gmeat£iio£ne 'd^ 
the task force Basr^^ 



"" '^ T»g t^^^'T.igve 1 . . 

_^ sgfitf^Bb^ri terns of 
and^ ^ammun i t ion , 
• s .M^Spe'cif i cal ly , 



^"(^V^^^^^^^^^^^^l^^^®^ night ;«iraroptechniques for 
5 ^0 ga IIot :ca5 ^ia |^fe l&.i^ "_ H 0 O^f pBCftBjg ^s t^^ and 
M-274 weabona ' caSgtjgj^'jG^ m6diiii[^ ^ ivery 
System (CDS) cohf igoration."' Drop ^aircraft' tested: 



(1 ) MC-130. 




n¥ti'lS|%aiir w/i h- f 1 igh t ref ue 1 i ng ) . 

w level night airdrop techniqu^srfor 
use^.by DELTA/Ranger forces. Personnel 
moCorcycles. Modified CDS configuration 
iCr.141B aijccraft. 





sy s 1 3>r.s and pr inie>i®rira - :f roin_ MC- liftf 



_ and C-T41B aircraft. 

Developed, tested, and trained on aix^mproved 
(175r -30b ;GPM) rfgh-twe igh t :p ARE s^-s tern with the capabTlity 
of higj^ressurerefu^^jg the^^^^^P^^ LOW '(HH-53), UH-60, 

Developed, in conjunction with the CCT/Pathf inder 
'eiQiaentSr blackout refueling and rearming techniques. 

RECOMMENDATIONS : 

Fifteen new lightweight refuelu.jig systems (175-300 -GPM 
pumps, -200 GPM Pilter/Separatp.ral along wi th 1 ,5 jnod i f i ed 
M274 weapons carrieirs afidJibj'J^O gal It^ftisQ^JBfiSSle 
drums, plus^PLL's are assembled at Fort CampbellV'kY , for 
uropera^ionai support as necessary. 



b.^C^") Recommend formal adoption of the special POL team 
to support future operations. 

PERSONNEL/UNITS INVOLVED: 




0 
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/ 
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SUBJECT: Air Operations, Helicopter (U) 



Item No. D 



GENERAL OPERATIONS (U) 



TOPIC: Tactical Capability Development 

1. SUMMARY: Review of tactical capability development 

is indexed as follows: 

- Terminal Area Guidance/Target Acquisition 

- Command and Control Link 

- Low Level Procedures JJero Light. ^ 

- Heavyweight Operatioi.s 

- Extended Range Tactics 

- Assault Capability 

- Unconventional Warfare Applications 



- Mission Planning 
2. (|0 DISCUSSION: 



a. (U) Terminal Area Guidance/Target Acquisition ; 

(1) cIb^^ REQUIRED: Deve^lppment of procedures for 
precise termijxal arelT^idance ' and target acquisition 



following extended 




■A 



(3) iSf) TRAINING. PAVE LOW Operational currency must 
be mi^ntained in low level night navigation, NVG 

^ * — ^ in following/terrain avoidance (TF/TA) 

UH-60 operational currency must be 
• • - d 



NVG operations* 
navigation was V*- 
PHOENttr TOTENT^ 

local ^Sfc^tei-ses. 



level night navigation procedures 



•rame: 



iRT and PQ7F,j;{y, CHARGE 
luring HONEY'^bSger and 



(4) fC) FOLLOW-ON REQUIREMENTS: Effective PAVE LOW 

night, low level flight (no illumination) is dependent on the 

AN/APQ-158 radar, which must be fully operational. 
Proficiency in NVG operations for all aircrews is 
essential. 

(Ik ^ " 

(5) ^O'^ RECOMMENDATION: Current PAVE LOW navigation 

capability is essential to any mission requiring 
precise, low level/terrain masking penetration, 
terminal area guidance/target acquisition and precise 
TOTs. Operational reliability of the AN/APQ-158 
terrain avoidance/terrain following radar must be 
significantly improved. 

b, (U) Command and Control Link-Up ; 

(1) (C) REQUIRED: Reliable, secure, long distance 
communication with command and control elements. 

(2) (^) IMMEDIATE SOLUTION: Acquired Satellite Communica- 
tions System (Secure UHP), aircrews trained in SATCOM 
use. 



(3) UNRESOLVED PROBLEMS: Only three HH-53H and 

four UH-60*s have SATCOM installed. This decreases 
operational/maintenance flexibility due to forced 
reliance on certain airframes only. 



(4) yc) RECOMMENDATION: Modify all aircraft with 
SATCOM . 

c. (U) Refined Low Level Procedures (No Illumination) ; 

(1) (U) REQUIRED: Refine low level formation procedures 
for conditions of zero illumination. 

(2) ^^t^ DISCUSSION: NVGs are useable only to about 
20% (equivalent moon disk) outside illumination. Use 
of HH-53H as pathfinder Lgnables Thh-SB ^LICKS, .CH-47s 

and UH-60s to fly under conditions of^ero iliuminationri 
Rotor tip path lights on the HH-53 are adj'ustab^le in 
intensity and can be turned down until they can't be 
seen by the naked eye. They provide ajn excellent 
attitude source for NVG flight. 



(3) RECOMMENDATION: Any aircraft considered for 

use m night formation flight with NVGs should be 
modified with rotor tip path lights. This significantly 
reduces pilot fatigue and is especially important on 
extended flights. 
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d. (U) Heavyweight Operations ; 
(1 ) (U) PROBLEM: 

(a) ll&T HH-53 operations are technical order 
limited to 42,000 lbs gross weight. The 42,000 lb 
limit may impose unnecessary restrictions to 
aircraft capability. Experience of other HH-53 
operations indicates a capability for operations 
up to 50,000 lbs GW. 

(b) '(uT UH-60 and CH-47 max gross weighis have 
be^ increased to 21,800 lbs and 52,00'd lbs 
respectively. " ^ 

( 2 l4^h DTP^"^'^'^^^ ' ^ UrgpntL.mlss ion— requ Iremf^iij 

planning at/auicraf t^vjreighta^^ 47,500 ~lbsZ^jH||BB 
unoffic ial tests .were condaStiiia to 46,700 lbs, .Sikorsky ^ 
'^'^I^HKests wei^ conducted ^to 50,000 Ibs^ and US Navy 

^^ata on RH-S^^ to jfffff Q 0 iBst' No .of f lciaI>._permission/ 
tests/engineering St OKjpjpermlt operational -above 42,000 
jat this time* *' ,^ " 

(3) ((/) RECOMMENDATION: AFA?arner Robbins/ALC 
conduct official heavy gross weight tests on HH-53s. 
Recommend Warner Robbins issue interim guidance for 
operations above 42,000 lbs based on data already 
existing. Care should be taken to monitor for increased 
wear and failure rates for extensive operations at the 
increased maximum gross weight. 



:tended Range ; 

•TT) (J^' REQUIBEp: ' Extend helicopter range, in night,- 
I no light, commrbut environment. 

(2) (U) DISCUSSION: 



/ 



(a) '.Jp>rAir refueling capability already existed: 
-.probe and drogue system with HC-130 tanker. 
VNew tact i<2B- we r§ ..,devftiQpprl .to ^p ermit lights out^ 
fee«m'*mit -jg up 

Required pre-miss ion. briefs and a ccbrahe contro. 
tftmps at the air . r gf u e ^lYf^" "con t rol points. (^Light 
. signal s3 permit coinmuni cat ions, between tanker and 
receiver. 

(b) (C) Ground refueling procedures were developed 
which enable use of blivets, other aircraft, 
trucks, or_^any source capable of single point 

ref ueling^£L.200-300 gpm< is desirjible as a minimum. 
T!n553^ 'procedures require personnel to be familiar 
with refueling through the probe by using an — 
adaptor with the single^ point nozzle*. All operations. 




personnel, and fuel spills are out front, away 
from the rotor disk, in plain. ..sight of the pilot 

adding an increased safety margiru Ground iprews. 

must also. be familiar with OH-60'^|[^ 
single point and gravity feed sys" 
internal fuel 



A 




r ' 



\ 



(3) (U) RECOMMENDATION: Continue to refine operational 
procedures with emphasis on resolution of 'JlVG/ground ^ 
operations compatibility problems, 'Z 

e. J^) Assault Capability: HH-53, CH~47 ; 

(1) fu) REQia i REDT^'Te ve lop HH-53/CH-47 assault procedures, 

(2) (U) During POTENTTHARGE II HH-53/CH-47 assault- 
procedures were developed. Due to ai jrq i^^'^t size (40 

' troop 6rti505P®^^^^.9®^ capacity), ability to "onload 
- snri^^'f-iaAd wheeled vehicles and motorcycles, and .T 

'^STTity to operate from LZ's rather than prepared 
surfaces, -the J^H-53/CH-4T is ""suited for the assault 
role. Internal nav gear permits precise acquisition 
of the LZ and exact TOTs. Capacity permits maximum 
flexibility for ground forces and smaller overall 
assault force. jTactics davel'oped in POTENT CHARGE II 
indicate"' elem ents of three aircraft In diamond formation^ 
(1 FAVE LOW ^f^Sff^itith^SLIfiKffTtEi^?^ is the 

^easTe^t formation to work with, although the landing 
formation is dependent oh LZ size, shape, approach 

. clearance, and threat. PAVE LOW lead can initiate 
slow up for landing and approach parameters using 
internal navigation gear. An initial cadre of personnel 
was qualified in assault operations. 



(3) (0) RECOMMENDATION: Units should continue to 
develop assault techniques and continue joint tactical 
training as part of tlieir continuation training prorams. 
CH-47 internal fuel system conversion should be made 
easier. 

f. (U) Assault Capability: UH-60 . 

/(I) REQUIRED: Develop UH-60 assault procedures. 

( 2 ) ^^^PofTenT' Charge ir "Sfeve loped UH-60 assadlt 
orocedures. "In traini. "~ ' "^^^ 




SECRET if^ ^ f 



and could all be utilized on a single assault. _ 
Tactics developed in POTENT CHARGE II indicate prior 
planning and close coordination are critical aspects 
of special operations assault operations, 

(3) jj:^)', RECOMMENDATION: Units should continue to 
develop specialized^ assault techniques and continue joint 
tactical training, • " - 

g- (U) Unconventional Warfare Applications ; 

(1) (U) REQUIRED: Establish UW del ivery /recovery 
methods. . . 

(2K(r) DISCUSSION: Multi-ship assault landings, 
single-ship PAVE LOW approach wilfh' hover coupler, 
hoist, rappel, s^bo rig, rope ladder, and. rut^er 
raiding craft .ytRC) deployment have all been refined. 
The unique capabilities of the HH-53H, PAVE- LOW, make 
it an ideal weapon system for behiad the lines, deep 
penetration, commando operations. ^H-53H's used in 
conjunction with Army helicopters and assault troops 
would provide a viable force for use in interdiction, 
insertion, rescue and troop support*: The HH-53H 
assault team's ability to penetrate^ iow-'Ievel to avoid 
detection, take adAntage of surprise,, distribute 
forces,, nonreliancdfen fixed land Ina areas;- and < 
immediate withdrawal are its strcfiWbt attributes -4^"- 
in the assault role. Potential t^'aMets^ 'include: 
airfields, industrial areas, secomr"^chelon encampments, 
command centers, - stor^p«j^eas, KpemhcAds, anti-air 
and artillery positions, lines of conaRu nidation, arid 
hard targets. Vijf^ RRC deployment is especially suited 
/ to the PAVE LOW^dfcssiBru^i^^ ^H~J3P with internal 

/ navigation capab^^j^g^^^^^ locate^a precise spot oyer 

' water at night, enfSge' the hover permit^ low 

altitude, no horizorfij-^li^ght oveflpj/axer and inserdf - 
from one to two RRC sjslu s person?i¥lV : Electronic 1\ * 
location finder and^DF jties to JfejCentral Aviation » 
Computer permit acquisition for ffeovery. HH-53H^ .> 
mission ready crews ^^re prof icieijf j.n all methods > 
of delivery and maintain curren^ iji "insert ionfe^/eactitc- » 
tipns.. HQK.Ey -.BADGER, POTE^ CHAftiSt:' I & 11^ and PdlSOw' 
DART emp h asj. z ea^-«ru!bl%JBh i p asi^a^l^andings , and joint 
grocedurjgs,-'- - . - -'mmfimK # 

iP^if-y) R£j^^ND?5l01ii. HH-53H_be cons id ered the^rimary 
/Y' vehitfle for single" sTMp IT,^ missiorisJSRa lead'S'ircraf t 
f multiple ^Jlip missions r eg u i ring- deep peneT^atioS^'^'^SFal 
*aarkn^ssfJ!WpFticise navrfitffonT'^^aQBbiJJc *^ 

••■^1*4.1". * 

h. (U) Mission Planning : / 

(1) REQUIRED: Reduce mission planning time. 



A 



(2) (|() DISCUSSION: Counterterrorlst/UW mission 
execuxion is, by nature, extremely time sensitive and 
lightning-quick response is often mandatory. Initiation- 
of operational execution is dependent on planning time 
required. Only after an operation is detailed, can 
support agencies and air crewS finalize their mission 
planning. Units have made sev^j^^rontributions to 
help expedite planning i.e. ,||HH|HHhas developed 



pre-printed navigation logs and a mission planning 
checklist to reduce require^ planning time. Operations 
HONEY BADGER, POTENT CHARGE, and POISON OpT established 
a planning checklist, refined planni^jg procedures and 
demonstrated a significant increase in planning 
proficiency. 




K'^y^^f) RECOMMENDATION: Follow-on planning exercises 
should be conducted on a continual basis to familiarize 
planners at all levels with planning sequences and key 
personnel in participating agencies. Develop procedural 
checklists and planning devices at all levels to supplement 
the joint guidance, established during ^'^POTENT CHARGE^ and 
further reduce planning time. Suggestions applicable to 
all agencies involved with joint planning should be 
included in the Joint Helicoper Operations Directive. 

OTHER RELATED ITEMS: E-10 

PERSONNEL/UNITS INVOLVED: 
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SUBJECT: Air Operations, Helicopter (U) 



Item No. D-7 



H-53 OPERATIONS (U) 



TOPIC: PAVE LOW as Pathfinder (U) 

SUMMARY: 

' 1 . ''^T^'EQlSiikEb: Develop the capability to use ^ PAVE LOW 

'' helicopters, as jg^thfinders for other helicopVers'^in isolated/ 

-^-Yemote area'^. * ^ * 



2. 

cai 



DISCUSSION: To make raaximurt use of J:he;„HH-53H 
ead additionr"* 



isin( 



Pi 




procedures ha< 
)e~estai:3ixsneci and pr act iced J^'^'^IfT^^KTcept required 
absolute formation discipline and use "of night vision 
•gp ^''goggles (NVG) to maintain position. Comm-out procedures were 
desired. Training missions we^e flostn under varied^conditions 
of illuraination, occa siona 

altitudes varied fromj 

Formation compos it ion^QBCBy^^ LL-om nwo xo rour aircraft with 
combinations of HH-SS, OSr-60, and CH-47. Froceduces were 
developed and documented in the Joint Helicopter Operations 
Directive. . '« 

3. (U) RECOMMENDATIONS: 

a. (U) Improved exterior IR lights are needed for 
positioning and signaling while in formation. All 
special operations helicopters should be fitted with 
"SLIME" and blade tip lights to assist in maintaining 
proper formation position. 

b. ^) Continued joint training is required between 
special operations units to refine and improve procedures 
established in the Joint Helicopter Operations Directive. 



n 



^ PERSONNEL/UNITS INVOLVED: 



ISOWV 101st. 
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SUBJECT: Air Operations, Helicopter (U) 



Item No- D-8 



H-53 OPERATIONS (U) 



TOPIC: Dust Out Landings (U) 
SUMMARY: 

1. [ft) PROBLEM: Helicopter operations in desert environments 
require a capability to land a single helicopter or helicopter 
formation in extremely dusty landing zones (LZ). The 
potential for loss of visual cues ("dust out") presents a 
severe safety hazard. This hazard is compounded at night* 
Crews & planners did not have sufficient knowledge/prof iciency 
with regard to night, dusty environment landings. 

2. (U) SOLUTION: "Dust out" landing tests were conducted at 
night using NVGs, The capability to land a single helicopter or 
formations in extremely dusty LZs was demonstrated. Techniques 
varied from roll-on landings at ground speeds well above 
translational lift to a vertical descent from 50-100 feet 

A6L while using the hover coupler. 

3. (U) LESSONS LEARNED: 



a. (U) Results were partially successful. 

b. (U) Swivel ing of the HH-53 nose wheels while rolling 
slowly (approximately 5mph) across soft terrain caused 
problems. Nose tires blew out on several occasions when 
they were pinched away from the rims after the nose gear 
cocked 90 degrees during roll-out. The most serious 
incident involved aircraft damage when the nose strut 
collapsed and tore out the cockpit floor under the flight 
engineer's seat. 

c. (U) Total brown out conditions were frequently 
created by excessive HH-53 rotor downwash. This condition 
sometimes necessitated an instrument go-around by the 
HH-53, and often prevented wingmen from landing due to 
complete loss of visual references. 

4. (U) RECOMMENDATIONS: 

a. (U) Develop a nose gear centering mechanism for the 
HH-53 to insure proper position prior to roll-out landing. 
The nose gear often becomes cocked if the aircraft moves 
slightly during liftoff and remains in that position without 
the aircrew's knowledge. This is generally not serious when 
landing on a hard surface, but becomes a definite hazard in 
soft desert sand. 
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b. (U) Install a nose gear locking device similar to that 
on the H-3 helicopters. Such a device would preclude 
turning of the nose wheels on soft terrain during rolling 
landings or slope landings. It would drastically reduce the 
potential for blown nose tires and/or collapsed nose struts. 

c. (U) Continue to practice and develop procedures for 
safely landing all aircraft in a formation during extremely 
dusty conditions- Possible solutions include greater 
distance between landing aircraft on large LZs or establishing 
spacing between formation aircraft over a known point such 

as the IP to allow time for the dust to clear, before each 
subsequent aircraft begins its approach. 



"^PERSONNEL/UNITS INVOLVED: ' 1S0W, IjiUt. 
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SUBJECT: Air Operations, Helicopter (U) Item No. D-9 

MODIFICATIONS (U) 
TOPIC: CH-47C (PLUS) (U) 

1^^\€l^SUMMARY: Major modifications to 16 CH-47C (PLUS) 
helicopters are indexed as follov^rs: 

- Range Extension ^ 

- Redundant, Forward Area Refueling System 

- NVG Compatible Cockpit 

- Avionics Enhancement 

— AN/APX-72 Transponder 

— 1-HF/AM/SSB Secure Transceiver 

— 2-ARC~n4 ""UHF/AM 

— 2-KY28 Secure v! 



— AN/APR 39 Radar Warning Receiver 

— APN 209 Radar Altimeter 

— Cruise Guide Computer 

- Omega Precision Long-range Navigation System 

- Third Pilot/Navigator Position with Omega Control Head 



/ 



- Aircrew Oxygen System I 

r " . '■"■) 

/~ Increase Maximum Gross Weight! 

f - Rapid Removal Tank System (8 Aircraft) 

- Rescue Hoist 

2. DISCUSSION: 
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Range extension ; 

REQOIrBdT 'Extend the range the CH-47 t. 
autical^miles -to be compatible with mission 

em^nts and agthher ca^'finTties. 

^. ^ ■•• 

(2) m) DISCUSSION: Off-the-shelf equipment was 
examined to accomplish this goal. Four 600 gal 
internal aux tanks were installed to add 2400 gals to 
internal auj^^^^^fuel to the system providing the 
required fl^HHHHBp The use of off-the-shelf 600 
gal tank^^TimHate^the long lead time procurement 
and cost of custom built tanks. In -Xune 1980, 16 
aircraft from TF 158 deployed -to .Norton AFB for the 
modification of the fuel system and general 
reconditioning. TSARCOM, with Boeing technical 
assistance, modified 16 CH-47C (PLUS) with the fuel 
system^^Extensive training and testing confirmed that 
theflH|^|tooal had been achieved without degradation 
of perror^Kice. 

. ( to ■ • . ^. 

(3) (JET) RECOMMENDATION: Continual upgrade of the 

/ system .^n.,ojc.der,^^|^finake the^JLoad configuration more 
wf l«xTiSle andZSittl ngs more "rel i able . 

b. (U ) Redundant f Forward Area Refueling System ; 

_- ^ 

(1) (U) Development of helicopter tanker capability 
to increase force flexibility, (See also HH-53 and 
UHHiO modifications) 

I 1?) ISCUSfilON : ' Th e need^.to ca^ry organic 

K logistics ^ug po^t on loner 'SuratiohipSeep penetration 

I vertical lift missions dictates tlTaT inission aircraft 

must hav^ tfie capability of tranVferring fuel to other 
I aircraft? Refueling operations^^ii^^eerwronducted 
7 l^n'EirCH-??, B/C/H, t;i-60,^^^^HHsing both 

•*~*single point and "over the wing^^^^^^^^ from tfwo 
J to six refueling pointsj] In all refueling operations 
. the refueler had backup pumps available. 

^3) (U) AREAS OF INTEREST: With the differences in 
receiver aircraft, close coordination of both equipment 
needs and training is essential. Ground crews need 
extensive training in FARRP operations to insure rapid 
and efficient operations. 

(4) (U) RECOMMENDATIONS: Continue joint training 
with all types of aircraft. Special operations units 
should develop highly trained FARRP crews to be the 
cadre for future training. 



c. (U) NVG compatible cockpit : 

(1) (U) REQUIRED: Develop a cockpit configuration 
compatible for use with NVG's. 

(2) ) DISCUSSION: VJl-.en the CH-47 was deployed to 
Norton AFB the cockpit was retrofitted with NVG 
compatible blue light capability. Follow on test and 
evaluation identified several shortcomings that were 
corrected. The CH-47 presently has one of the best 
NVG cockpits available. 

/'A 

(3) (U) RECOMMENDATIONS: Continual improvement as 
state-of-the-art improves. 

d. (U) Avionics enhancement ; 

(1) (U) REQUIRED; Provide the aircraft and aircrew 
with an avionics package to enhance communications and 
threat detection. 

(2) (U) The need to have ^ special operations heavy 
lift/logistics capabil i ty ^J^or deep penetration miss ions 
places heavy demands on command arid control systems ~ 
and survivability. The high risk missions require 
constant monitoring and close coordination of operational 
and logistic assets. 'jCommuni cat ions are especially 
critical in laager areas or FARRPs where several 

^ flights of. different type .aircraft could come in 
Conflict, i 

(3^^[^j IMMEDIATE SOLUTION: In order to decrease the 
command and control problem the following communications 
equipment was installed: 

(a) AN/APX 72 transponder for location, identifica- 
tion and tracking 

(b) *1 - HF/AM/SSB secure transceiver 

(c) 2 - VHF/PM secure 

(d) 1 - UHF/AM secure? 

r To enhance survivability in the low /medium threat 
V^environmen t , an AN/APR 39 Radar Warning Receiver was 
_installeG.'3 To aid in nc^vigation and pilotage on 
\ extended low level^ f 1 ight, an Omega navigation system 
(discussed later), an APN 209 radar altimeter and a 
cruise guide computer v/ers added. 




ET 



(U) Omega : 
' \ ■. 

{1) -(U) REQUIRED: Precision naviuation capability 
over long distances at night. 

(2) (p DISCUSSION: The ability to perform long 
range precision navigation is'essential for the 
self-deployability of organic aviation assets and is 
essential in the execution of special operations 
missions. The addition of internal auxiliary fuel 
tanks has permitted extended flight envelopesSlthat can 
carry the aircraft well out of range of traditional 
ground navigation stat ions^into desolate areas. 



) (,) IMMEDIATE SOLUTION: The Litton Omega set was 
acquired and installed in CH-47 helicopters to provide 
the needed navigation capability. After proper 
training for the aircrews, Omega proved to be a 
reliable navigation system and is suitable for long 
range deployment and^eep penetration! by CH-47 helicopters, 

(4) (U) FOLLOW ON: This system should be considered 
for acquisition for use in other special operations 
assets. Modify the Omega to be compatible with 
NVGs. 



f. (U) Third pilot/navigator position with Omega control 
lead ; 

(1) (U) REQUIRED: Ability to precisely navigate low 
level/ at night over desolate terrain for long distances. 

(2) (U) DISCUSSION: While flying mission scenarios 
with NVGs, pilots spent a major portion of their time 
both looking outside the aircraft and maintaining 
aircraft control. They had difficulty transitioning 
inside the cockpit to use maps and other navigation 
equipment. In the low level environment the requirement 
for constant attention outside the aircraft for safe 
flight made precision navigation difficult. In 
addition, the Omega control head lighting system was 
too bright for use with the NVGs. Covering the lights 
solved the NVG compatibility problem; but the Omega 

was unusable. 

(.3) (ji^) IMMEDIATE SOLUTION: To facilitate night 
navigation and relieve the workload on the pilot and 
copilot, a navigator station was put in the cargo 
compartment. The navigator could function with 
minimal lighting ^.and could operate the Omega navigation 
system without interfering with the pilot's ability to 
control the aircraft while on NVGs. 
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(4) RECOMMENDATION: Integrate the precision 

navigation system into existing pilot displays. As an 
interim, a navigator training course should be established. 
The training should include low level navigation with 
and without NVG's; map preparation; wind, time, 
distance, heading computations; and navigation system 
operation. 

S^"^ AAf crew Oxygen System; 



(1) (U) REQUIRED: Capability for long duration 
flights aft- high altitude. ^ 

(2) CO") DISCUSSION: Miss ion> requirements dictated 
that thft force fly extended legs "jit or above 10.^000 
feet in mQuntaino^s ^rrain at night. To avoid the 
problems associated Vith decreased night vis ion^ above 
3,000 feet and the effects of hypoxia (tunnel vision " 
and degraded night vision), a five place oxygen system 
with 90 minute duration was installed. 

a 

(3) (U) UNRESOLVSp.J?^pBLEMS: The system functions 
well but presents' Some hazards because of the equipment 
used and the configuration. The bottles are high 
pressure units with exposed n^cks that can be broken 
off during combat or a crash. 

(4) (>) RECOMfffiNDAMONS: Continued development or 
the system to incj||4de permanent racks to secure and 
protect the bottiias^-especially the bottle neck. 
Coritinued. emphasis on the benefits of oxygen, not only 
for flighfat or e>bove 10,000 feet, but also f or^ ' 
flights at or 'above 3,000 feet at night. *** 



(1) (tf) REQUIRED: Operations above 50,000 MQi^J^ 

tf . . ' 

(2) fti) DISCUSSION: 'CH-47 operations were limited to 
50,000 lbS''"HGWi Mission requirementS"aictated that 



the MGW was increased to 52,000 lbs. 

(3) (U) RECOMMENDATION: Recommendr«ifurth&s«evalu&t<Lon ^ 
of ' OE>erations at the new MGW and examine the possibility 
■ arid" limitations of higher weights. Care should be 
taken to monitor for increased wear and failure rates 
for extensive operations at the increased maximum 
gross weight. 




(0) Increase maximum gross weight (HGW) s 
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i- (U) Rapid removal tank system (8 aircraft) ; 

(T) (U) REQUIRED: Capability to rapidly transition 
the aircraft from a logistics carrier (base) to an 
ingress/egress lift augmenter or SAR aircraft. 

(2) (U) DISCUSSION: The two primary missions for the 
CH-47 have been to carry fuel ^and equipment; and to 
provide the emergency lift capability for the force in 
case of excessive losses or loss of lift capability. 
In order to do this the internal tanks should be 
rempyable. 

(3) (jry IMMEDIATE SOLUTIONy^&ighf aircraft had tank 
modifications that permitted rapid roll-off of the " 
tanks ^nd rapt^ transition fro%^a ^logistics carrier to 

a tyroop carrieiN The tank^couTd be remo ved wh-ile — 

either full ^^^^^^(fj^^/j^/t^Kf/j/f^ ' 

(4) (U) RECOMMENDATION: Further examination to 
improve the design and function of the entire refueling 
system. This system was designed and built with 
off-the-shelf equipment and could be improved to 
increase safety and efficiency. 



j. (U) Rescue Hoist ; 

(1) (l^) REQUIRED: Capability to provide SAR aircraft 
to the forces. 

(2) (/) DISCUSSION: The deep penetration force would 
generally provide its own SAR during most phases of 
the mission. During ecjress with full capacity, or if 
some of the primary^ mission aircraft *ar^ lost, the 
CH-47 would assume the SAR role. 

\ 0 

(3) ('j) RECOMMENDATION: Aircrew training be conducted 
on pickup procedures and crew coordination, as well as 
training on air-ground location and pickup procedures. 



OTHER RELATED ITEMS: A-i 



PERSONNEL/UNITS INVOLVED: Hq USA, DALO-AV 
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SUBJECT: Air Operations, Helicopter (U) 



Item No. D-10 



MODIFICATIONS (U) 



TOPIC: AH-1 (U) 



1. (U) SUMMARY: JTF mission requirements are similar to aircraft 
design characteristics, so modification requirements 
were minimal. Modifications accomplished/recommended are 
summarized as follows: 



Description 

a. {□) 747 Kamon blades gain 7% in lift. 
They do not seem to hold up well in desert 
environment. ^ ^ 

y 

b. (U) Metal Plus Plum diffuser - increaBe 
NVG compatibility as well as survivability. 

c. (U) UHF Secure - would give back up secure 
means for air to air and Army to Air Force. 
Currently, problems exist with UHF and FM 
secure compatibility. The alternator shuts 
off the Ky-28. 

V 

d. (U) "Silver Slipper" mod for extra ground 
handling wheels to reduce .ground pressure. 

e. (U) AN/PR 44 adapted to aircraft to provide 
continuous wave coverage. 

•f. (U) Pilot/Gunner HSS^mod to allow both 
goggle anH HSS 20mm firing. 

g. (U) IR Searchlight 

- Position light NVG dim circuit 

- IR Searchlight on TSU - under study 

OTHER RELATED ITEMS: A-2 

PERSONNEL/UNITS INVOLVED: HQ USA, DALO-AV 



Recommendation 

Desired - but under 
further study. 



Required 



Desired 



Required 
Required 

Required - Complete 



Required 

Required 
Desired 



Complete 
Complete 
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SUBJECT: Air Operations,. Helicop 




MODIFICATIONS (U) 



TOPIC 




yi . SUMMARY: Major modifications made t( 

indexed as follow: 

- NVG Compatibility 

- Advanced Avionics Package 



kelicopters ar 



— UHF Satellite Communications j 

— APR-100 Transponder 

— APN 209 Radar Altimeter 

-T!- APR 39 Radar Warning Indicator 
- Internal STABO Equipment 



- Transportation Equipment 
J. *r DISCUSSION: 
^f^^^ljjtrj NVG Compatibility! 



A 



(1) (U) REQUIRED: Aircraft suitable for NVG operations. 



'WT DISCUSSION: With the need to support extensive 
night operations, it was imperative that the aircraft 
be compatible for use with NVG's. The following were 
the most significant findings concerninJHHBbonpatibility . 

(a) (U) Instruments are difficult to read. 

(b) (U) Position lights should have an IR capability. 

(c) (U) All instruments and indicators should be 
painted with luminous paint. 

r 

fu)t^) Blue-green light should be used in the 
^ cockpit to facilit^te^ t_ransjj:ion from NVG to night 
operations. 
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(3 ) "SfirK^NTERIM SOLUTION: Cockpits were painted with 
non-reflexive hlar k pain t and all lighjt s were covered 




(4) \Ut) RECOMMENDATIONS: The cockpits and exterior 
should be modified with NV6 compatible lighting. The 
success of the blue-green filter glass for instruments 
and lighting should be utilized with these aircraft. 

b. (U) Advanced Avionics package; 

(1) fU) REQUIRED: Sufficient avionics to permit 
commu ni cat ions r navigation, threat detection, and 
protection In a low intensity environment. 



(2) l^) DISCUSSION: The need to have a special 
operations capability for clandestine penetration 
behind enemy lines places heavy demands on command and 
control and survivability of the force. These high 
risk missions require constant monitoring in order to 
avoid committing forces at the wrong place at the 
wrong t ime . 
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A 




(3) (U) IMMEDIATE SOLUTION: 



(a) (U) In order to control the forces the following 
communications equipment was installed. 

.r? Two command and control aircraft were 1 

tmodified with secure satellite communications. J 

ected aircraft have an APR 100 transponder 
for flight following fro m the E-3A AWACS, positive^ 
, identif icat ioi;p: ■. and rim^r"4Sgy^c'6mmahd^aarijd contrgl* 



E^Ch.-aixcsa&tsaahaakjian APN 209 radar 
JiSeter,.for improved te''?rain clearance capaytlity, 

h^^'jlfj Standard U^JF radiosj-^ere replaced wiJtii 
\ advanced, 1 ighter -ARGr4A4-ftunits-. 

(bjl-^)^ In order to enhance survivability in the 
low/medium threat environment the following were 
added: 

1 APR 39 ra^ar^arn'ing receivser. 



2 Infrared exterior paint. 

(4 jI^j^JT'^RECOMMENDATlONS \^ CoxKinuai. impPovemeoi^^iand 
update of ■■■■■■■^i:^t|^4£cr^'^to\:ir^^ 

Even^af '^§t5tacement 



state-of -t he-ar 




c. (U) Internal Personnel Extraction Equipment (STABO); 



1) 



(l)-^U) REQUIREMENT: System to extract downed 
aircrew from inaccessible areas. 

(2 j^^^^j^ISCUSSIOr^^The limited weight and space 
capability of th^HH|P and the probable mission 
scenarios on wh.icr^cney would b^emp^yed, preclude the 
availability of .SAR forces. "^^^IHHl therefore, must 
provid^its own SAk capability. 

(3) < C^) IMMEDIATE SOLUTION: A STABO system was added 
to the aircraft equipment. The system is normally 
stowed and can be activated by the pilot who can drop 
the STABO line to the stranded crew/passengers on the 
ground. The personnel can then be transported to a 
safe area for pickup by an aircraft. 

(4) (^J) RECOMMENDATION: Further examination and 
testing of the system to insure a man-safe system. 
Also examine the possibility of an emergency extraction 
system on other Special Operations aircraft. 



d. 



A 



Transportability equipment: 
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OTHER RELATED ITEMS: A-2 

PERSONNEL/UNITS INVOLVED: Hq USA, DALO-AV 



SUBJECT: Air Operations, Helicopter (U) Item No. D-X2 

MODIFICATIONS (U) 




hlA-^=-ARC. 114 VHP/PM#1 



1 - ARC 164"^VHF/AM 



A 




NOTE: The rationale for these modifications is covered 

under similar modifications to other JTF helicopters. 



OTHER RELATED ITEMS: A-2 
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SUBJECT: Air Operations, Helicopter (U) 

MODIFICATIONS (U) 



Item No. D-13 



TOPIC ^^^H-58C (ELN) ^tfjCO 

1. SUMMARY: 6 OH-58 helicopters were modified as 

follows: 



- NVG compatibility 

- 2 - ARC 114 yHF/FM#l 

- 1 - ARC 164 VHF/AM 

- 2 - KY-28 

- APN-89 

- APN-209 

- Omega 



Secure 

'V- 

ADF 

Radar Altimeter 

Litton long range navigation system 
Transponder 
Sd^JtJ?r Ra dar Wa rn i ng Re ce i ve r 

'*3iSlt?fl^H^ liada^ , 



- APX-lOO 




NOTE: Ji^gJJBpfft^ibna^la-j|5J^^ covered^^ 

^ tfy de r. gimilar modi'f^catjions^ tc^ other JTF Ji el i copters. 



OTHER RELATED ITEMS: A-2 
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SUBJECT: Air Operations, Helicopter (U) Item No. D-14 

modifications" (U) 
TOPIC: UH-60 (BLACKHAWK) (U) 

>• ijcy SUMMARY: Major modifications made to UH-60 helicopters 
are Indexed as follows: 

• - Range Extension Fuel Tanks 

~ NVG-Compatible Cockpit 

- Enhanced Avionics Capability 

- Provisions for Third Pilot/Navigator 

* Max Gross Weight~Tncrease Certification 

' " Supplemental Oxygen System . 

1 . . 

' -^kternal Fuel Transfer System 

a. (U) Range Extension : 




^ ft in 'Vn REQUIRED^^ObjectM»e was to extend the 
a UH-60 range tol|^Bbautical milesV'^. 2 

(2) 0^ DISCUSSION: The Department of the Army 
contracted with Sikorsky in early June to develop a 
preliminary design and prototype. A design criterion, 
based on intuitive awareness that the manufacture of 
fuel tank bladders was a long lead time item, was that 
existing UH-1 range exte nsion tanks be used, if 
.feasible. [The final design yielded a system with six . 
150-gallon Uff-r*tanks arranged in a cluster„.p€^J££u? 

\^ l^i^^i^^^^i^^'^^ •tMS!i..riaf t-zCabJLnLvwi .. 

y— managed tStough an Integrated control panelTl The 

prototype was flown to the Pentagon, where the 
concept and design were approved by CJTF, with VCOS, 
USA, present. DCSLOG directed the transfer of all 
UH-1 range extension tanks in the Array inventory to 
Norton AFB, where a TSARCOM depot team inspected and 
repaired them. TSARCOM, with Sikorsky technical 
assistance and factory fabrication support, modified 
/30jOH60s with the systems, at Norton, between 10 and 
22 June 198^^Extensive training and testing confirmed 
that the HBHN^^^ been achieved without serious 

degradation of performance. 



0^) 

(3) RECOMMENDATIONS : Recommend DA direct that, 

— UH-60 deliveries in the future include hard points and 
plumbing for installation of external range extension 
tanks." The use of such external tanks will make the 
cabin sect ion" "av^ilabl^ "for troops and cargo in 
quantities inversely proportio^nal to required external 
fuel load. The current configu rat ion requires removal 
of tanks to obtain cabin use*, 

b." (»*) NVG-compat ible Cockpit ; 

(1) \^ REQUIRED: Develop lighting compatible with 
use of NVG's. -? 

(2) {jtf DISCUSSION: Existing auxij^iary cockpit 
lighting is not satisfactory and aircraft searchlights 
are not compatible for NVG operations or clandestine 
operations. With the need for extensive night 
operations, it is imperative that aircraft be compatible 
with NVG usage* Many light systems in the cockpit 
cannot be dimmed enough to avoid interference with NVG 
operations. With lights turned off, necessary 
instruments are not readable. Many systems that have 

to be used must be shielded from the pilots. Exterior 
lights also present a problem to the aircrew and crews 
in other aircraft* Windshields must be in good 
condition since scratches or dirt reflect and diffuse 
light in the cockpit. The following are the most 
significant findings concerning UH-60A NVG compatibility: 

(a) Trim Ball on VSI not visible - should be 

larger and lighted* 



(b) (J^y Replace plastic windshields when they 
become scratched. 

(c) j^f) Position lights should have an IR capability. 

(d) ^^) IR illuminators or blue-green illuminators 
should be available in the cockpit. 

{Ui)^ 

(eKptn All instruments and indicators should be 
painted with luminous paint. 



(f } (u) Blue-green light should be used where 
possible to facilitate transition from NVG to night 
operations. 

(3) IMMEDIATE SOLUTION: The immediate solutions 

are interim measures until better measures can be 
implemented. Protective covers (hoods or shields) 
were placed on instruments or equipment emitting too 
much light. Tape was used to cover light sources that 
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could not be eliminated - i.e» warning lights, marker 
lights, control lights, navigation and position 
lights, to dim them to acceptable levels. Red lens 

flashlights covered with tape were used for personal or 
emergency lighting. An IR searchlight was added. 

(4) (^) FOLLOW-ON: Examine state-of-the-art technology 
for follow-on aircraft. The "blue-green spectrum glass 
and special IR lights, both interior and exterior, 
would solve many of the lighting problems. 

c. (U) Avionics Enhancement : 

( 1 ) ^'^) REQUIRED: Provide the aircraft and aircrew 
with an avionics package to ehhance communications and 
threat detection. 



(2) ^"(21 DISCUSSION: The need to have a sjificial 
operations ^apabil ity^tQXi,deep. g^petrat ion behind 
eneiuy'*-! ine^ places heavy demands on command and 
control systems and survival of the force. These high 
risk missions require constant monitoring in order to 
avoid committing forces at the wjrong place at the 
wrong time. / 

(3) (U) IMMEDIATE SOLUTION: 

(a) Uff In order to accomplish the above, the following 
communications equipment was installed: 

U (St OHF/AM secure 

2. VHF/FM secure 

VHF/AM 

HF/AM/SSB secure 



5^. UHF SATCOM secure (selected airframes) 

6. (*n APX 100 transponder 

(b) (^^^To enhance survivability in the low/medium 
threat environment the following equipment was 
added: , . 

J[, {ft) Full aircraft survivability suite 
filled, including overwater package, 

AN/APR. 39 radar warning receiver. 

3_. ^N/APR 44 radar warning receiver.. 

_4 . M-130 Chaf f .;Bispens(ir. — 

'.i:..^. . . ^ 

5_, \J5) IR absorbent i>aint.— 
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(c) UBO Modifications were accomplished in coordina- 
tion with ODCSdPS, DA; ODCSLOG, DA; and DARCOM , as 
necessary. Equipment was identified and installa- 
tions initiated at Norton AFB, between 10 and 22 
June 1980. Subsequent testing and training 
confirmed the utility of the installed systems. 

{U) FOLLOW-ON: Continued emphasis is needed to 
^^anhance the capabilities of theClOlst, TF 158, UH-60s." 
^-Cons id e rat ion of a PorwarifH Looking Infrared (FLIR) 
system would greatly enhance the UH-60 capabilities 
and usef uiness-J-n the special operations roler An 
inflight refueling capability is essential. 

(5) W) RECOMMENDATION: Continual" improvement and 
update of special operations-configured BLACKHAWK's, 
to include state-of-the-artf^penetrationjaids. 

d . ( U ) Provisions for third pilot/navigator augmentation . 

(1) '"^l^^ REQUIRED : Ability to precisely navigate long 
distances over desolate terrain, low level, at night. 

(2) (^) DISCUSSION: While flying the mission scenarios 
with NVG's, pilots spent a major portion of their time 
looking outside the aircraft and had difficulty 
transitioning inside the cockpit to use maps or the 
doppler. The requirement for constant attention 
outside the aircraft for safe flight made precise 
navigation difficult. The doppler by itself is not 
reliable enough as a sole means of navigation, and 
requires constant updating. 

(3) "(U) IMMEDIATE SOLUTION: To facilitate night 
navigation and relieve the workload on the pilot and 
copilot, a navigator station was put in the UH-60 and 
CH-47. The UH-60, navigator was placed behind the 
center console with access to the radios and Doppler 
navigation svstem. 

(4) (U) RECOMMENDATION: 

(a) ~(^J Purchase and install an Inertial Navigation 
System, forward looking infra-red system (FLIR), 
and/or an Omega system to enhance the mission 
reliability and capabilities of the UH-60. 

(b) (Si As an interim solution, for units with 

long range, low level, night penetration requirements, 
a navigator training course should be established. 
The training should include low level navigation 
with and without NVGs; map preparation; wind, 
time, distance, heading computations; and navigation 
system operation. 
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e. (U) . Max Gross Weight Increase: 

\y ^ 

(1) (U) REQUIRED: Operations up to 21,800 lbs 
(GW), 

(2) (U) DISCUSSION: UH-6C operations are tech-order- 
limited to 20,250 lbs gross weight (GW). With the 
added capabilities that the ifiternal and/or external 
auxiliary tanks provide, operating weight reached 
21,800 lbs GW. Present limits imposed unnecessary 
restrictions to aircraft capability. After checking 
with the Sikorsky Company, it was decided that the 
higher gross weight would present no hazard- 

(3) (U) RECOMMENDATION: Recommend further evaluation 
of operations at the new maximum gross weight and 
examine the possibility and limitations of higher 
weights. Care should be taken to monitor for increased 
wear and failure rates for extensive operations at 

the increased maximum gross weight. 



f (U") Aircrew Oxygen System : 

'(1) (U) REQUIRED! Capability for long duration 
flights at high altitudes. 

(2) (U) DISCUSSION: Mission requirements dictated 
that the force fly extended legs at or above 10,000 
feet. To avoid the problems of hypoxia (tunnel 
vision, and degraded night vision at night) a five-place 
oxygen system with 90 minute duration was installed* 

(3) (U) UNRESOLVED PROBLEMS: The system functioned 
well but presented some hazards because of the configura* 
tion and type bottles that were used. The bottle necks 
are exposed and can be broken off during combat or 
crash. 



(4) (U) RECOMMENDATIONS: Continued development of 
the system to include permanent racks to secure and 
protect the bottles, especially the bottle neck. 
Continued e.iiphasis on the benefits of oxygen for night 
2nd high altitude flight (3000' and above). 

g. (U) External fuel transfer system (UH-60) ; 

(1) (U) REQUIRED: Development of helicopter tanker 
capability to increase force flexibility. {See also 
HH-53 and CH-47 modifications) 

(2) (U)" DISCUSSION: The need to carry organic 
logistics support on long duration, deep penetration 
missions dictates that mission aircraft must have the 




capability of transferring fuel to other aircraft. The 
Ufi=.da transfer system, designed by Sikorsky, operates 
from AC power provided by the aircraft. Refueling 
operations have been conducted with CH-47, UH-60 and 
OH-6 aircraft using previously established procedures 
with^no procedural problems noted. 

(3) (C) UNRESOLVED PROBLEMS: The UH--60 operator's 
manual states that at specific temperatures there is 
no restriction on time limits for operation of the 
APU; however, experience has proven that prolonged 
operation of the APU will cause overheating and 
shutdown. This not only stops- the, refueling but 

• renders the aircraft inoperative because it cannot be 
started. 

(4) (U) IMMEDIATE SOLUTION: Utilize the APU for 
short duration then crank the engines and allow the 
APU to cool. 

(5) (U) RECOMMENDATION: Examine the long running 
characteristics of tlie APU to establish realistic 
operating limitations to design an adequate cooling 
system. Design a mobile auxiliary power source to 

•provide AC power to the refueling system. 

2. (U) RECOMMENDATIONS: 

a. (U) Modify UH-60 for in-flight refueling. 

b. (U) Modify UH-60 for external tanks. 

c. (U) Modify cockpits to be compatible with NVGs. 

d. (U) Continued upgrade of aircraft with penetration aids. 

e. (U) Upgrade navigation systems. 

• Ijl. ('^} Evaluate max gross weight limits, 
g. (U) Refine oxygen system. 

.h. (U) ^Improve "tanker" fuel transfer capabilities.) 
OTHER RELATED ITEMS: A-2. 

t 

PERSONNEL/UNITS INVOLVED: ' 101st, TSARCOM, AVRADCOM, Sikorsky, 

^ HQ USA, DALO-AV. 
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SUBJECT: Air Operations, Helicopter (U) Item No. D-15 

MODIFICATIONS (U) 
TOPIC: HH-53 (PAVE LOW & SLICK) {JS^ r 

K (X) SUMMARY: Major modifications made to H-53 helicopters 
are indexed as follows: 

- Weapons 

Radar Warning Receivers (ALR-^ftJ 

- Infrared/Radar Countermeasures (ALE-40) 

- Cockpit Lighting 

- Exterior Illumination 

- Fuel Tanks 

- Secure Communications (Ky-28/KY-75) 

- Palletized Initial Navigation System (PINS) 

- HH-53 B/C Tanker 

- PAVE LOW Radar Improvements 
a. (U), Weaoons: 

(1) (U) REQUIRED: Develop suppressive fire capability 
against lightly armored vehicles and armed helicopters. 

(2) (STJ IMMEDIATE SOLUTION: Installed .50 cal nachine 
guns on each side and ramp using soft mounts. Installation 
began on 22 May 1980 and continued until 27 June 1980. 

"\ I / ^3) m FOLLOW-ON: Need viable mix of .50 cal and 

7.62 mini-gun based on anticipated threat. Might want 
to further develop an offensive capability also. 



(4) (irj RECOMMENDATION: Installation of XM-93 AC 
powered mini-gun system. May prove more reliable than 
the battery (DC) powered system. Tests have been 
completed at the 1550 ATTW, Kirtland AFB. 



ALR-69 Radar Warning Receiver; 



iji^^ ) J^f*REQUIRED: Correct deficiencies in th^standard 
ALR-46 V3/5 RWR including ability to indicate^^"*^ 




continued with assign ed c rev^s. 
Eq^lln^AFB threat rangeT*^' " 



ALR~69 is 

ALR-69 crew 
crews and 
Training was conducted on 



J 



c. (U) ALR-40 Flare/Chaff Dispenser : 

REQUIRED: Develop IR missile/radar threat / 
deterrent for use during low level maneuvering flighti. 

^2)^ JtSr) IMMEDIATE SOLUTION: fnstallation of ALE-40^ j 
i system. ' 

raining began in June withCHONEY BADGER^] 
personnel and continued with assigneH personnel. All 
systems evaluated in flight overljglin AFB ^reat 
range, against high speed fighter aircraft. J 

(4) (U) FOLLOW-On: Minor switching problem. Modifica- 
tion team scheduled to resolv^ problem. 

d. (U) Cockpit Lighting : 



(1) 
for 

(2) 



REQUIRED: Develop cockpit lighting compatible 
use with NVGs. 



'^IMMEDIATE SOLUTION: Initial testing done on 
electro-illuminescent lighting proved unsatisfactory 
because too many parts were involved. Installation of 
special spectrum "blue-glass" in cockpit floodlights 
proved very successful. Improved rheostats enhanced 
the capability. 

(3) {fL) Crews were given introduction to minimum lighting 
and have successfully used it during normal training. 
Compatibility problems exist with FLIR display r RWR, PMD, 
and Fire handles. Temporary solution has been to divide 
cockpit^using homemade light elimination devices (LBDs). 

(4) ^) RECOMMENDATION: Continuing emphasis by PAVE 
LOW St*0 at ASD to solve compatibility problems. 

e. (U) Exterior Illumination : 

(U) Required: HH-53 B, C, and H require sufficient 

^'^rtificial illumination for NVG operation under limited 
JJ'or no moon conditions, especially during final approach^ 
»-_and landing. 
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A 



tne ri gh 



'Pl*l6t^ g" 'a(3 jus lab 1 e s po 1 1 j.g h ts 

Also, Z!^^^^^!I^!^ZI^ 

secured in adjustable mounts torwaro of 
crew entrance door on all HH-53s. 




(3) i<i<^ni£Jal training 
iTrumiTratbris accomprfshe 
traininq__accpmpl ished -it ^ 

/ork well eno 
all aircraft 'in 3-ship formation. 

(4) . i^P^JNRESOLVED PROBLEMS: 



lenses fail, 

due to extreme heat generated "W^HH^^^ Lack of left 
side illuminator reduces safety marg^^Jnen co-pilot flies 
the appr^^h^ 

(5) UT) RECOMMENDATIO N: PAVE LOW^ SPQ at ASD continue 

development of ^^^^^^ ^KKKtttKKllKtt Also, SPG 
should develop a secondgenerationiTTuininator . Make 
adequate "buy" of illuminators and install second 
illuminator on left &ide of aircraft. 




f. (U) Internal/External Fuel Tanks: 



(1) (U) REQUIRED: Extend range from current limit of 4 
1/2 hours range with 450 gal t^nks. 

(2) (U) IMMEDIATE SOLUTION: 650 gal external tanks 
(with Foam) were installed. Basic range is now 6 1/2 
hours. Some aircraft were modified to accept 1-5 additional 
internal fuel tanks (250 gal/ea). 

(3) 1S0W tested tanks and aircraft at various gross 
weights. 650 gal external tanks were installed on all 
airplanes and were used during all exercises. Internal 
tanks were installed for some training scenarios. 

(4) (U) UNRESOLVED PROBLEM: Aircraft fuel gauges must 
be continually calibrated. 

(5) (U) RECOMMENDATION: Procurement of enough internal 
tank switch panels to equip all HH-53 B/C/H assets. 

g. (U) Secure Communications ; 

(1) -{uf REQUIRED: UHF/HF secure communications. 
HH-5 J^aircraf t were equipped with a single KY-28 
permitting secure UHF or FM on an alternating basis. 

(2) IMMEDIATE SOLUTION: Ky-75 installed to permit 
secure HF communication. 
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(3) ^fiT'UNRESOLVED .PROBLEM: ' HH-53 singifiuJ[y-28 
incompatible with UH-^O b£tU*i^KY-^J5. eysteih, as HH-53 
UHF or FM cannot be secure at^Ae same time, KY-75 

mod may have to be moved t_Q. -permit mini-gun'''installation, 

(4) (U) RECOMMENDATION: Install an additional KY-28 and 
control head in HH-53. 



h. (U) Palletized Inertial Navigation System (PINS) ; 

(1) (ir^^EQaiRED: Precision navigation capability in 
HH-53CS. HH-53 B/C aircraft lacked adequate internal 
navigation capability for long range missions, 

(2) (€)' IMMEDIATE SOLUTION: Carousel IV-E PINS installed 
in all HH-53 B/C models in June 1980. 

(3) if) FOLLOW-UP REQUIREMENT: PINS is an excellent 
navigation aid; however, a backup system is needed 
because some features of PINS are not operational. 

(4) (#7 RECOMMENDATIONS : Procure and install the PAVE 
LOW Ai5-221 Marconi Doppler in the HH-53 B/C, Integrate 
the PINS, Doppler, and AFCS. Xhis single modification 
would give crews a programmable flight computer, 
capable of lat/long, UTM, grid navigation,, and search 
patterns. The PINS input would provide an accurate 
heading reference for the AN-221 Doppler. Connection 

to the AFCS will enhance hover coupler and AFCS attitude 
(gyro related) reliability. 

i. (U) HH-53 B/C/H Tanker : 

(1) cff) Required: Development of helicopter tanker 
capabi^i^y to increase force flexibility. 

(2) (C/5 Immediate solution: HH-53B was modified with. 
4 (25'6 gal) internal tanks. Internal tanks are the 
same used to extend aircraft range, but were modified 
with a standpipe system. This modification permits 
use of the HH-53 as a tanker, compatible with the 
PAARP system. A major advantage of the HH-53 tanker 
is its ability to aerial refuel. The HH-53 tank is 
limited only by availability of HC-130s. It can 
penetrate long distances, aerial refuel, transfer fuel 
to other aircraft, and then aerial refuel to egress 
the are^. 

(3) (6) unresolved PROBLEM: HH-53 B/C models limited to 
four internal tanks until the PINS and ALR-69 are 
relocated. 

/ 

(4) (U) RECOMMENDATION: Procure large capacity pumps 
and lightweight hose. Develop procedures to refuel 
Army and AF special operations assets from HH-53 B/C/H 
models* 
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Radar Improvements : 

(1) CJO REQUIRED: PAVE LOW AN/APQ-158 radar gain 
adjustment and internal warning systems need improvement 
due to documented deficiencies. 

(2) f/) SOLUTIONS: 

a. tul Texas Instruments has been tasked to 
improve the radar. 

b. OT&E is being conducted jDn aircraft #433 at 
Kirtland AFB, NM. Modif ic'^ations will increase radar 
dynamic range adjustment, produce a better radar 
presentation, improve radar monitor circuits, and 
improve maintenance reliability.- 

(3) (jf) RECOMMENDATIONS: Additional testing and procurement 
of radar improvements* This is a critical PAVE LOW 
operational requirement. 

2. (U) MAJOR RECOMMENDATIONS: 

a. f(n Install improved roini-gun system. 

b. z'MJ) Resolve cockpit lighting/NVG compatibility situation. 

c. /^>^Oevelop adequateg^^^^B^^||||system. 

d. "^(U) Install PAVE LOW doppler (AN-221) on SLICKS. 
Integrate PINS, Doppler and Automatic Flight Control System 
(AFCSJ. 

e. fU) Procure high capacity pumps and refueling systems 
for H~53 tankers. 

f. /tj) Complete PAVE LOW radar (AN/APQ-158) improvements. 

g. (U) Second generation PAVE LOW upgrade of the system to 
state of the apt. 

OTHER RELATED ITEMS: A-2 

PERSONNEL/UNITS INVOLVED: 
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SUBJECT: Air Operations, Helicopter (U) Item No. D-16 

PRECISION NAVIGATION (U) 

TOPIC: OMEGA (U) 

1 . PROBLEM: Precision navigation capability available to 

special operations air crews lacks desired accuracy for 
extremely long missions, 

DISCUSSION: Special operations are often conducted in 
extremely remote locations at night. Without precision 
* navigation equipment, low level map reading and dead reckoning 
become the primary means of navigation on missions where 
pinpoint navigation is essential. Unfortunately, remote 
locations do not always have good visual clues for navigation; 
and, if the problem is compounded by poor illumination, 
navigation becomes an extremely critical problem. Generally 
speaking, the remote and isolated conditions that are 
conducive to successful ground operations are not conducive 
to successful air operations. Navigation systems that 
provide fixes rather than a running dead reckoning position 
are more useful. The inertia and doppler systems presently 
used (in special operations aircraft) are fairly accurate 
but do not have the required reliability without constant 
updating. The Omega system can provide a continual update 
^ix on aircraft position and does not rely on visible ground 
references. ./ 

3. (3^ RECOMMENDATION: Conduct an immediate evaluation of 
•Omega navigation systems as primary or backup precision . 
navigation aid for pathtM6e-r;^iiM^jsx:Aft,,in larger units , and'' ^ ' 
operations; and, "l!ii[*''t:fie case o*f the HH-53H, for^lt. a-itcraf t. 



PERSONNEL/UNITS INVOLVED: 1S0W, 101st 



D-40 




CONRDENTIAL 



SUBJECT: Air Operations, Fixed Wing (U) 



Item No. E-1 



ft 



MC-130 OPERATIONS (U) 



TOPIC: Assault Team Offload (0) 
SUMMARY: 

1. j^) TASK; • -^iC-TSOs-were-taTsked to, rapid ly_jTrs^t a 
coiT^ny sized fo^cej^^n eluding we^^^^n^^^^ll^l^^^ 
Typical load £or,each aircraft is ^M^HI^^^^^^^B and 

associated personnel. 

2<^j^ SOLUTION: Procedures were deyelope4,-.to ensui:;^;^the 
safe^and rapM off-load of men and equipment, to include 
operations in^. toJ;j»i?iy^la'eked out' conditions. Loadmasters were 
vi*T^i^i nf>/^ ■i n r^' ha'^ngp^^ wvflR anr? gnpriai landing procedures were 



\ ^I^^^^^^^^^^^^HjH^^im^?^ aij^ccaf-tgjt^^c^down 

^^^^^^^blagice^ou ^^n^^onrne n t . N um e r ou s^r'a i n ing exercises 
have b^en conducted j 

_3,|^f RECOMMENDATIONS: Continue training with associated 

^to maintain proficiency of both units 



j\ (C)PERS0NNEL/UNITS INVOLVED: 




SUBJECT: Air Operations, Fixed Wing (U) 



Item No. E-2 




MC-130 OPERATIONS (U) 
TOPIC: Trigging and Dropping Motorcycles and Troops (U) 
SUMMAR^ 

1 . Cy) TA SK; Provide an expeditious means to_ 
^^HIHHI^^^"9 ^ minimum number of ground .Jtroi3p.s and equipment; 
a com bi j>ation airdrop of motorcycles and ti^oops. 

^xT .jjP) DISCUSSION: Problems were encountered in rigging the 
motorcycles, preparing them for airdrop, and coordinating the 
simultaneous drop of cycles and troops. These problems were 
overcome when cycXes were rigged and bundled with sufficient 
padding to withstand forces associated with airdropping. The 
cycle bundles were dropped from one side of the"" ramp followed 
very closely by airborne troops. Upon>-landing , protective gear 
was str ■ " " ■ , , ^ . . , - - 



,•1 ^- ? 




RECOMMENDATION: Continue training 

ine techniques and maintain proficiency. 



OTHER RELATED ITEMS: C-4 
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SUBJECT: Air Operations, Fixed wing (U) 



Item No. E- 



MODIFICATIONS (U) 



TOPIC: MC-130 COMBAT TALON (U) 
SUMMARY: 

1. (C) MC-130 Modifications Accomplished: 

- AAQ-8[irCm]po1 Improvement ^ 

- ALE-40 Flare Dispenser 

- ALR-69 Radar Warning Receiver^ 

■ f 

- Bensen Tank System 

- Communications Improvements 

2. Currently Outstanding MC-130 Requirements: 

- ECM Modification 

- Dual Rail System/EWO Equipment Rack Mod 

- Dual UHF and/or FM Secure Radios 

- Dynafix ECCM System 

- Dual Inert ial Navigation System (INS) 
-J Forward Looking Infrared (FLIR) System 

3. {Jt) DISCUSSION OF COMPLETED MODIFICATIONS: 
a^o(U) AAQ-8 IRCM Pod Improvement ! 





\ 



(3) (U) UNRESOLVED: Requirement for a long-term, 
permanent fix, 

(4) (tJ) RECOMMENDATION: This modification should be 
developed (packaged) by DetacFiment 4, Lockheed Air 
Service (Det 4, LAS) and furnished as a locally installed 
modification. 

b. (U) ALE-40 Flare Dispenser ; ' ^ 

1 ^^(G-p PHC^BLEM: The MC-130 t3id not .have an adequate ^ 
Infrared '-'^ountermeasure capaiSiiity* 

(jA) ■ — .1 

(2) JSn IMMEDIATE SOLUTION: The ALE-40 flare dispenser 

system was installed as part of Project Rivet Wildcat. 
System was tested and performs satisfactorily. 

(3) Vpr) UNRESOLVED PROBLEM: Switch location is 
unsatisfactory for flight engineer use, and the 
dispense program switchology is not optimum. Results 
of the USAFTAWC SOF ECM Test should reveal proper 
setting and switchology. Det 4, LAS will relocate 
dispense switch when redesigning the flight engineer's 
overhead panel. ,„ 

(4) (U) "RECOMMENDATION: Continue to improve the 
installation. Closely monitor progress of modifications 
at the unit level. 

t/f v's T « _^ fl, ^-^ ^-»* rning Receiver ; 




PROBLflJillThe ALR-46 Radar Warnin 
on ^he aircraft 



I 

*^h'' (2^"]^) ^Ml^feOIATE' SOTOTI0i^^ sy&l:em' was 




p art "d f ^ 



TT^crat 



Th( 





» ! 



d, . Bensen Tank System ; 

(1) PROBLEM: The unrefueled range of the MC-130 
TALONS was inadequate, 

(2) IMMEDIATE SOLUTION: Modified internal auxiliary 
(Bensen) tanks were installed to extend MC-130 range. 
Use of the tank system has proven very effective. The 
system enables MC-130 aircraft to make longer range 
deployments when tanker support is not available or 
inadvisable; and adds the capability of ground refueling 
support to other. aircraft, i.e., helicopters. 

(3) ty) RECOMMENDATION: Provide sufficient Bensen tank 
systems and spares for all MC-130* aircraft assigned to 
TAC and PACAF as follows: 

(a) (/C) Seven immediately to'^Sp\^(one for each 
assigned "air craft plus one spare). 

(b) ijt) Five at a ijater date toPpACAF^ (one for each 



assigned" aircraft plus one spare!. 



lommunicat ions Improvements . 

(1) Ij/fl PROBLEM ; MC-130 lacked secure communications. 

(U) 

(2) IMMEDIATE SOLUTION ; The, KY-75 HP secure system and 
SATCOM were installed. - 

4. DISCUSSION OF CURRENTLY OUTSTANDING MODIFICATION REQUIREMENT; 

aS Mod i f ica t ion ( ALQ- 1 1 7/ALQ- 155) ; ^ 



150W TALONS need a more comprehensive 






lens ive 
to^det ermine _ 

• wh a t d i re ct ion should be taken to meet miss ioh'Fequirements. 

i ^2)' (Of'^REQUIRED:" 'trBLnst^TC^^^x^^^^^£j^^^^J^om^^^^^^to^the 

ISOVr^or complete testing 

b. luH Dual Rail System/EWO Equipment Rack Modification ; 

(1) 

PROBLEM: LPresent conce pts require long ra nge 

penetratio n" and aer ial delivi 

present auaj. rail system, tnis load exceeds rear center of 
gravity limits. The TALONS cannot legally takeoff (rear 
C.G. out of limits), fly long distances nor airdrop the 
load. 



E-5 




(2) (3^) DISCUSSION: Present rail system limits load 
weights to 20,000 pounds. This is due to required floor 
positioning of the load within the cargo compartment 
caused by insufficient restraining locks. Modification 
of the present EWO equipment rack would allow an eighty 
inch extension of the dual rail system to accommodate an 
additional two to three locks, depending on space required 
for ratchet and swivel controls. This would permit the 
aircraft to carry and airdrop loads in the 30,000 pound 
class with the fuel load and C.G. within limits. The 
present EWO equipment racks must be redesigned /moved; 
possibly the EWO/RO console would haOe to be reconfigured 
to provide the required eighty inches of additional space. 

(3) (IT) RECOMMENDATION: Modify the dual rail system. 

c. (U) Dual UHF and/or FM Secure Radios : 

i i'^ip)^ PROBLEM: Aircrews have difficulty maintaining 
■ effective communications with other agencies , due to the / 
J ^present radio configuration which allows secure commun- / 
I ications on only one radio at a time, either UHF or 
I FM. This could be very ^detrimental to mission accomplish-^ 
// ment Ui a clandestine environment,v 

{2} j^)H3xSCUSSI0N:..: Aircrews often maintain formation 
integrity (pr"6per- litViding s^ueffcfia-. and/or timing separation) 
via interplane communications, ancf~'simultaneously are " 
frequently required- -to*"nion it o«y^ talk with ground... con trolling 
parties and airborne command and control or strike aircraft, 
with the present radio setup, the aircrews must constantly.- 
change from UHF secure to FM secure, or make nonsecure 
I radio caiis'^tor exchange information. Additionally/ certain 
• ' FM frequencies are unusable when operating in the TF/TA 
mode because transmissions cause a fail/fly-up indicajtion 
1 on the pilot's ADI due .t9;ji;ntifterence with the TF re'ceiver. 

Aircraft should be j66difie3^^:o allow simultaneous use 
of OHF and FM secure, or have either dual UHF or dual.JFM 
»/. ^radios installed... The new UHF/FM radio package must also be 
•"'capable of transmitting/receTving data burst messages. 

(3) (pj RECOMMENDATIONS: 

Modify the KC-130 fleet with dual secure 
UHF/FM capability. 

(b) [fn Eliminate FM signal interference that causes 
fail/fly-up indications when operating in TF/TA 
mode. 



V 
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cause mission compromi 
aircraft. 



se and/or ^ 



(2) 






Tne orlginax coni.i:auu .or tnis single production prototype 
system -^expired in April 1980. Estimated contractor 
colt ?o laify ^the system is $50-60,000 and txme to--v 
modify is approximately 7 days. Drawings for Group A 
^iring/connllEors-are at Det 4, LAS, while aircraf.e 
64-561 assigned the 7 SOS in USAFE has Group A installed. 



(3 

S' 



stem on the 



pp.rnMMENDATION; Modify and retes^^naTlj^^^ 



.evel terraij 



irn^ -weixis ^rpr^il5 ountalfiotfg >tei;gaia^. las Ontario should 
he tasked to provide airborne videotape instrumentation 
«l the test If the testing is completed successfully, 
?he entire Ac-130 fleet (14%ircraft) should be retrofitted. 



e. (U) 



Dual Inertial Navigation System (INS) 



(1) t^)^PROBLEM: 



In order to perform its mission 
«;nccessfullYr the COMBAT TALON requires a highly reliable, 
lelf-contain^d navigation system that will permit autonomous 
operations and allow precision flight to an objective. 

^Ir/l''' DISCUSSION: Present navigation systems 

include a single INS (LN-15J) which has an excessive 

drift rate (1/2-1 nm/^r), and a low mean-time-between- 
failure rate (70 hours, est). Additionally, the 
AN/ASN-153 Doppler and AN/ASN-25 computer is not 
fii/fficientlY accurate as a backup system for the 
sinSieiNS, especially during TF/TA flight in mountainous 
terrain. Air Force recently bought the Honeywell 
AN/ASN-136 Standard Precision Navigation/Gimballed 



Ml": 




Electrically Suspended Gyro Aircraft Navigation System 
(SPN/GEANS) for upgrading the SAC B-52 fleet. During 
recent testing the system demonstrated drift rates on the 
order of 0.06 nm/hr (10 times the accuracy of current 
TALON systems), a mean-t ime-betv/een failure on the order 
of 1750 hoursr and a mean-time-to-repair of 20 minutes. 
Such performance would allow little or no reliance on 
other navigation aids and would provide a truly enhanced, 
self-contained capability. 



{3)"- ij^) RECOMMENDATION: Retrofit the COMBAT TALON fleet 
with an integrated dual state-of-the-art inertial navigation 
system. 



f. (U) For ward Looking Infrared (FLIR) : 

i^r]/) PROBLEM: Only half of the TALON aircraft are 
' equipped with FLIR. All aircraft are wired to accept the 
■ system. The FLIR is located immediately aft of the nose 
landing gear door and cannot be used when the landing gear 
is extended. ^ 




DISCISSION :; ^A^crew^have been tasked to land at 



J 




__ because of 

different "load s/td" be dfeliv^^d^il^Use of the FLIR could 
have prevented JEhese go-arouhds, but current limitations 
preve nt its use for positively locating and identifying 
blacked out j(ttrstrfpsyia^n.d^^ Present aircrew 

procedures involve r e t r a ct io n ^^^ot ^ h e FLIR-prioj- tp__ 
corif^lgurlrt^the aircraft for landing .''^ne p ilot u ses NVGs 
to isxecut^ the^and^ng_while afiSi"Sted by^they5g >lSg|>ilot ' 
ff ^Q^^^jrkJttt^lTrs t ruinelT t s ^]^d^Eh^ ^p^ <j^c |y- ^j|^^ i [ i^ * 




(3) (U) 
taken: 



RECOMMENDATION: The following actions should be 



(a) ^U) Procure additional FLIR sets. 



Relocate the FLIR turret or: 



A 



{^y Install a small, forward-looking FLIR detector 
at some other location on the aircraft (e.g. in one 
of the external pylon fuel tank bullnoses) to augment 
the existing system which would then be retained for 
updating the IN S (assuming a FLIR-INS int^exlac e ) and 
for airdrop an< 




T 



'Si 



(d) W) Install a high-intensity IR light source at 
a location on the aircraft (e.g. the other pylon 
fuel tank bullnose) that could be used in 
conjunction with the adQitional FLIR detector 
mentioned above. 

(e) Modify all existing FLIR sets with a 
radar interface capability to allow the navigator 
to position radar cu4;6ors on a target and have 
the FLIR slew to a position to view that target 
or, conversely, slew the FLIR to view a visual 
target and have the rad^r cursors follow in like 
fashion* 

(f) iw) Modify the navigator's station as follows: 

J_. j/C) Remove the LORAN C equipment and reposition 
FLIR monitor and controls to the left navigator's 
position. 

2^. The left navigator should be given a 
duplicate set of the right navigator's radar 
cursor control (or a single control moved to a 
central location) so that the left navigator may 
operate the FLIR when it is tied to the radar 
jl^grfursors,^ / 

) ^ Th P - F t p?n^ hoUTO'' t >^^ rpa lah ted, to 




A (/^PERSONNEL/UNITS INVOLVED: 1S0W, Hq USAF/RDPJ/LERX 
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SUBJECT: Air Operations, Fixed Wing (U) 



Item No. E-4 



AC- 130 OPERATIONS (U) 



TOPIC: Low Level Tactics (U) 



SUMMARY: 
f 




2. (^) DISCUSSION: Capability for LATN is an operational 
requirement. LATN is now flown on a regular basis using 
MC-130 low-level routes; however, MC-130s have precision 
navigation equipment and Terrain Avoidance/Terrain Following 
(TA/TF) radar. In contrast, Doppler radar and map reading are 
primary ^means of AC-130 navigation. 



3. REQUIRED: Better navigation systems are needed to 
provide accuracy for night operations in mountainous, 
unfamiliar terrain. 



4. jUlTi RECOMMENDATION: Provide precision navigation and TA/TF 
ra<!ar in AC-130 aircraft. 



PERSONNEL/UNITS INVOLVED: 1S0W 
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SUBJECT: Air Operations: Fixed Wing (U) 



Item No- E-5 



AC- 130 OPERATIONS (U) 



TOPIC: Variant Firing Techniques (U) 
SUMMARY: 

1 PROBLEM: Standard AC-130. firijig techniques were 

not adequately flexible to coverJIONEY BADGER requirements. 



V 




3. (ig) LESSOtfflf'SfiARNED^ Training has been conducted on all 
three techniques- and found to be effective. 

/ t \ 

4. (U) RECOMMENDATION: Continue testing these techniques and 
perform more tests to expand ordnance delivery options and 
acquire additional operational data. 



PERSONNEL/UNITS INVOLVED: 1SCW 
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SUBJECT: Air Operations, Fixed Wing (U) Item No. E-6 

AC-130 GUNSHIP OPERATIONS (U) 

TOPIC: AC-130 Fire Control System (U) 
SUMMARY: 

1. TASK: Determine the effectiveness of the AC-130H 
Fire Control System on unimproved surfaces and in a desert 
environment. " ^ 

■ a- ■ " 

2. (^) DESIRED GOALS: 

a. (U) The ability to operate from unimproved areas. 

^ b. (je*) Provide better interface with sensor/navigation 
systems. 

c. Od) Decrease target acauisition time. 

- ^ 

3. ifT) DISCUSSION! : The current fire control computer is a 
digital, tube-type device which is based on 1960s technology 
The system must be treated gently to keep the computer from 
dumping part or all of the program, or damaging tubes. 
There is currently no way to reprogram the computer during 
flight. If the system dumps, the aircraft must land to be 
re-programmed. It is also impossible to determine if the 
computer has dumped a portion of the program until firing 
geo^e^ry is achieved and rounds expended. 

4. LESSONS LEARNED: On two specific live-fire missions 
the computer could not solve the fire control problem. It 
is presently unknown if the computer dumped some of its 
program or the turbulence associated with unimproved short 
field or desert environment caused the problem. 

5. RECOMMENDATION: Replace the current fire control 
computer with a state-of-the-art, easily programmable 
computer with increased memory storage that is program- 
mable in flight. 



PERSONNEL/UNITS INVOLVED: "^OW, Hq, USAF/RDQlJ 
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SUBJECT: Air Operations, Fixed Wing (U) 



Item No. E-7 



A 



AC- 130 OPERATIONS (U) 

TOPIC: Firing with External Fuel Tanks (U) ^ 

SUMMARY: , 
tuV ! 

1. (pO PROBLEM: AC-130 technical prners prohibit firing of any 
weapons with external tanks installed. - 

2. (^y DISCUSSION: Tanks are necessary for medium to long 
' range deployment. Aircraft cannot be moved forward in a 

mission-ready configuration when tanks are required for 
deployment. Consequently, an intermediate stop for tank 
renrav^l^ i^s required ^and employment range is limited. 

3. 'n^_lMMEDIATE SOLUTION: The|HHHP:onducted inflight 
^firing tests with external tank^mderaone time waiver 
*from HQ USAF. Test results ,were positive. 

A.^iSl RECOMMENDATION: Resume testin^^^WRALC, Lockheed- 
Georgia, 3246 Eglin Test Wing, and th^^HjHHfcn an 
accelerated basis to develop conclusiv^^^^^^?£or an approved 
external tank combat configuration. 



^^(I^^^ERSONNEL/UNITS INVOLVED: ISOW 




SUBJECT: Air Operations, Fixed Wing (U) Item No. E-8 



AC- 130 OPERATIONS (U) 



TOPIC: Munitions Requirements (U) 
SUMMARY: 




( ^ll^^ PERSONNEL/UNITS INVOLVED: 1S0W 
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SUBJECT: Air Operations, Fixed Wing (U) 

> 

MODIFICATIONS (U) 

TOPIC: AC-130 Spectre Gunships (U)* 
SUMMARY: 

1. (</) AC-130 Modifications accomplished: 

- ECM Improvement ^ . ♦ " 

- .Communications Improvements 

2* («) Currently Outstanding AC-130 Requirements: 

- Navigation Equipment 

- Fire Control System 

- Air-to-Air Beacons 

- Aft Cargo Door Dual Activators 

- Cockpit Lighting 

- Environmental Improvements 



Item No. J 



DISCUSSION OF COMPLETED MODIFICATIONS: 



a. (U) ECH" Improvement s 



PRQBtEI 



chiffiT Dispensers^ jand ALR-69JRadaf Warning Receivers. 



A3 




^fB^^JBBlTBniyWTiiT^T' ii innfrn rnr ^rnnirm irrn~ nm 
effectiveness* 



b. Communications Improvements ; 

(l/^j^ PROBLEM : AC-130 coraaffhi cat ions, are severely 
limited, 

TT"^T2 ^^1^ IMMEDIATE SOLUTION ; The KY-75 HF secure 
' .$y.stero and. SATOTf^ were installed'. A capability 
ta*%onrtqj£j[PM secure was accomplished -«a-«Ti in'^hoase 
modification. All systems are extremely effective. 

(3) ^J^ REQUIRED ; • Dual Kyr.2^encod Ing/de coding 
equipment to permit using-€B*e;S3flftEStnd FM -secure ■'Ti^- . 
simultaneously and a radio operator's positioxig^focVa^rir^- 
SATCOM operatojp^ are still required. Additionally«u:i:5e 
in-house FM secure modifi cati on^ in^he b<x).th.J^t{Q.u'I:fl ^.l^./ 
have a permanent aujt,_ listen panel i*^.. 

(4) RECOMMENDATION ; Install Dual JCY- 2 8 .systems in all 
aircraft, a radio operator's position*, and the aux 
listen panel. 

C^I^DISCUSSION OF CURRENTLY OUTSTANDING AC-130 REQUIREMENTS: 

1^ 

a. iUK Precision Navigation Capability ; 

(1) ^PROBLEM: Present navigation systems ^re_^ 
anti quat ed and unreliable. LThe APN-59B] radarjis^ - 
HflSSSi^ p t aol e"^ f^T"- 1 ow level .nayiaation^ the inertial 
system.JLs^tremely unreliable '?olf l<3ir''level penetration, 
an<r com^tBtized.^Lpran C does not have world-wide 
covgrlj ftfSSL J " 



f - 




( 2 V-ls^TSCtJSSIQN: 




lorir 



rial system 



(3)' (^8^ RECOMMENDATION ; 
with TP capability, the 
tfhd replace^oran j: with 
woufd be "an alterna^verin 



Insta-ll the^AN^Pa- 
SPN/GEANS inertia ^ 
an Omega System, 
lieu of Omega. 




b. (U) Fire Control System ; 



(1) PROBLEM ; The present, fire control system is 
of early 1960s technology and needs updating. 

(2) CS) DISCUSSION ; The. system is vacuum tube-type and 
has a high rate of failure. It cannot be programmed by 
the aircrew and is not prq^r^'mable in the air. If it 
fails while airborne,^he^j^ot must manually aim ^nd 

^^fire the weapons._[^This 'iJould be impossible in dai^nss. 
lj[90% of presi^ffiTt flying is conducted at night.) Several 

fire control "failures have been experienced in recent 

deployments and exercises. J 



R 

^€em wT 
eprogi 
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REQUIRED ; An updated, solid state fire control 
th increased memory storage capable of 
ramming by the aircrew inflight is required. 



(4) 1^) RECOMMENDATION: Install an updated fire control 
system to increase accuracy, reliability, and reduce 
aircraft weight. 



c. (Ul Air-to-Air Beacons; 



PROBLEM:" The air-to-air SST-181 beacon is 



TAR) missions. Tankers / 

beacon 90% of the 



jinadequate for air refueling 

rannot pick up the Gunship.'s 
^A missed refueling can significantly affect 
success of a mission* 



the 



t ime Jif I 

9 Jit ' 



f8) (/) RECOMMENDATION ; ' Remove the SST-181 beacons and 
replace with the AN/APN^ 69 beacons whicli are compatible 
with all other Air Force aircraft. 



d. (U) Aft Cargo boor Dual Actuators ; 



5? 



(1)^1^) PROBLEM ; Emergency egress is difficLilt 
in a combat environment. The single actuator system 
for the aft cargo door could prove disastrous if the 
door required opening. The MC-130 Talons have dual 
actuator systems on all aircraft and have proven the 
system to be very effective. 



(2) 




RECOMMENDATION: Install dual actuators on all Guns 



e. (U) Cockpit Lighting ; 
' ( 1 ) T3^^ 'PROBLEM: 




f. 



(2)'(0*) RECOMMENDATION: 
program in the Gunship. 



Accomplish cockpit lighting enhancem 



(U) Environmental Improvement : 
(1) j/b) PROBLEM; 



.1 



Crew comfort, which is inadequate for long 

missions, is a continual problem. Cold weather, high 
altitudes, and long flying hours increase the probability 
of fatigue which could result^n a degradation of capabilitie. 



I 



(2) (<J) REQUIRED: An environmental package enabling 
the aircraft to pressurize is needed to permit flight 
at higher altitudes and an added benefit would be 
increased range. 



(3) C^} RECOMMENDAT ION ; Crew rest facilities should be 
installed as a permanent fixture, the crew entrance doot 
should be completely isolated from the flight deck, and 
additional modification done to enable pressurized flight 
to an altitude of 16,000 feet MSL (minimum) with no more 
than a 10,000 foot cabin altitude. 



<^PERSONNEL/UNITS INVOLVED: 
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SUBJECT: Air Operations, Fixed Wing (U) 



Item No. E-10 



HC-130 OPERATIONS (U) 
TOPIC: Helicopter Aerial Refueling Procedures {U) 

f 1 . 'J^l^PROBLEM : Develop procedures for covert operations 
including aerial refueling between HC-130 apd helicopters- 
It was determined that aircrews would- require proficiency in 
night, low-level navigation in all types of terrain, low-level 
aerial refueling while maintaining radio silence, and formation 
flight using night vision goggles (NVGs). 



2, IMMEDIATE SOLUTION: These capabilities were developed 
and published in a planning directive. 

3, i.fUj LESSONS LEARNED: More night refueling proficiency 
was required. Initial training laid the foundation for 
developing necessary new techniques and procedures. ^Most of 'the" 
follow-on training has been aimed at night low-level "refuelingTj 

4, yxy RECOMMENDATIONS: Continue refinement of procedures and 
maintain a high degree of proficiency through increased night 
time training, 

OTHER RELATED ITEMS: D-6 

PERSONNEL/UNITS INVOLVED: Hq ARRS/DO, ISOW ^ 




SUBJECT: Air Operations, Fixed Wing (U) 



Item No. E-n 



HC-130 OPERATIONS (U) 



TOPIC: Tanker and Receiver Forward Operating Locations 
(FOLs) (U) 

SUMMARY: 



PROBLEM: Adequate tanker/receiver u:oord ination is difficult 
to maintain. Some exercises were pi'anned with separate forward 
operating locations (FOL's) to minimize logistic problems, 

2. LESSONS LEARNED: Refueling operations require intense 

planning and close coordination. Tanker and receiver aircrews 
should brief "f^Lce:=io-f ace" prior.^.to missions, especially when 
flying night, comm-out procedures.^' Post-mission debriefs are 
especially prdcluctive when testing new procedures/ techniques. 
Last minute mission changes without f ace-to-f ace contact can 
severely degrade air refueling operations. ' Tanker and receiver 
forces should be deployed to the same FOL whenever possible* 
Operations/logistics tradeoffs should be weighted heavier toward 
operational considerations. 

PERSONNEL/UNITS INVOLVED'. ^ HqARRS/DO 
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SUBJECT: Air Operations, Fixed Wing (U) Item No. E-12 

HC-130 OPERATIONS (U) 
TOPIC: Exercise/Contingency Planning (U) 
SUMMARY: 

K (SO PROBLEM: HC-130 tanker force pla'nners were not included 
early enough in the planning cycle. 

2. DISCUSSION: Helicopter aerial- refueling operations were 

introduced into early scenarios without adequate planning 
inputs from aerial refueling operators. This resulted in 
less than accurate inputs and last minute planning changes. 

3p^^i^ LESSONS LEARNED:C Night, long range, low level 
helicopter/fixed wing aerial refueling operations are 
considerably more complex than normal refueling operations ^ 
and require active participation by tanker force planners 
from the start. J Maintenance of contingency aerial refueling 
capabilities is"*dependent on all units placing an active 
role in every planning exercise. Mission planners from 
tanker and receiver units must interface at the earliest 
possible point* and maintain a close, coordinated relationship 
until mission completiofT.' 



PERSONNEL/UNITS INVOLVED 




^ -Iq ARRS/DO 
Scott AFB, IL, 

ISOW 
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SUBJECT: Air Operations, Fixed Wing (U) 



Item No, E-13 



HC-130 OPERATIONS (U) 



TOPIC: Navigator Manning (U) 

SUMMARY: " 

i U) 

11 (-^f) PROBLEM: ARRS tanker squadrons are inadequately manned to 
support special operations missions. 



i2V.j^C^ DISCUSSIONS: LEach HONEY BADGER participating squadron was 
jauthorized six navigators. At that manning level, only one 

♦ navigator per aircraft could be provided.. One navigator is 
task-saturated to monitor the airborne radar , map read, update 
the Doppler and Omega; and simultaneously operate the newly 
installed PINS, ALE-40 and ALR-69 systems, from the navigator 

[^tat ion."] 

• (^^^ { 

3. fb^ RECOMMENDATIONS: \^ Increase navigator authorizations to 

a minimum of 10 per unit, allowing dual navigators on special ' . 

operations missions which are, by nature, more demanding. 



PERSONNEL/UNITS INVOLVED: Hq ARRS /DO 
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SUBJECT: Air Operations, Fixed Wing (U) 



Item No. E-14 



MODIFICATIONS (U) 



TOPIC: HC'130 Tankers (U) 



1.1 (JfO^ SUMi4ARY: Aerospace Rescue and Recovery Service HC-130 
Modifications: 

- Secure Communications. 

- On-board Defensive Equipment. 

- Navigation Systems, 

- Capability to Receive Fuel In-flight. 



{2Y\}pt) DISCUSSION: Secure ri'F airborne communications ■ 
are imperative for effective command and control 
during special contingency operations. Additionally r 
inter-plane communications by secure means are essential 
M to mission success. 'i^rior to ARIiS involvement in 
^ONEY BAQGEr": neither cTlpability ^was available in unit 
aircraft.J - - 

jjlS^^i/) IMMEDIAri SOLUTION: KY-75(HF) and KY-28(UHPt' 
, Radios were installed in eight (8) ARRS assigned 
-*BC-130 aircraft. Each HP"and UHF secure radio is 
• ^ coded and checked prior to unit training sorties. 
Although mission execution and training are normally 
\accoTnplishe*^in a "comm-out" environment, a secure 
1 communications capability is essential. This modifica- 
jtion has proved effective and nor-f urther improvements 
are currently required. _ 




y PROBLEM: HC-130 tankers had no secure 
ications capability. 



observed threat symbology deg^ctjons on the ALR-69. 
Additionally , -one aircrevrto^Rch*:^ 
attended the g'&<^ gig§ j Bj|i^^ •'^"^ rfmrft. Jl ours e 

"^conduct^arby "fcHOjet^^^^ The 1st SOW is 

assistinqnL»^the>devejgm«fcjy tactics 
^ t a^ l ^ pn^ed .to oitfj^^isaiitf M i ^ 



^(4 jij^gATTlECOMMENDATION: flPHI^^Hjjj^lP training. 
Incorporate MC^130, ALE-40 improvement^tcTHC- 130s .upon 
availability. 

(U) Navigation Systems ; 

^PROBLEM 




IMMEDIATE SOLUTION!. ^Carousel lv-3. Palletized 



rve } xnnEiLrxAX£i owjuuxj.wa^^ watwiuocj. j.v — raj.j.c 

Inertlal Navigation Systems (PINS), were provided. 

;3) 1 



(3) fi^) DISCUSSION: 




provide a minimum acceptable back-up. However* 
the A|N759 is Old and Bflpne jfea. ||ii|uce. ^ .* 

Pilots hav e jo^nst rumeht presentation 
for an accurate crSB|k>^'0|ubil of current aircraft 
poslt.ion^-rei'at ive^ tdr^'desired. course. Wh ile 
utilizing terrain masJetng^^^eehniques, the pilot 
must be continually advised of position relative 
to— center iihe by a task-burdened navigator. 



(4)(u)(J2l' RECOMMENDATIONS: ^ 

(u) 

^ ar"]^j(£.) Acquire theV: APQ-:4^.^V-8 a i lyoigw a^adar 



m to 



repxace the antiquat:o«3 r ad a^?. system, supplement the NVG 
I. capability, and reduce limitations imposed by natural 

illumination. - — 

b. ^ Modify the flight director system to accept course 
guidance from the PINS to give pilots positive, accurate 
course guidance- Integrate the auto-pilot and INS to allc 
the navigator greater flexibility. 

d. (U) Capability to Receive Fue3^ In-f light ; 

(1) (^) PROBLEM: A lack of HC-130 capability to 
receive fuel in-flight limits its support range. 

(2) (U) DISCUSSION: PAVE LOW operations dependent 
upon in-flight refueling are limited by HC-130 radius 
of action. This radius is determined by location of 
support base and number of PAVE LOW helicopters to be 
supported. Short radii can seriously reduce employment 
option?. / 

(3) (elX) IMMEDIATE SOLUTION: Internal auxiliary 
(Benseii) tanks were installed to increase HC-130 fuel 
capacity. 

(4) C^) ACTION REQUIRED: A modification kit is available 
that will provide the HC-130 the capability to receive 
fuel in-flight from KC-135 tankers. Such a modification 
would enable the HC-130s to extend PAVE LOW range so 
that it would only be limited by the endurance of the 
crews, and eliminate the necessity for intermediate 
staging bases. Further, the capability to take on fuel 
in-flight will allow a single HC-130 to service more 
helicopters, thereby reducing the number of tankers 

V required. 

3. iif^ RECOMMENDATION: Modify at least eight HC-130s with in-fligh 
refueling, receptors. 



^ j^^^^RSONNEL/UNITS INVOLVED: 



IQ ARRS/DO 
:ott AFB 




55 ARRW 
Eglin AFB, FL 
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SUBJECT: Air Defense (U) 



GENERAL (U) 





oping a 



Planning for the hostage rescue mission illuminated the 
requirement to provide rapid reaction and unconventional warfare 
forces with self-defense from air attackjduri'ng both day- and night 
operations. .As a result, two liaht ftrjnv 
systems w ere inve stigated 

J?arallel efforts were~(Jxrecrfta towara~a^ve. 
miman^T^coritrolr and communications scheme ^th a t^as 
effective, reliable, and secure. Finally, it was discovered that 
a dearth of knowledge existed about friejidly arid neutral air 
defense systems capabilities and exploitable limi'tatlons.. 
'"'^'^wJXge r at^^ lit iesT.^^ The discus s i oq .>ft4j£ fea j ra y feff j ge f ehre^gpa ly s i s 
will be addressed iTT^&S^il^^toVlpwing areas: — 

a- (jaV^fijt^Ajvger 
b. tlT) Vulcan , 

g. -^|i^ fi=? SgaintffiiTii I C^n'T^'' and Communications (C ) 



SUBJECT: 



Air 



Defense 



Item No. F-1 




3. 

FHT's 

81. 

train 
neces 
facil 
train 

alone 



^RAINING iZQNDUCTKUY ■" Training was inhibited by the lack of 
fdelivered t8 Dec 80). Eighteen individuals were Redey^' 
fied and Stinger transition training was conducted 5-7 Jan 
(This resulted in the Redeye-to-St inger conversion of the 
ing facility ^several years ahead of schedule. This was >• 
sary for OPSEC reasons, and to provide a close-by training 
ity for continuing and laiist-nrimite Pj^^^^^m^^jj^j^her 

ing. Unit training was conducted ■jHHjH^HBiHlV 

howe ver^ futur e ex ercises should oe conducted with the 




4. ^) UNRESOLVED PROBLEMS/REQUIREMENTS: 

^^Wr The Array has yet 
rounds. It,- therefore, -yt 
procurement procedures to 
deployment. This problem 
beg fris "accepting "the weap< 



icqu. 
irtl 
IS Idu 



ivery on ' tactic.a3.. Sfoing€y»- 
sary tcf use emergency^;-^ 





SUBJECT: Air Defense (U) 



Item No, F-2 



VULCAN (U) 




\ 



a, nw) The Vulcan Air Defense Gun was developed during 
the Vietnam War a successor to the Quad-50 Machine Gun. 
It has numerous shortcomings, but in its towed configuration 
is suitable for some clandestine missions. It was conside'red 
as a complementary ..air defense weapoi 
ivstem for the ho; 




L 




UNRESOLVED PROBLEMS/REQUIREMENTS : 




a.^imn order to deliver a system rapidly for the hostage 
rescue mission, cer t5in JL££±in i r-ai compromises had to taife made/ 




SUBJECT: Air Defense 



Item No. F-3 



COMMAND, CONTROL AND COMMUNICATIONS 

.3 



(C-^). 



(U) 



1. CU) REQUIRED: Provide C" for ground air defense forces 
during clandestine operations. 



^.^^''^CSUMMARY: 



ai^/CJg^ The control of ground-based friendly air defense 
force is difficult under the best conditions. Attempting 
to do so for a c 1 a nde st.iafi^_^Ap .n without a conventional 
AD^sij? ierarchV deraaTWIlA?H<SWSW assumptions which 

rioi 




4. Of) RECOMMENDATIONS: That the Array develop, procurer and 
field a passive 360 degree air search system. 



1 .-^^^i! 



CUTIVE SUMMARY 
IRANIAN HOSTAGE RESCUE MISSION JTF 
COMMAND, CONTROL AND COMMUNICATIONS 



tS^KThis section of the report addresses JTF 1-79 
Command, Control, and Communications (C^) accomplishments 
during the period November 1979 ~ December 1980. The 
presentation is in the form of problem statements followed 
by a discussion of problem resolution. The solutions 
evolved through test efforts and from lessons learned during 
Operation RICEBOWL Jb^id subsequent training exercises. 

2. {Z) There are three key dates associated with Iranian 
hostiage rescue planning: November 1979, April 1980, and 
December 1980." 



a. 19) In November 1979 there was little specialized 
communications equipment available to support a rescue 
effort. There were no secure voice satellite terminals 
for either aircraft or mobile ground forces. High 
Frequency, Single Sideband (HF/SSB) equipment was low 
power and non-secure. Requirements at that time were to 
provide long range secure voice communications between 
and within the JTF headquarters and JTF elements, and 
between the JTF headquarters and National Command 
Authorities (NCA). Early efforts provided a minimum 
acceptable capability. 



b. tjT) By April 1980 there was a small number of secure 
voice satellite terminals available for aircraft, ground 
terminals, and man-^portable terminals. After the rescue 
attempt, communications requirements were expanded and 
efforts were directed toward increasing the capability 
of the JTF, JTF C^ planning was approached on three 
levels: 

(1) what is available to execute a mission today, 

(2) what could be available in 60 to 90 days, and 

(3) longer term solutions. 

c. \^ The need to obtain as much capability as possible 
led to pursuit of any option that showed promise, with 
selection of those solutions which added the greatest 
capability soonest. Thus the range was from a "tinkering 
in a bicycle shop" approach to the full support of 
service logistics and R&D commands. Service assets 
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3. 



0 



were borrowed when available. Commercial and military 
equipment was adapted or modified. Numerous training 
exercises were conducted to test newly developed 
equipment, operating techniques, and concepts. Special 
communications personnel (planners, engineers and radio 
operators) were selected, brought on board, and employed. 
As a result, a considerably greatac capability had been 
assembled by December 1980. 



) Experience gained over the past year also pointed out 
two significant permanent requirements: 



a* i^i Pi dedicated communications unit is essential to 
sustain this type of activity. The^Joint-Communications 
Support Element (JCSE) provided outstanding support to 
the JTF, but the cost in terms of denying JCSE support 
to CINCRED and COMRDJTF, and the cost in terms of morale 
on the heavily taxed JCSE pointed out the need for a 
dedi^cated unit to support future 'tasked units. 



X 



b. (1) A compartment edr high quality, In-garrison, 
"secure voice and message capability_is essential for 
] security and rapid coramunicatioj 
I the ability to havei 

I for communications JitUUiLa eiiiiiiating trour^ tasKe( 

to locations throughout the world, thus greatly enhancing\ 
I OPS EC for counterterrorist^operations^ 




4. 

we 

5. 



) Solutions developed 
re approved, on 24 December, 



for these two major requirements 
1980, for implementation. 




he JTF J-6 staff consisted of the following personnel: 



a. November 192$ ";"*y 1980: 

(1 )ftol 

(2) LTC 

(3) Lt 

(4) ^dr 




b. May 

6. ✓fir) An Index of the items addressed in the Command, 
Control, and Communications section follows: 
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COMMAND, CONTROL, AND COMMUNICATIONS 
INDEX 




JTF COMMAND AND CONTROL 



ITEM 



^Command Structure and Doctrine G-1 

^jPorward Command Post G-2 

r/^\'L.E"3A Airborne Command Post J G-3 j 

(y) CEOI G-4 ^ 

Establishing a Special JTF Time Standard 6-5 



JTF COMMUNICATIONS DOCTRINE 

Secure Long-Haul Communications for the JTF G*€ 

Operational COMSEC Policy G-7 

Senior Commuhicafeions 0£erat2rs G-8 

I ^EBRA Communications Concep€j « G-9 



FIXED BASE COMMUNICATIONS 



Compartmented Garrison Communications G-10 

BHH|HAccess3 G- 1 

Bas^stations for Unit Training G-1 2 

KY-70 Secure Voice Devices G-1 3 



OPERATIONAL COMMUNICATIONS 

Long Range Communications G-1 4 

Back-up Long Range Communications (HF) G-1 5 

SATCOM Operations Procedures G-1 6 



SPECIAL COMMUNICATIONS DEVICES 



\_Unattended Weather Reporting Station^ G-1 7 

Monitor Loudspeakers G-1 8 

Wireline Secure Voice Capability G-19 

SPECIAL COMMUNICATIONS TECHNIQUES 

^ 

Coded Transmissions to In-Country Forces G-20 

Reception of In-country Transmissions G-21 

Scintillation ■ . G-22 

SATCOM Jamming - :r~il¥iw "' rr-^*""— — 'U-ii^-*- 

PARKHILL Signature on tSs2l?T^^afe.^P cean 'ga tel li te G-24 

Unique Cryptographic Keys " — ~— 
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INDEX (Continued) 



COMMUNICATIONS ADMINISTRATION 

Satellite Access Approval 
Obtaining Training Frequencies 

^COMSEC Monitoring 

.^MX-360 Radio Standardization 
Compatibility of Crypto Material 



COMMUNICATIONS LOGISTICS 



Resource Procurement 
Manpack SATCOM Terminals 
Manpack SATCOM Antennas 
SATCOM Terminal Procedures , 
Airborne WSC-3 Power Sourdsfi 
SATCOM pieampl if iers 
^Airborne SATCOM Antennas 
j;-3A Radio .Mod if icatiorf^ 



Replacement of PARKHILL COMSEC Equipment 



ITEM 



G~26 
G-27 
G-28 
G-29 
G-3(r 



G-31 
G-32 
G-33 
G-34 
G-35 
G-36 
G-37 
G-38 
G-39 
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SUBJECT: Command, Control, Communications (U) Item No. G- 1 



JTF COMMAND AND CONTROL (U) 



TOPIC: Command Structure and Doctrine (U) 



PROBLEM; Develop an effective command and control 
methodology responsive to the unique conditions presented by 
a JTF in the conduct of a complex special operations mission. 

2. DISCUSSION: 

a. 1^ The conduct of special operations demands approaches 
to command and control which can be individually tailored 
to each mission. The scope of these missions can range 
from a few individuals performing a surgical extraction 
in a friendly environment to brigade sized incursions, 
supported by land, sea, and air, moving deep into hostile 
territory. 



1^0^ In the latter, and many intermediate cases, the 
units may move over great distances (well beyond con- 
ventional lines of sight radio range), participate in 
several highly complex phases, are usually joint in 
nature (thereby not inherently accustomed to working 
together), and operate under constraints that may require 
near simultaneous execution of key elements in the plan. 
Consequently, the standard approach of establishing a 
single, rigid chain of command is not a practical solution. 



SOLUTION: 

3i(^p^ The JTF developed and expanded a specialized 
command and control concept which was informally designated 
"Imperative Activity /Dominant Authority", By definition: 

.(1) Imperative Activity is that portion of the operatiori 
which, at a given point in time, is critical to 
successful mission completion. ^ 

(2) Dominant Authority denotes the first level commander 

-responsible, at that time, for execution of the 
- V" Imperative Activity- 

b^ufy^nSer this concept; 

^^(1) (i?1 The Commander, JTF, is in full overall command of 
all forces, during all phases of the operation. 
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COMMAND AND ( ROL STRUCTURE 
JTP TRAINING EXERCISE "STORM CLOUD" 



This page classified 
SECRET when removed. 
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INTERMEDIATE STAGING - CAMELOT, EVERGLADE 
RESUPPLY BASE - RIVERSIDE 

\ 




CA (A 7 
1» > T» 

I* o 

A * i 

••-in 
o o 

o - I 



- y * 
•It 5 5 

f r ? 
*» " 

Z 0 i 

* tn 
^ 7» « 

f * S 
X lit 

^ $ M 

S ^ 

^ r ? 
^ o 



X ? 

3 H !? 

1% 



CONFIDENTIAL 











- V 













m 
o 



I 



n 1^ 
o ar 

Z H* 

»9 CO 
W 

0*0 
» 01 

H (D 
H 

> O 

tr CO 

3 M» 
I— 
H (0 

(D a 
3 
o 
< 

(D 

a 









i * 


1 1 


i } 




TV lAcAlfcd 





® 



S ft Teen I 



R 




1 SAfcA^I 













1/ 













CDl? 









/ 



m 



















i 

1 1 



6 



I 

2> 



'> 
> 

r 
2 



SUBJECT: Command, Control, Communications (U) Item No. G-2 



JTF COMMAND AND CONTROL (U) 



TOPIC: Forward Command Post (U) 

PROBLEM: Provide a compact, mobile, easily identified 
JTF command post and communications central for employment 
in forward areas. 

2. ^ DISCUSSION: 

a. Ifn In many special operation^ scenarios the JTF 
commander would be located either in a building (at an 
established base camp) or possibly onboard various types 
of ships or aircraft as the mission progressed. However, 
there can also be instances where forward staging areas 
are required, and the JTF or Site Commander must operate 
dismounted for a time in locations where fixed facilities 
are non-existant . Desert One in the Iranian rescue 
mission is an example. 

b. Under such circumstances it is important that a 
command post be planned for and established which not 
only provides minimum essential communications and work 
space, but also serves as an easily recognizable central 
point of command and control for that phase of the 
operation* 

3. SOLUTION: 

a. Two tyges of portabre'*cbmmunicatiLons~gackag;es plus^ 

appropriate pe^/»onnel were assembled to'laccompany the JTF 
Commander. 

^. (^TP The first type consisted of a minimum JTF head- 
quarters staff (nominally two officers), and three 
enlisted communicators as follows: 

(1) Radio operator with SATCOM (PRT-250). 

(2) "Radio operator 'with FM radio {AN/PRC-77), 

(3) Messenger/runner with handi-talkie (MX-360). 



C'P' (jf) The second type was formed around a communications 
vehifcle assembled by the JCSE. Two "versions were built. 
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both using metal enclosed 1./4 ton trucks as a base 
vehicle was configured as follows: 



Each 



\ 



^Kl ) WSC-3 S-ATCOM radio with PARKHILL secure equipment. 

(?) "Helix high gain SATCqa - anten na* 

, ' - - * 

(3) SONAIRE 100 wa^y^.^HF radio with PARKHILL secure 
— equipment* 



(4) HF antenna tuner* 



(5) Vehicle mount whip antei^a (H^) 
^) Long wire HP antenna wi^i Supports. 



(7) Portable gasoline powered generators were included 
to provide AC powei and two folding field tables (to set 
up beside the vehicle for work space) were strapped to 
th£ hoods* / 

^ - .. 

XS) Each vehicle wjbs accomp an ^d _t)y two enlisted rad,io 

atbrs/repairmen ^rom JCSE ana one^g£-.tBe'^ieid grade 
III i\ > f I \\ 11 1 1 ~ 'rtiiilfr"fi^^'^ Jrh^^a^ffll^-'bf "'bbmmu^ 





ir^.(9V Th^ 1/4 iaS"'< :ruck took i^iTOin^uia-rspace on one 
1 1 il il iiiiijij I ifTircra|g**9 flS3l^ th iTli" thi^^inutes of rolling down 
¥\\t>' -M ^ ^ with an easily recognizable 

cmSSfllB^iT'^^jseciir^^^ over powerful 

SATCOM and HF radios'! , , 



'training CONDUCTED: ' The packages were used individually 
in several exercises* 

5. RECOMMENDATION: Continue the development of command 

post vehicles and exercise this concept* 



PERSONNEL/UNITS INVOLVED: POC 

0 
H 




6 




jjpK 




SUBJECT: Command, Control, Communications (U) Item No. G-3 



JTF COMMAND AND CONTROL (U) 



1 



TOP^C: . E~ ^A Ai rborne Command Post (TH ^ 

PROBLEM: Develop a concept^^o^Ii^^lai^' firSA ^'WlEcs ) ' 
aircraft in a JTF command and contS^^^juer ' ' * 

2. DISCUSSION/SOLUTION: 

Throughout the existence of- JIF 1-79 various 
command and control configurations were investigated, 
using aircraft, ground locations, and ships. One of the 
most promising options tried i^'s^^the E-3A (AWACS ) ai^jyyi^a.f t, 
An E-3A carried the JTF commander during both nigH^.^of^ 
Joint Training Ex^r^se POISON dart. 

b(^)(^ Two SATCOM radios were moved into the JTF staff 
area (where the HF radio terminal was already located. 
Thus all long range, secure tactical communications means 
were co-located with the JTF Commander and his staff. 



A TV monitor was also installed in tha t area to 
provide both video and audio connectivity with console 
position number'^ 5. 

3. ^1^ TRAINING CONDUCTED: No formal training was conducted. 
However, experience was gained by staff and communications 
personnel during the exercise. 

4. (U) UNRESOLVED PROBLEMS/REQUIREMENTS: If the E-3A is to 
be used as a command and control platform for special 
operations it should be carefully tested with flight 
profiles which duplicate exact mission times/ "stand -of f 
distances, and altitudes in compajy.son wi^-,actUaI missions^ 
to be flownT*" ThiF may involve times of reduced command and 
control effectiveness when the E-3A does- ^o t 'HiSve the 
mission -force Within jJts radar range, ancPline-of -sight 
(LOS) communications is not available. 

5. C'&r' RECOMMENDATIONS: 



Thoroughly test the improve^ E-3A conmiinjcations 
} u s in^i t: s own 'in teg r al' A^I/ARC- 1 7 1 fad i os ,.9^^: ^ 



a. 

systems 

power amplifiersr shorter feed lines, and betj;.fr antean^) 
^njd ^t- a -i no dif ied integrj^atl, conf (sc^atihg, map 

space, console litoHitorsv— OTd so on). ^ 




✓ 



Conduct testing of the E-3A in a command and 
control role insuring that the flight profiles flown 
match realistically (timer distance, and altitude) 
those that would be found in various real-world special 
operations missions* 



OTHER RELATED ITEMS: G-37 
PERSONNEL/UNITS INVOLVED: POC 




ATTACHMENTS: Interim Diagram 



( 
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SUBJECT: Command, Control, Communications (U) Item No. G-4 



JTF COMMAND AND CONTROL (U) 



^2. 



TOPIC: CEOI (U) 

1. PROBLEM: Develop and produce a standard Communications 

Electronics Operating Instructions (CEOI) for the JTF. 

l^piSCUSSION: 

the rescue attempt ancPthe" f irst^J^bxercise 
tne^EOI was issued in the form of electrically transmitted 
teletypewriter messages.* While this facilitated rapid 
issue over long distances and last4iiinute changes, the 
message formal was hard to read and use. It was also 
difficult to provide good local reproduction in sufficient 
copies for the wide distribution necessary. There was 
no assurance that each unit had received an errorrfree 
copy, or, when'additional corrections were made, that 
everyone had actually received changes. — 



VThe use of messages also induced subordinate units 
to issue extracts by message and on several occasions in 
exercise PHOENIX the information in the extracts 
seriously conflicted with the original CEOI. Therefore 
in all subsequent exercises the CEOI was prepared with 
typed masters which were centrally duplicated in required 
quantities on a photocopy machine. 

c. There are major differences between the Services 

involved in the JTF, relative to their methods of 
creating, publishing, distributing, and usin^CEO^^^ 
material. Even within the same service ^H^BH^^BL 
■||mHHHHHH||H|^HH^^Hmrthe were 
t^thei^owr^?ariatTon^ir^tori^ and techniques. As an 
example of a major Service difference, the following are 
the methods employed for radio voice call signs: 




{ 1 ) Army: Change 

(2) Navy: 

(3) Air Force: Changes 

It was necessary to select one approach and stick to it, 
to in*^nrp imnl i ri i.nd-J.t/^'"^^^'^^' throii ahnnt- the 





' l9 

d. (^JKThere is a significant amount of command and 
controlHnf ormation, and coordination details which 

are standard operating procedures in conventional forces 
commands and can thus be published in permanent SOP's, 
However, in joint special operations these data usually 
change with every mission or exeircise. Because the JTF 
1-79 force structure did change significantly with each 
option, and because the command and control structure is 
so vital to a successful special operation, it was 
necessary to develop and publish new guidance each time. 
The CEOI was often used as the medium for dissemination 
because of its wide distribution and the close relationship 
of Command and Control to Commnnicatiofis, 

e. K^i^This led to comments that the CEOI was too long 

and complex. However, these comments were often accompanied 
by requests that an additional item {relating to that 
command's portioh of the operation) be added to the 
CEOI. Not suprisingly every unit was interested primarily 
in its own matei5ial and considered many other items 
as complicating and unnecessary. 

PfX^oPO The solution was to publish extracts. For X£)L^ 
[ STORM CLOUD each command was asked to determine the 
composition of its own extract. As it turned out the 
shortest extract was still 23 pages long and the average 
was over 30 pages (from a 50 page master CEOI), 

g-^TSW^In a special operations mission the CEOI is used 
under a variety of physical/environmental conditions, and 
often under severe time pressure. For these reasons it 
was usually printed in a one page format (only one radio 
net per page, with just the frequencies and callwords of 
the participants in that net included). This made the 
document longer but much easier to use (and to extract 
from) • 

3 . (C ) RECOMMENDATIONS ; 

Continue to produce a universal JTF CEOI with a 
basic, standardized format throughout. Simple approaches 
to callword and suffix assignments, and complete commun- 
ications and coordination instructions should be included. 

b. Continue to make the CEOI sufficiently comprehensive 
to serve the JTF commanders and staffs as a complete 
command, control and communications document, but continue 
to produce shorter, reduced size, extracts for radio 
Operator use as well. 

c. (fe) Obtain a portable word processor, and a portable 
copier with reduction capability, to produce CEOI masters 
and multiple copies in the field. 
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SUBJECT: Command, Control, Communications (U) Item No. G-5 



JTF COMMAND AND CONTROL (U) 



TOPIC: Establishing a SreciPl JTF Time Standard (U) 



1\- yf) PROBLEM: Provide a timekeeping system for special 
operations task forces which can be easily adjusted to 
compensate for unexpected delays during mission execution. 

kS) DISCUSSION: 



ay (/) There are two basic timekeeping methods presently 
in use by CIS military forces throughout the world: 

(1) fU) REAL TIME - Usually measured in either local 
time or UTC (ZULU time). Events are planned and 
executed at whatever time is appropriate on the fixed, 
non-adjustable scales of world (solar) time. Real 
time is used for messages, day to day business, and 
for^n^st military operations. 



(2mm SINGLE MAJOR EVENT TIME - Usually measured in 
hour! and minutes remaining until the point in time at 
which the major key event occurs, and then in hours 
and minutes of elapsed time after that point. This 
time system is used in operations in which all activities 
center around one major significant event which, upon 
^.occurrence, makes irreversible the rest of the operation. 
._Examplesr:axs;^dcket, missile, and target drone launches, 
^Df^^j^bJslD'.^tional Command Center clocks which .;track 
events leading up to and following SIOP execution*^ In 
these systems planned events are sclre^u l e d — at-^f ix^d 
points on a time scale which surrounds the key event; 
but that entire time scale is then shifted (held back 
or advanced) as required to make the key event occur 
at the zero time point. The zero time point does not 
directly relate to any real time system, although the 
zero point must often be made to fall within a given 
real time window or the operation must be postponed or 
cancelled. 




b. (M) Most special operations are also centered around a 
single critical event at a specific point in time; the 
assault, or "H-Hour" concept. JTF interest is in the 
timing/completion of events leading up to H-Hour (backed 
off from that point in time) and in the irreversible 
timing of events after H-Hour (elapsed time thereafter). 
Thus a major key event form of timekeeping is often 
appropriate for special operations employment. 
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c, c/) To complete the discussion, although real time 
usifig UTC (ZULU) is most often used by the military 
throughout the world, it normally bears no useful relation- 
ship to local time or to actual light conditions. Thus, 
once planning is completed and execution begins, there is 
no real advantage in a special operations force continuing 
to use ZULU time. Further, on tJ-e disadvantages side, 
the usual technique of setting a fixed ZULU time for each 
individual significant event has the result of every 
occurrence and eveiry report being off schedule, if the 
mission launch is delayed due to weather, maintenance, or 
othjei: cause. 

example of the difficulties created by the 
use of fixed ZULU time, cons iderl^F- Training -Exerdlse 
POISON DART where the main event, the assault time, 
was established as] 0536 hours (ZULU). That odd time was 
already somewhat difficult to use, but if there had been, 
say a 38-minute delay in mission launch, every participant 
would have had to mentally adjust the assault time to 
0614, and add 38 minutes to every other event as well. 

e. y^) y^pecial Operations Task Force, from the JTP 
headquarters down, normally operates only in a closed 
communications world. Thus there is no reason to maintain 
a universal standard time for cordination with external 
forces. An element is either part of the task force or 
communications .with it does not exist. 

3. SOLUTION: 

a. {^) Most key event timing systems use expensive clocks 
which can be periodically stopped or put on hold during 
the countdown phase. Special operations forces could 
achieve the same effective results, with no additional 
cost by simply establishing their own closed JTF time 
standard. 

b. ^) In each exercise or operation the most significant 
key event (H-Hour assault time), would be arbitrarily 
fixed at exactly 2400 JTF Time; If the force launch was 
required five hours and twenty-three minutes prior, in 
order to meet that H-Hour, then the launch time would be 
backed off to 1837, and all clocks/ watches would be set 
to 1837 JTF time when the launch took place, regardless 
of whatever delays had occurred prior to the launch. In 
effect, we would have been "holding" at minus five hours 
and twenty three minutes until the task force was actually 

. launched. 

•^c^^CS )\pne-way broadcast TT<g>gg;=igAg jj^gi!L.>^^_«*-jtt ^ on n 

'J^o^<«>%M^ CKmrirtiui .^wja 'IsOr^im*^ tzc* -nf.Ai^ 7^i^.Jl j i / '-^ 



^^^fiCUre SATCOM an<3 'secure HF Radio would p^fiodically 
;^Iannounce the corredU^^&ttJjne to keep all elements of ,.the 
^'^peration informed as events moved toward the as^sault. } 




d. Adjustments would be made prior to the final 
assault when required. For example, delays during the 
inbound flights or perhaps during helicopter refueling on 
the ground at a final staging location would be compensated 
for by broadcasting a readjusted JTF time to coincide 
with helo liftoff for the flight to the target area. 
Each member of the force would reset his wai-.j^h cr clock 
when announced. 

4. y^) TRAINING CONDUCTED: This concept has not been tested 
in ^ JTF exercise. 

5. yr^ RECOMMENDATIONS: Review this concept and test it for 
adoption by employment in one or more special operations 
exercises. 




/ 
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SUBJECT: Command, Control, Communications (U) 



Item No, G-6 



JTF COMMUNICATIONS DOCTRINE (U) 



TOPIC: Secure Long-Haul Communi cat-ions for the JTF (U) 



1. C?) PROBLEM: Develop reliable methods of providing 
secure, long-haul tactical command and control communications 
for highly mobile special operations forces. 

2. (/) DISCUSSION: 

a. ^jf) Of all the means of establishing long-haul communi- 
cations, only two, high f requency.^(HF ) radio and communi- 
■eation satellirte (SATCOM) have any practical application 
in the tactical long-haul segment of special operations. 

b> *^{%) When secure voice tactical SATCOM was developed 
for special operations, usilTg PARKHILL COMSEC equipment 
and the Navy Fleet Satellite (FLTSAT) and Air Force 
Satellite (AFSAT) transponders, it immediately became the 
primary tactical long haiul means of command and control 
communications for the JTF. Hl.igh frequeiicy radio was 
rarely exercised and considered ^unreliable; a b^^T^p- 
system_in name only,' which provided no really userul " 
capal?Tlity . 




:oM 



f. The high-level of confidence now placed on SAT( 

must be tempered, by consideration of these potential 
problem,, areas: ' 

(1) 0^) Because of various power and size limitations 
• most of the tactical SATCOM equipment/anti.^npa configura- 
tions employed within the JTF provide a very small 
margin between successf ul^,communrcat:ions and failure. 
In many JTF transmi t/r^cei\re path combinat iortfethe 
signal loss margin is so small that any additional 
loss from even minor transmitter/receiver malfuncricns 
'or antenna/feed line problems can result in a lost 
comm s ituat ion. 



/s - . - - 

(2-) [p) It is extremely easy for an aggressor to 
deliberately transmit interference signals and 
the satellite. This could total ly "eTTminate the JTF'j 
ability to use any of its assigned channels. -The UHF 
satellite "footprint" covers more than 90 million 
square miles. Anyone, anywhere in that entire area 
could, with a few thousand dollars v/orth of equipment 
and parts, put together jamming transmitters to block 



II u . .„'ii 
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every f requency Th is could even be, literally, a 
basement workshop/backyard antenna project with mostly 
local^l^^ pur chased parts. 

(3) ptf) Some of the satellice cfiannels employ a 
shared power system. On these, a strong jammer or 
even a strong US military user transmission on 
another channel, can pull down the power on all of the 
channels and make them a±l 'unusable. 

(4) yt) Unlike HF radio, .v;hich has some 4,000 voice 
channels available (in the 4-16 -MHz. .port ion of the 
band), the satellites have a very limited number of 
channels available. The JTF normally uses the FLTSAT 
which has only 10 channels, of which no more than 
two or three can be assigned to the JTF due to other 
high priority requirements. The exact frequencies of 
all of the satellite channels are a matter of published 
public record (UNCLASSIFIED) and thus easily accessible 

s to anyone wishing to monitor, or interfere with the 
satellite. 

g. rar)^The JTF has taken action to make certain improvements 
in SATCOM equipment, methods of installation, antenna 
configurations, and choice of channels [avoiding shared 
power channelsj. However, there is no question that the 
entire JTF SATCOM system could prove to be ineffective at 
critical points in an operation. 

) Should this happen there would be no time, and 
pro6ably no means, tp restore satellite communications 
for the task force. QThe entire operation would depjend on 
the JTF ability to communicate via secure HF radio."^ 

■ 1^ 

i. yc) For this reason HF radio must not be written off 
as oeing unreliable;] and concurrently the JTF must not 
allow itself to fall into the trap of placing all its 
dependence in SATCOM as the sole means of command and 
control communications, 

(r) SOLUTION: 



V. L X I. 

n. 



a. It is not nearly sufficient to simply make policy 

and doctrine statements that state: "Back-up communications 
will be provided by HF radio". In preparing for special 
operations that sort of "lip-service" approach may 
ultimately lead to disaster- The following must be 
accomplished: 

i^}^ Procure and install additional powerful, 
highly stable, state-of-the-art HF radio equipment 
where required. 





(2) Professionally inspect and improve antenna 
systems and installations. 

(3) Improve maintenance capability and procedures. 

(4) Greatly improve the training, ability, and 
especially experience of HF radio operators. 

(5) ^ Develop comprehensive operating techniques 
and net procedures suited to each type of special 

operation, 

' ■ . ••- 

Work closely with J-3 personnel to insure 
that, to the degree politically- an<3. geographically 
feasible, the JTF forward base and radio relay sites, 
as well as the task force ingress and egress routes 
are all selected in such a manner as to maximize HF 
radio performance by taking advantage of propogation 
characteristics. Relay locations facilitating both 
single-skip and"" double -skip propogation should be 
established if possible, and the flight rout^ "Should 
"arc" on the primary ground radio relay station. 

(7) ier) Work closely with frequency assignment and 
propogation forecasting agencies to insure availability 
of a large number of frequencies in the appropriate 
band(s). 

(8) J<?1 Utilize other technology advances, such as 
chirp sounders, to obtain maximum results from available 
assets. 

b. y0) Above all, the HF radio capability should be 
frequently tested and utilized, and should be fully 
employed, over approximately correct propogation paths, 
during every joint training exercise. 

4. (S) TRAINING CONDUCTED: 

a. C^) Three day radio operators school for field grade 
communications/operations officers: 

b. (^) Extensive *HF operations c3urih^ exercises Storm 
.Cloud, ._Tr ad e Wi nd Comm 1 T and Trade Wind Coram II. ' ^ 

Limited unit training. 



5. iS) RECOMMENDATIONS: 

a. (jt) Initiate/continue all actions listed in paragraph 
3 above. 

/ 
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b. Utilize the cadre of field grade radio officers 

in each joint exercise to provide radio supervisioHr 
technical expertise and training, and a high level of 
operating ability at base and relay stations; and, as 
required, on command aircraft and at forward command 

posts. Qrhe employment of t^hPSt* of f i r'P>r-g_G±Lr\irl rl. r^r>n»- i nno 

to be th: 




OTHER RELATED ITEMS: G-7, G-8, G-9, G-15 



PERSONNEL/UNITS INVOLVED: POC 

6 ° 
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SUBJECT; Command, Control, Communications (U) 



Item No. G-7 



JTF COMMUNICATIONS DOCTRINE (U) 



TOPIC: Operational COMSEC Doctrine (U) 



PROBLEM: Develop communications doctrine utilizing 
methods and techniques which are reasonably simple to employ, 
and which provide effective command and control communications 
for the JTP, but which concurrently jninimirze probabilities 
of communications detection and intercept leading to mission 
compromise* 



2. ( 



DISCUSSION: 



a. (€7 The conduct of a special operations mission is by 
definition a high risk undertaking. This risk must be 
extended to a certain degree into communications planning. 
Communications doctrine must be carefully tailored to 
each mission and structured against the known/perceived 
threat. At the same time however, the commander and 
staff planners must not permit development of a doctrine 
which concentrates so much on minimizing the risk of 
communications detection/intercept that it greatly 
increases the probability that the mission itself will 
fail due to incomplete or missing information during 




je extremely restrictive 
communications policies already decided on by members 
of the helicopter force; who then did not transmit even 
under conditions of severe difficulty which were leading 
to aircraft abort situations. 

c. {W) Had, instead/ those localized communications 
policy decisions encouraged brief status and emergency 
reports, followed by headquarters relay broadcasts to 
provide guidance (if available) on mechanical problems 
and/or the unexpected weather (suspended dust phenomenon), 
at least one additional helicopter might have reached 
Desert One. 




d. iS) NSA takes very firm positions on a number of 
communications issues. Some 25 items relating to JTF 
communications have been provided by NSA and are included 
in the security section of this after action report. 
Many are good,' solid COMSEC/OPSEG procedures, valid under 
all circumstances. These include recommendations such 
as standard izing the duration of keying tones on all 
PARK) 




e. (S) Other NSA recommendations iiowevet, when used within 
the framework of special operations, may tend to cause 
more harm than good. For example: 



(IT'fS) NSA advocates the use of the standard tri-graph 
(three letter) brevity code employed by almost all 
other military forces. The rationale is that intercept 
of such a codied message would not reveal which type of 
military operation was in progress. The problem with 
this philosophy is that the JTF may not want the 
adversary to know that any kind of a military operation 
is ongoing. Receipt of a military tri-graph means 
instant detection/confirmation. On the other hand, 
receipt of only a few random numbers (ZEBRA code) may 
delay confirmation of a military presence for a 
significant period of time. 




(ty^i^) NSA recommends that aircraft (and all other 
JTF radio stations) use. voice calisigns consisting of 
letter-number-letter-number-number (M7T28), in lieu of 
the presently employed callword and single digit 
suffix (TONIC 4). Joint special operations are extremely 
rapid moving and complex as it is. The addition of 
multiple character calisigns, difficult to remember 
and use, along with other NSA recommendations such as 
using different sets of calisigns in each different 
net, greatly complicate an already tenuous situation* 
Since the JTF voice callwords are used only on secure 
nets prior to the assault (ZEBRA number calisigns are 
used for non-secure transmissions) there is little to 
be gained from an OPSEC point of view. Furthermore, 
continuing to issue aircraft callwords which are 
always the standard five letters in length keeps 
things simple for the JTF and also makes it less 
likely an aircraft crew will create suspicion if 
there is a need to transmit to civilian ground control 
stations for any reason. 



c 




3. jjg") RECOMMENDATIONS: 

and carefully consider the advice and suggestions i.c>.cj.y^«. 
However, make certain that the final decisions on communications 
utilization, techniques, and methods are based on employment 
in the atypical joint special opera-tions environment, and 
not on rigid conventional forces doctrine. 



OTHER RELATED ITEMS: G-4, G-6, G-9, 1-8, 1-9 
PERSONNEL/UNITS INVOLVED: 

i 

P 
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SUBJECT: Command, Control, Communications (U) Item No. G-8 



JTF COMMUNICATIONS DOCTRINE (U) 



TOPIC: Senior Communications Operators (U) 



1. ^) PROBLEM: Provide a cadre of highly skilled, experienced 
communications operators fo^r the JTF. 



2. DISCUSSION: The rescue attempt and subsequent 

joim: training exercises underlined the need for a cadre of 
experienced, trained communicators:^! th a -level of expertise 
well above" that normally found in radio-telephone operator^. 
^ The' need was most urgent for the JT.F..j3.aae ao53- relay comman'3 
radio stations, and for the JTF forward ^PV^ 

3- ^ SOLUTION: A group of Army and Air Force field grade 
officers who were, also licensed amateur radio operators was 
selected. After -.several days ^training on the specific 
radios in use and on the joint operational techniques being 
employed, they were ready for immediate deployment to either 
e^^cise or actual operation sites, as needed. 




oiTTOwed Dy classroom instruction 

8^Tian3s^on equipment practical exercises. 
The classroom training included briefings on the joint 
exercise and participating units, and on the Operations 
Order, CEOI and other documentation. The group participated 
in three joint field training exercises. This training, 
combined with their previous skills and experience produced 
the highly polished radio operators needed to provide 
adequate command and control support to the commander of thd 
Joint Task Force. 



5. (U) UNRESOLVED PROBLEMS/REQUIREMENTS : 




b. Eventually some members of this communications 

group may retire or be transferred. Depending on antici- 
pated requirements, some thought should be given to 
selecting and training a second group of officers as 
early as the Summer of 1981. 
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6. (U) RECOMMENDATIONS 



a. Use this specialized communications capability 

and Evaluate the need to train a second group. 




OTHER RELATED ITEMS: G-6r G-9 

I 

PERSONNEL/UNITS INVOLVED: , PC^ 




NOTE: A longer, more detailed versioji of this 

item has been prepared iiid di^ributed to 
appropriate organizations. 



( 
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SUBJECT: Command, Controi, Communications (U) Item No. G-9 



JTF COMMUNICATIONS DOCTRINE (U) 



TOPIC: ZEBRA Communications Concept (U) 

K PROBLEM: The successful conduct of special operations 

requires reliable and redundant command and control communica- 
tions, but the .U3i^ of those communications may cause force 
compromise and mission failure." " 

2{^\j^) J)ISCUSSION: 

«. ijf) The actual conduct of special operations poses a 
iiifficult two-sided' problem. On one 
hand the vecy^ature of rapidly moving y^^^loaely timed and 
contif611ea/:*^fite^ri'^<yrce excur§it5W^^'nt<r^^''T^^ 
relatively unknown environment'/'demands ^extens ive, 
re 11 abler , and redundant r e a 1 - 1 iihe^'cofhmu n i cat ions for 

L,t.^ the "s ajf^^inr^ ->yjjg s EC and. COMSEC 
feSt ate ajn ^-aSsalS of^'rz.L... 
ho trahsmi!ss£bns at all^if ~that^ 



comnuoiyaft^t ions^^.tiQ 
is "possible. - 

In the absence of f re que p t^ gom mun icat ions , the 
necessary control may be lost, anSCJ^ricoFrect "decisions • 
gy^^Eii^made^^j^gg^^&Lncomplete and/or misiriterprete'd 
ata'-J:3coh^rsfJ^^!^fert''aiSlngle ^regular transmissiorT" 
^2^:jDade:^y the inBouhd im^ might be m o n i t o re3^ and , r e v e a 1 
the Ipresence or obje ct ives of the force. fll^HlHBHiHiV 




rg^^"^!^) A method or system was needed which would maximize 
the transfer of command information, .pv.^x^raultiple means, 
to, from, and within the special opera tioris^orces; but 
which presented a relatively low possibility of hostile 
detection or ""intercept. 

[» - 

e. gc) In developing a solution there were a number of 
technical communications facts which could be used to 
advantage. These included propogation characteristics, 
equipment capabilities, and transmission techniques. 

. ^ SOLUTION: After studying these facts a command and 
control communicat ions^concept was developed, and nicknamed 
"ZEBRA". ZEBRA uses techniques of lengthy, pre-established. 
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■rm gWa p 




f req 



country 



) TRAINING CONDUCTED: 

The cadre of nine field grade officer communications 
operators and approximately 25 JCSE personnel received 
training in the ZEBRA concept during the three exercises. 



ami 

!^ 

b. In 

station 



all exercises^ communications base and relay 




'opogation directions anc 

Weather forecasts, m ission status, and numer ous 
other reports were sent ou^J|^IHH^^HHIHH|m^ while 

substantial numbe_tL_Qf-^^^^^^^^^^^^^^^iZEBRA^^mes s ages 

£^;Were.'originar _„ _ 

command post stations after Tnrr-loadfhg from the MC-130*s 
in the objective area- 



I -■ 



had^gpnsrdei^Jiijs jdif faculty in detectir 
transraissibnsT^'^^iich used on 1 y, yg^e^o 



A 



d> Unas signed HF ra<^4s^requencies were used, and 
Chang ed'^f t^n, ;;Jor^he:;;^itrief ze5ra .gp^jAd -transmi ssions • 
^^'^pe area f hit host lie ''intercept stations would have 

detecting the .short 

'^pdiiSttt^on/ iifiind. eix&n^ 
more dilf f icult^lx3cating.,^jtiTe'' ai't eidf t positions and/or 
decodirigr^he numbers. ^It Would^also have been' difficiiit 
for an intercept stat ion to draw ,a ^anpect ion "beTween Itne" 
in-the-clear number transmission on HF and the PARKHILL 
secure replies^Jbcoadcast^jDn SATCOM or on different HF 
radio frequencies. 

e^ JiS^' Due to the cancellations of all but the communica- 
tions portions of the last two major joint exercises 
(STORM CLOUD and TRADE WIND) only a small number of 
personnel (four MC-130 crews) from JTF units have been 
ejcposed to the ZEBRA concept. 
J Co) 

' RECOMMENDATIONS: 

Continue to refine and exercise the ZEBRA, or a 
similar command and control communications concept. 

b. Develop an 

include other 'ap or d^r i a t e'^TTie ss agl 





. Qgri Co 



c. ^) Continue discussions with NSA to determine the 

best way to provide reliable two-way communciations with 

a low probability of detection, when applied to various 
operational mission scenarios. 



OTHER RELATED ITEMS: G^6, G-7, G-8 
PERSONNEL/UI^rrS INVOLVEDi POC 




NOTE: A longer, more detailed version of this item was 

prepared and distributed to cognizant elements along with 
an after action report on the communications exercises. 
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FIXED BASE COMMUNICATIONS (U) 



TOPIC: 



1 

var 



arious 



Compartmented Garrison Communications (U) 

PROBLEM: Provide compartmented communications at 
JTP 1-79 unit headquarters. 



^^'2. 1^) DISCUSSION/SOLUTION: Satellite and land line secure 
voice and teletype communications were necessary between 
JTF 1-79 headquarters planning elements and force element 
headquarters. This was provided by deploying equipment and 
personnel from the Joint Communications Support Element 
(JCSE) at MacDill AFB. After the rescue attempt the se'rvices 
were asked to program long terra support to replace JCSE 
resources. At the Pentagon, the Pentagon Telecommunications 
Center (PTC) replaced JCSE teletype equipment but not the 
operators or the satellite equipment*'^.^^ Secure voice and 
teletype capabilities have been "i nstalled at ^ HQ MAC , Scott 
AFB; 552nd AWAC Wing, Tinkern^; _ 
101st Airborne Division, Ft. Campbe. 

fJCSE, MacDill AFB; and 
^SOD, the Pentagon. The Services have replaced some but 
not all of the JCSE resources. 

3. '(^ TRAINING CONDUCTED: Dedicated satellite and dial-up 
secure voice and teletype circuits have been used from 
initial planning through the current time. They were used 
for: t;r^ning exercises as well as for the rescue attempt. 




T UNRESOLVED PROBLEMS/REQUIREMENTS: JCSE communication 
equipment or personnel are still be ing used at^BBIHHHI 

i^mm^mm^BHHHjmimHii^^Mp the 

AWAC Wing, Tinker AFB. Actions are underway to replace JCSE 
support. 

5. (G^ RECOMMENDATION: Replace JCSE teletype, secure voice 
and satellite equipment and personnel at all locations. 



OTHER RELATED ITEMS: G-1 1 
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SUBJECT: Command, Control, Communications (U) Item No. G-11 



FIXED BASE COMMUNICATIONS (U) 



TOPIC: 




for*'' 





Access 



Provide access ; 
h 'pranni n^*,'] 



communications 



12 ^f^^Prscu SSION/S OUJTION; Direct teletype and secure 

Voice access f||^^HH||||||BP^^^^^^ 0JCS^^»9«ial Operations 
Oi.\i4Bion' was require^iorcompartmented^iO^eriTgence support 
To obtain this support, a teletype -capability was. .installed 
using a dial-u^^ircu it with CIA 13 NOV 79, and a 'p6Int-to- 
CiKlcuit2S^t}iJBiB^Als^dial-up secure voice circuits were 
ifnstailed «t(3^|HhHHiH^26«..DEC This capability was 

provided quidfel^an ^numerous installa tion short cuts were 
taken. For example^flMpHHI^HV teletype capability 
was provided over a^^o44 megabit ^er second circuit. The 
cables ^carrying t h e ^ci r cu 1 1 s 'we g6 . r oitt ed from the Pentagon 
technical con troiflmjj^HiBHpik through the window' to room 
2C840. The cable was routed this way in November 1979 and 
is still^' in place. This ad hoc capability will be replaced 
during^.J 981 , to provide high quality communications between 
the NCAT^Joint Task Force and supporting agencies. This 
will jprQjride great flexibility for jjuickly establishing 
ciTcuits as r^q^uir^j^^^^^^^^^^Qi^lg^^^^^^^^^future, 
" ^the ability torus^^^^^^^^^^^^^^^^^^^Kor 



point 




3. TRAINING CONDUCTED: This capability has been used 
constantly T5*ince the initiation of planning in November 
1979. 

4. (3^ UNRESOLVED PROBLEMS/REQUIREMENTS: Circuits need to 
be ;fouted through the" Pentagon Technical Control Facility to 
the"j-3/S0D area trftrough the protected conduit. Personnel 
of the JCSE should be replaced at the Pentagon. 



3; (U) RECOMMENDATIONS: Route the circuits in an approved 
manner to SOD. "Replace JCTSE communications -center personnel 
with the Joint Communications Unit (JCU) personnel. 



OTHER RELATED ITEMS: G-10 
PERSONNEL/UNITS INVOLVED: 
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SUBJECT: Command, Control, Communications (U) Item No, G-12 



FIXED BASE COMMUNICATIONS (U) 




aircraft. 

AWACW, MAC 

did not 
m unit 



TOPIC: Base Stations for Unit Trailing (U) 

1. PROBLEM: Provide JTF 1-79 force elements with 

co-Timuni cat ions equipment for base stations to assist in 
conducting unit training and to maintain a SATCOM secure 
voyce_signature for OPSEC purposes 

DISCUSSION/SOLUTION: This requirement developed^, 
ise of unique communications equipment capabilities^ 

illed^^n the MC-130, A<p~1 30. EC-4;30, HC-130, HH-53 
JU H-60/ CH-47, C-141, KC_-i35 and C-5 

ow'e ve r the -^^|^|^|HH|||HHi^|H||BHHHI 

C-rrr/C-5 uniT^ITsACKC^^^JnitSr luist and^ 
have an organic capability to also participate 
training jE;i::£)ni--Qfyjund command posts, A capability was 
rvrquired 'to communicate over JUHF salfellite circuits secured 
with Parkhill and HF SSBn'trikT's^'i^ed with Parkhill. To 
solve tffr^''problem initially / JCSE equip ment and some 
operators were deployed ^o^HHlHHlHB^ Pentagon. 
3Ct:G and JCSE asse:ts"*Were u seJ^i^Th^^gi .^jfBVCVfc... To replace 
some of this equijJfnint SUNAIR 1 SDpD ^ SSB radios were 
purchased for the #e<3M<6^ tK e^ffSDW '^al Ka s the capability 
:,to ffse*' an^M)f^O as a base stat^oij^WrljJTf^B volt D.C power 
"Is up ply and. a satellite antenna borrowed' "frqm JCSE. 

3, ^) TRAINING CONDUCTED: This base Station equipment is 
necessary to enable individual units to tefine techniques 
and for proficiency training. Training using borrowed 
equipment has enabled units to attain a high level of 
capability in a short period of time. 5r0^inu"i<^3tions 
Command Post Exercise^^'ere conducted preceding all training 
exercises after july^X^BO, 

4. Q^) UNRESOLVED PROBLEMS/REQUIREMENTS: To maintain this 

hign level of capability the borrowed base station communica- 
tions capability should be replaced with equipment types 
organic to the respective units.. For this the following 
equipment must be procured. 

. a. i^^j^^l^V Thirty ampere, 28 volt D.C. power supply 
V dn6 s^^Soie antenna (helix or umbrella). 



'4, 



J' 

b\ (jf)\S5^ F^\C4^ Modify an ARC-171 radio for command 
post installation, procure a suitable power supply (28 
volt D.C, 100 amperes), and a suitable antenna. 
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A. c. ^M^^^^HH^B^V^""!^!^ to use an MX-850 and 
procur^^^arapere power supply and suitable antenna. 

d(^;t#ir^entagonTl Procure two W3C-3, two helix antennas, 
and two SUNAIR 19000 HF SSB radios. 

ef-^'^A/ri^S^SC; ana MAC unitsiJ. MX-85C 30 ampere 28 volt 
D.C, power supply and suitable satellite antenna. 

5. ^,^5^ RECOMMENDATIONS : Insure units have the necessary 
communications equipment for ground command post elements to 
participate in unit training, to maintain OPSEC signatures, 
and participate in communications CPXs. 



PERSONNEL/UNITS INVOLVED: 
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SUBJECT: Command, Control, Communications (U) Item No. G-13 

FIXED BASE COMMUNICATIONS (U) 



TOPIC: KY-70 Secure Voice Devices (U) 

K (JpO' PROBLEM: Provide good quality secure voice service 
bet>i^en selected JTF ele5)ents, the National pommand 
Authorities, and other governmental agencies equipped with 
KY-70' S.J 





2. T^J D^USSION/SOLUTION: 

k,]^U2r) The KY-70_g§ayre voice equipment was purchased for 
non-DQO. jgovAcnm^tifal .agencies connected to the Executive 
Secure Voice jNe two rk. (ESVN ) . It was determined that the. 
KY-70 pfovide's^'good 'gg>^'tr>«:> '^"^'^^jflif ^.ver marginal 
tactical cfitffijnunications^ ^ L;;4g"<igg^V0N. and 

P»'^mmk^l^^y Ti>Ta|ph<^no hitwor^^T fTOnT^he KY^70- to another. 

•^^"^^•"•^^""tUSBM^*^ / ^Bft ^^^^^^^^^^^^^^ 

(J0(^ .(^ KY-'^O's were b orrowed-'^ggn r^^^^^Wto support the 
JTF at'th 



JTF at the Pent agon ,^mH^H^^p ^.o a^i rouward' deployed 

locations during the rescu^attempt and subsequen^^.aining 
exercises. Borrowed KY-70 's were returned ^tdlHjppand nine 
other KY^70's v^r^fe1i>talWd^fcr^' permanent re teritmn within 
DOD. T he* of f l(^iti^!jfe£:itltf ^ Director, National Commun tfiations 
System; J|^^H^|^HHi pJCS/TC^S assisted ' 

in obtai^^^TBBsBHBWs. * / 




c. (#) An interface device was installed at the Pentagon 
. 758C secure voice switch. The interface enables the—inter- 
im conne<srioft* bf PeVr€^'on Red Phones ^Jhd AUTOSEVOCOM wideband 
\ terminals to KY-7Q terminals. The interface is used daily to 
T maintain operator proficiency and to assure proper operation. 
I Two K Y -J[^0 1 s support the interface which is..,operated and 
' maintatnt^^y the 2Qi:4th. .Conira iGroup, 



intafrje^nBy 
d. yj^KY-' 



70 contingency terminals are held by the Joint 
Communications Support Element (JCSE). The KY-70 has proven 
to be a versatile secure voice contingency asset. 

/IP 

3. UNRESOLVED PROBLEMS/REOUIREMENTS : Additional KY-70 's 
are needed to support joint operations. 

4. RECOMMENDATIONS: 

./a. (of Keep the interface nctive. Use the KY-70 's as much 
as pos^ble to keep the system functioning well, but do not 
. permit use for routine administrative calls. 
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SUBJECT: Command, Control, Communications (U) Item No. G-]4 



OPERATIONAL COMMUNICATIONS (U) 



TOPIC: Long Range Communications (<J ) 

1. ^ PROBLEM: Provide a primary means of long range 
secure voice communications" with a low probability of 
detection. • ^ 



__SCUSS ION/SOLUTION: 

a. . "CSl^Conimand anc3 cgntrol of covertly employed special 
ope rat ions*" forces '^^ the use "of a secure voice 

commui\jUpat Tons system that; will not divudge the operation 
for the longest possible f ime* Secure voice communications 
are required between depYoyed airborne and ground force 
elements aad-»the headquarters "even if Separated by 
thousands'-of ^iles. Options,^,^Qj: long range secure voice 
are High Frequency OIF )^adios_^nd ultra High Frequency 
(UHF) ^terilte rtrfiSl;^'' VER^ is the only crypto 
.<^q>iipment currently a^ilabje for securing HF radios. 
UHP^53^11ite radios ^hichSCflirr btf*"se*cured with PARKHILL 
or VINSON crypto eiqdlpraentV were selected as the primary 
means. ^? 

L^BlS^- . r ■ V --- 

^r7{m In November 1979, UHF, satellite secure voice 
terminals were very scarce, '^here were no secure _ 
voice satellite terminals, in^liny JTF 1-79 aircraft-^- 
During the April rescue attempt, there were^ ixja ircraf t 
configured with satellite radios,M man-port aij»le teianinals, 
(ninejpixed ground terminals » andf^one, terminal (afloat^/ By 
December 1980, 3 7^ man-portable radios had been acquired 
and approximateTy" 5(r other terminals were available 
to the JTF for fixed^^round si-^es or for use onboard a 
.variety of aircraf t; rAC/ EC/aC/MCr.! 30 , Hr^^53H, C-14L, 
^C-135, E-3a7]C^# ■■BB^UH-6^03^^^'d'TH-4"^ Approximately 
^dd '^ditionai ^adio^^Te scheduled for (lelivery during 
198l7|rAll of these satellite radios are interoperable, 
except ^or the man-portable PSC-1*s (three on hand) which 
can only net with each other.,' 

3. \JC] TRAINING CONDUCTED: /Variou s . cgnf igu rat ions of the 
satellite terminals anq^F r ad ios t a|' we r e employed during 
training and command" post exercises. 

RESOLVED PROBLEMS/REQUIREMENTS : 

©^CP^ThV use pjf t^jj.r. ,i^CTi^^>v?'n ? on UHF satellite 

25 kHz jdMUUlfils was*^he pr^jgigj^rJKeSiuift, with HF used as.. 




back-up to achieve the required results. PARKHILL 

has a distinctive electronic audio signature. The use of 

PARP^ILL poses a potential OPSEC problem, 

b, Another limiting factor is that the UHF satellites 

were not designed to support secure voice links for 
special operations. While UHF 25 kHz channels provide an 
excellent medium for command and control over vast 
distances the access is always at the expense of primary 
satellite channel users. The need for satellite channels 
to support JTF 1-79 was of a sufficiently high priority 
to make channels available. While it is reasonable to 
assume that this type of mission will continue to have 
sufficient national priority to preempt primary users 
when necessary, the satellite channel capacity is still 
limited, and consideration should be given to shifting to 
5 k!iz channels. 



i kjlz chai 
'..WtjkY It 



c.Wtjk) It is technically feasible at this time to use 
secure voice over 5 kHz channels. A typical 5 kHz secure 
voice satellite terminal might consist of a VINSON secure 
voice device, a modem, and a WSC-3 or MX-850 satellite 
radio. Other combinations of vocoders, cryptographic 
devices and modems can be recommended by the AFSATCOM 
manager POC. In comparison to PARKHILL, these may offer 
better voice recognition and provide a means of eliminating 
the potential PARKHILL OPSEC problem discussed above. 
However, the weight and size of man-portable terminals is 
a very important factor, and may rule out the 5 kHz 
channelization if significant additional size/weight is 

u) 

'} UHF satellites are useable only in the absence of 
ng. 

5. RECOMMENDATIONS: Consider using 5 kHz channels. 

Plan and implement a transition from PARKHILL to VINSON, 
using 25 kHz channels, and consider shifting to 5 kHz 
channels in the future with VINSON. 



OTHER RELATED ITEMS: G-6, G-26, G-40 




SUBJECT: Command, Contr 




Item No. G-15 



OPERATIONAL COMMUNICATIONS (U) 



I 



( 



4iJ 



TOPIC: Back-up Long Range Communications (HF) (U) 




PROBLEM: Provide an alternate means of long range 
secure communications system for airborne elements. 



mi 



2V'J^ DISCUSSION/SOLUTION: The JTF 1-79 headquarters, 
airborne and ground elements have secure yoice UHF satellite 
communications available. However, -the satellite link is 
subject to jamming, fading, marginal .^ircuits/ and inoperative 
equipment; thus a backup system "J?s required. HF/SSB is the 
only other y^igble-sySfejn. ^o^^ only nonsecure 

"HF/SSB racJios existj^djpn aijf^aj^^lass igned to the JTF. 
Although "hot jLj^j^jj^ > ^h^ E-SA had Parkhill 

secure HF /SsSS^lS^S'''^ A Through JTD efforts MC-130, 

AC-130, EC-130, HC-130,:*HH-Sj^^5yrW-4'^^ 
now have Parkhill secu^d^HF/^Q^eniisaen^ 
are additionally 'tO seArfe yoTice tronsoles "Available 
with the HF/SSB ind UHF^Vrfdlofi"' Installed on C-141 aircraft. 
Portable console^, are under construction for TO of the KC-135 
'■'aircraft.' 




3V^^) TRAINING CONDUCTED: Command and control communica- 
tipns using backup HF/SSB systems were used during the- 
^fescue attempt and during each exercise since. 

^\yf) UNRESOLVED PROBLEMS/REQUIREMENTS: As indicated, 
Parkhill HF/SSB consoles are unde reconstruct ion for 10 
KC-135 aircraft. Consoles should remain with local unit 
Component Repair Squadron when not in use. 

5 ./^^Ji' RECOMMENDATIONS: This effort should be monitored by 
OJCS7TC3S until action is complete. More KC-135, and ^-141 
P a rk h ill' secu r e voice^pj^ll et s, . s hp uld.^e .^co nstru cted t^*^- 
provide ore atef 'tie x i^o I^^. ' ji^ 5 J'atr cr ^ £ t '"sfio li fS'^a t sror Be 
equipped with a number o'f Parkhill HF/SSB pallets. ~ 



OTHER RELATED ITEMS: G-6 

PERSONNEL/UNITS INVOLVED: POC 
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lECRET 

SUBJECT: Command, Control, Communications (U) Item No. G-16 

OPERATIONAL COMMUNICATIONS (U) 



TOPIC: SATCOM Systems Optimization (U) 

1. ^ PROBLEM: Develop operating procedures for JTT 1-79 
SATCOM terminals. 

2. (^J' DISCUSSION/SOLUTION: The proliferation of JTF 1-79 
UHF secure voice satellite terminals cr-^ated a requirement 

for standardized operating procedures and. for radio performance 
data. Operating procedures are reqOired for proper operator 
discipline due to the small number of satellite channels 
available. Without these procedures, effective use of the 
system is impossible. Radio performance data is required 
to properly plan network configuration. This is dictated by 
design differences between the FLTSAT and AFSAT transponders, 
the insufficient number of frequencies available, anomalies 
in the atmosphere, and by the different performance levels 
of various terminal configurations. Satellite channels have 
been in use since planning began for the rescue mission and 
during each exercise. Numerous problems have been observed 
such as selective path fading, channel overcrowding, improper 
use of uplink power and satellite nonavailability. 

(a] 

3. SOLUTION: A detailed evaluation of equipment charac- 
teristics was undertaken. Thirs evaluation included performance 
of all airborne and ground terminals. It also included 
network configuration for optimum command and control 
connectivity. 

4. (/) UNRESOLVED PROBLEMS/REQUIREMENTS: Similar efforts 
need to continue until a manual is published for a?! syst3m 
participants to use. Draft procedures were roqu-.sied from all 
JTF, 1-79 operating elements. 

5. iy) RECOMiMENDATIONS: Continue work to publisn sc undardized 
operating procedures. The publication should cont::ln 
procedures for operation as well as system performance 
characteristics and recommended system conf ig,.iraMoiis . 
Preliminarv findings indicate the following: 

a. (Ic) Hatch mounted antennas are being d^:nr; '.vhile 
stored and transported. Procedures should '-e developad 
for mini,mizing this damage. 

b. Aircraft crewmembers should ur^i- SATCOM systems 
routinely to remain proficient. This would also allow 
malfunctions to be quickly detected. 



G-40 



c. WO There are many separate components in the MX-850 
satellite terminal system. All are required for the 
system to function properly. A method of positively 
checking each component prior to a mission should be 
developed. 

d. It has been observed that some Dorne-Margolin 
antennas are improperly connected. All antennas should 
be checked for this problem. improperly wired antenna 
may attenuate the signal as much 'as 14-20db. 

W / J ^' ■ 

e. Uf) Satellite radio operators /need to use SATCOM 
systems routinely for , training and equipment tests. 
Continued access to ^ FLTSAT channel is required. 



PERSONNEL/UNITS INVOLVED: 




G-41 



SUBJECT: Command, Control, Communications (U) Item No. G-17 



^ SPECIAL COMMUNICATIONS DEVICES (U) 

TOPIC: Unattended Weather Reporting Station (U) 

1 C^l;?^ PROBLEM: To develop a means of providing a Special 
Operations Force with on the ground, real-time weather 
information from within an unfriendly country. 

2 i jiff^ D I S C U S S I ON : 

a. {Sf)-A number of past incidents, the most recent being 
the unexpected suspended dust phenomenon encountered 
during the April 1979 hostage rescue attempt in Iran, 
have underscored the need for local, accurate, real-time 
weather reports, to improve the chances for success in 
the conduct of special operations. 

b. {f() The most obvious, and probably most effective 
^solution would be. the insertion of a number of live 

- observers with two-way communications. That option will 
be assumed non-feasible for the remainder of this discussion. 

c. ijt) In the" absence of live observers, mechanj^cal 
'substitutes are needed. The package would consist of 

S2^^ftZa&le housing .^sijEOng, lightweight, waterproof, 
incorisp.icttousl') and "four maj^^or components: ^ 

( 1 ) Sensors 

(2) Control System 

(3) Communications 

(4) Power Supply 

d'»-wis^ There' may be some on^oTng efforts to develop a 
remote weather sensor package providing the following 
five readings: 

( 1 ) Temperature 

(.2) Wind Direction 

{3 ) Wind Speed 

(4) Barometric Pressure 

(5) Dew Point or Relative*^ Humidity 




e. , Co ) However, in discussions conducted with 'weather 
specialists, it was learned that even frequehfc receipt of 
those five readings., would improve present forecasting/ 
repQ^^lii^- ability and accuracy by no more than two or 
three percent, and- therefore^iJie construction/insertion 
of^-such a basic device is not worth the trouble/cost/risk. 

^'^P^ the other hand, if four additional readings 
could be obtained arid transmitted, the concept would be 
extremely useful and of great value in mission planning 
and execution. These additional readings are: 

( 1 ) Ceiling ^ ' 

(2) vismi^ny- ■ 

(3) Precipitation (present or ^jpsent.) ^. 
./.(.4l7..0ust In atmosphere (presj^jjt wpr absent). 

3. ^'sT SUGGESTED SOLUTION:* 

a. tCj A package should be developed in four integrated 
sections as listed in paragraph 2-C, 

b* The sensor package should provide (to the control 

pacKage) real-time measurements of all nine of the 
readings listed in paragraphs ,2-d ajid 2-f. (The dust 
sensor might be an add-on mo<Xule depending on planned 
deployment. ) A vertically oriented laser, or other light 
•source, along with a rotating mirror arrangement might be 
used to provide certain of the critical readings. A 
light level sensor with day/night filters might also be 
helpful. Multiple function devices should be employed 
whenever possible. For example, a single vertical wand 
might serve as the radio antenna, and also provide wind 
direction and velocity readings by utilizing the moment 
at its base as it bends under horizontal wind force. 

^ c. The control system would be complex. it should 

take advantage of small chip technology to provide 
various timers, data storage_jr,e.gisters (.2"thiJLir, "e hour, 
and 24 hour maxigura, minimum i and average jread ings ) , 
sensor and communications oJ^/Pi^ftP^ keying circuitry, 
.decoding (sera-secure) f o rre oSPgftjg instructions, and 
encoding registeri.for'Ig^mT^e^ure buWt transmissions of 
th§ stored, and "re SX- time" da'tl'^'^'^x -bit registers would 
provide 64 levels' or increments for each reading which 
should be satisfactory in all cases (one degree temperature, 
six degrees direction, 500 feet distance* and so on). 



d. The communications package would consist of a very 

simple, fairly sensitive receiver with automatic tone 



squelch and low current requireraents. It would probably 
operate on channels in the UHF SATCOM frequency band and 
be turned on periodically by the timers to receive 
various commands and interrogation requests. The transmit- 
ter would probably also utilize UHF SATCCM in a short 
duration, high peak power, burst transmission mode. 
Either two-tone or multi-tone modulation schemes should 
satisfactorily transmit (dump) the weather data from the 
storage registers. 



xoragt 



e. w^j The power supply would probably consist of long 
life dry batteries, although an A/C power converter might 
be useful in rare instances. Small solar cell battery 
chargers might also be considered. 

f. rar) yhe packaging should be develot>ed in several 
versions basod on anticipated employment scenarios such 
as air 'dropped in open country^, placed by hand on a 
building rooftop, buried (excj^pt.for the antenna and 
ser.jors on top) in earth or sand, and so on- 



4. (U) RECOMMENDATIONS: 
device. 



Pursue the development of such a 



PERSONNEL/UNITS INVOLVED: 
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SUBJECT: Command, Control, Commanicat ions (U) Item No, G-18 
SPECIAL COMMUNICATIONS DEVICES (U) 

TOPIC: Monitor Loudspeakers (U) 

1 U) 

1. I(.U') PROBLEM: Provide a loudspeaker to amplify the 

voice output at base stations. 



2. j^) DISCUSSION /SOLUTION: With several SATCOH and 
HF voice radios located at one base location it is difficult 
for operators and staff officers to ^effectively monitor 
and communicate on all nets using handsets alone. A loudspeaker 
output was required- To provide a quick solution, low cost 
Radio Shack telephone amplifiers were procured and employed 

^ to amplify the handset output. The results were excellent, 

permitting several staff members to listen to both sides of -. 
important transmissions. Since no electrical connections 
are required, potential COMSEC problems were somewhat 
reduced* 

3. (U) TRAINING CONDUCTED: This Speaker system was used 

at base station sites during several training exercises and 
CPX's. 

( 4. (U) UNRESOLVED PROBLEMS/REQUIREMENTS: These $17.00 Radio 

\ Shack cunplifiers work very well v;ith the tactical handsets 

usually employed with secure voice equipment on 3ATC0M 
radios but not as well with the gray, telephone style 
handsets associated with the WSC-3. 



S.^^H RECOMMENDATIONS: Obtain additional telephone 
amplifiers for base and relay stations if needed. Avoid 
using these devices in the proximity of non-secure telephones. 




NOTE: A total of 17 of these telephone am^ifiers are 

presently on hand; 12 issued to theJJCSE for bace 
and relay communications stations^] and five at the 
headquarters.* 





SECRET 



SUBJECT: Command, Control, Communications (U) Item No. G-19 



SPECIAL COMK'UNXCATIONS DEVICES (U) 



TOPIC: Wireline Secure Voice Capability (U) 

1. (U) PROBLEM: Provide highly portable secure voice systems 
that can be quickly installed at fixed bases. 

2. (V) DISCUSSION/SOLUTION: Portable secure voice devices 
capable of being quickly installed on two or four wire 
commercialr autovon, and field telephones Are required. 
These are needed at exercise base sites, various headquarters, 
and at fixed forward operating locations. LlThe Parkhill 
secure voice system equipped with a fabricated wire line 
adapter ""protrj^ed by '^^--JCSE ,was used^ to provide this 
capability, and it proved effective. _J 

3. (U) UNRESOLVED PROBLEMS/REQUIREMENTS: None. 

4. (U) RECOMMENDATIONS: None. 



PERSONNEL/UNITS INVOLVED: POC 
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SUBJECT: Command, Control, Communications (U) 



Item No. G-20 



SPECIAL COMMUNICATIONS TECHNIQUES (U) 



TOPIC: Coded Transmissions to In-Country Forces (U) 




Bft'^iafin t ranL.^v.-_.^^^.„ . , — 

J[ci§,.used during ItfaiTiing 

fexerc ises ^onciuc tea in tne Western US. For these exercises 
the^^BHHHI used as part of a worldwide propogation 
test. Specif ic'^t'ehna headings-were-ordered to insure 
transmissions iwere di rected across the planned location of 
the reception P^artx?.;.aiMMBMMM personnel j>^ere 
provided wi'thj 




IRESOLVED PROBLEMS/REQUIREMENTS: 



A C b. No 

' i I were parti 




b. [Wi No one in|BB|BHBH||^^ aware that they 
were participating in a JT^TeWT The cover story was 
difficult to "carry off" but this was^accompl ished. 
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TOR^lLLitbT 



SUBJECT: Command, Control r Communications (U) Item No. G-21 



SPECIAL COMMUNICATIONS TECHNIQUES (U) 



Tppr^^Tkeception of In-Country Transmi ssions (U) • 

' 1 . PROBLEM: Insure positive recept ion m essages 

transmitted by JTF elements from within 






HSCUSSION/INTERIM SOLUTION; The rescue force was 
equipped withlimited UHF satellite -and .HF radio transmission 
eg u fp me n t . rfe sj ^ ay b a • con s is t ed-of^ shojgj^ gpd&wo r ds , usually to 
on L ratrsnri 1 1 ed only o n ce ♦ f ^41 i gh ly^' g iT a b I e Iroe t ho ds of 
pr>ef f f^^^-jy j^^f^^ yjnr) M^h^^nffl^'gg^q*^*^ needed to be as sured 

Therefore, in addition— t'O'-iJW-'Tg^jJjgse stations, thi ^ 

and "yg^i^ 51"fir 'py^^^" n^^irsihr^r^r^ ^^^ff^o. ^a^rc^ri to use their 
facillti^ to mon i t or ,5Pec i f i.c f r e gue n c i es...j9LOi3_^p report 
immediately any messages Teceivea. mis concept was used 
during the rescue "attempt.^ 

^}^^^ UNRESOLVED PROBLEMS/REQUIREMENTS : Techniques for 
transmitting/receiving brief one-way messages need to be 
further refined. ^This has been accomplished with the Zebra 
system. (See separate item}.^ 

^^^T^t^T^R^Ct^MMENDATION: Continue to improve one-way message 
transmission/reception techniques. ^ * — 



OTHER RELATED ITEMS: G-9 
PERSONNEL/UNITS INVOLVED: 
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SUBJECT: Command, Control, Communications (U) Item No. G-22 

1 • •■ 

SPECIAL COMMUNICATIONS TECHNIQUES (U) 

TOPIC: Scintillation (U) 

1. (U ) PROBLEM: Reduce the effects of UHF satellite 
scintillation. 

2, (U) DISCUSSION/SOLUTION: Scintillation is a phenomenon 
that occurs along the equatorial regions of the world and 
affects UHF satellite transmissions." Increased ionization 
causes a ripple in the upper atmosphere. This ripple causes 
radio signals to be suppressed at some ground locations 
while increasing the signal at other ground locations. This 
effect can be somewhat overcome by increasing pov;er, and by 
deploying communications relay stations. If the transmitter 
is within the footprint of two satellites a different 
satellite could also be used. 



3. TRAINING CONDOCTED: Communications relay stations 
were used in an informal manner during the rescue attempt 
and during the first few training exercise. The concept was 
formalized and multiple stations were deployed during the 
final two exercises. 

4. (U) UNRESOLVED PROBLEMS/REQUIREMENTS: None. 

5. (gh RECOMMENDATIONS: Deployment planning should take 
the scintillation effect into consideration. Since the use 
of several relay stations also provides multiple HF radio 
propogation paths and other advantages, this is the approach 
that normally should be taken. 





SUBJECT: Command, Control, Communications (U) Item No. G-23 
' > SPECIAL COMMUNICATIONS TECHNIQUES (U) 

TOPIC: SATCOM Jamming (U) 

1. (U) PROBLEM: Provide a method to overcome jamming of the 
UHF satellite, 

(<aT 

2. DISCUSSION/SOLUTION: It is well recognized that 
in the Frequency Modulation (FM) mode used by the JTF, the 
UHF satellite can be easily jammed, ^simply by transmitting 



L a high power signal tp^the satelTite. Since JTF satellite 

^ terminals have^'relatively low power output a high power 

jamming station could "capture" the -channel and blank out 
all JTF stations, and make it impossible to pass traffic or 
even tell the other stations in the net to change frequencies, 
To overcome this problem, a 1,000 watt UHF transmitter and a 
very high gain Quad helix antenna 'System were located, 
brought in, and evaluated for use in a "Blind Broadcast" 
mode if needed. The system was deployed on one exercise as 
a reserve to overcome a jamming signal if needed. However, 
since the AFSAT transponder was being used and no formal 
jamming sources were available the results were inconclusive. 

3. 02^ TRAINING CONDUCTED: One terminal on one exercise. 

4. ^) UNRESOLVED PROBLEM/REQUIREMENTS: The UHF satellite 
~, is always subject to being jammed and effective methods of 
^) , overcoming this jamming have not been positively identified. 
^ ^he high power station will probably work but has not 

been thoroughly tested. 

5. gt) RECOMMENDATIONS: Develop a method to reduce the 
jamming thxeat on UHF satellites. Accelerate R&D on EHF 
SATCOM technology. Work to improve back-up (non-satellite) 
means of communications. Test the high power terminal in a 
realistic environment. 



/ 



OTHER RELATED ITEMS: G-14, G-1 

PERSONNEL/UNITS INVOLVED: POC 
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SUBJECT: Command, Contr 




Item 



G-24 



SPECIAL COMMUNICATIONS TECHNIQUEi^ (U) 



i 



/■I; /J 



TOPIC: PARKHILL Signature on the I^idian ocea 



nW^lli 



te (U) 



1. ^T) PROBLEM: Reduce OPSEC problems created by secure 
transmissions through the Indian Ocean satellite. 




IT^I^^J^ DISCUSSION/SOLUTION: ^ Should another special operations 
rescue mission be conducted in the Mideast/Africa part of 
the world, it would probably again be necessary to use the 
Indian Ocean FLTSAT satellite. The^mode of operation would 
probably still be Parkhill secure voice. Because the Parkhill 
transmits a very distinctive audio signature, it is immediately 
detectable by anyone monitoring the SATCOM frequencies. A 
Parkhill signature should be established early on and maintained 
as a normal mode of communications in any area where there is 
a reasonable possibility of a mission. For example PARKHILL, 
WSC-3, and ARC-i71 radio eq uij?men'fe"^ere deployed wi th the E-3A 

aircraft supporting ELF-1^at4HH||B|||HBHH 

anticipation of another rescue mission. 

Conversion of 




3r"JSn UNRESOLVED PROBLEMS/REQUIREMENTS: 
PARKHILL to VINSON. 



4. or) RECOMMENDATIONS: Continue to consider the signature 
proDlem. A separate item addresses the PARKHILL/VINSON 
conversion situation. 



OTHER RELATED ITEMS: G-14, G-40 



PERSONNEL/UNITS INVOLVED: POC 
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H 




G-52 

... 1 




( / 





SUBJECT: Command, Control # Communications {U) Item No. G-25 



SPECIAL COMMUNICATIONS TECHNIQUES (U) 



TOPIC: Unique Cryptographic Keys (U) 



1 . ^i/r) PROBLEM: 
authenticators. 



Provide unique cryptograph 




lists and 



DISCUSSION/SOLUTION: Cryptographic keying material 
was required for COMSEC equipment* including KY-65/75 
(PARKHILL), Ky-8/28/38 (NESTOR), and *KYV"2/Ky-57 (VINSON). 
Because JCSE provided the majority of communications 
equipment and personnel for the rescue mission, they 
also provided common keying material. This was not a 
problem prior to the rescue attempt since.lall elements with 
satellite access were training for the rescue, and everyone 
involved was briefed for JTF However, a number of 

elements involved in training after the rescue attempt did 
not know of the continued existence ~Df JTF K79. When it 
became necessary to discuss JTF 1-79 matters over the secure 
satellite system unique Parkhill crypto key settings were 
requirjed. On JTD request, NSA provided special cryptographic 
products which were held by JTF 1-79 headquarters and 
distributed as required. Other unique crypto material was 
obtained for NESTOR and VINSON use. These unique crypto 
keys were used for privacy during the exercises which were 
conducted after the rescue mission. 

3. (U) UNRESOLVED PROBLEMS/REQUIREMENTS: None. 

RECOMMENDATIONS: Continue the use of unique crypto 
material for PARKHILL, NESTOR, and VINSON within special 
operations JTF headquarters and participating elements. 



PERSONNEL/ONITS INVOLVED! 
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SUBJECT: Command 



, Control, Communications {U 



) Item No. G-26 



COMMUNICATIONS ADMINISTRATION (U) 



TOPIC: Satellite Access Approval (U) 

1. itr'^) PROBLEM: Obtain satellite access for JTF and 
Parkhill secure voice operations. 

2. DISCUSSION /SOLUTION: Ultra high frequency (UHF) 
satellite terminals under the control of the JTF are 
compatible with the FLTSAT 25 kHZr-AFSAT 5-00 kHz, and GAPSAT 
25 kHz transponders. However, the doctrine concerning 

use of these satellites has not previously included authoriza- 
tion for the mode of operation the JTF employs. This 
mode is Parkhill secure voice using WSC-3 and compatible 
satellite radios operating with Frequency Modulation (FM). 
Satellite access has been obtained through the 0JCS/TC3S who 
requested channel assignment from the military Services. 

3. \Jt) UNRESOLVED PROBLEMS/REQUIREMENTS: Satellite access 
using. FM on 25 kHz UHF channels continues at this time to be 
a very important requirement for special operations forces. 

{O]^' (p^ RECOMMENDATIONS: 0JCS/TC3S continue to request UHF 
satellite access for special operations as needed in the 
future. 



OTHER RELATED ITEMS: G-14 

PERSONNEL/UNITS INVOLVED: POC 

O 
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SUBJECT: Command, Control, Communications (U) Item No. G-27 



y COMMUNICATIONS ADMINISTRATION (U) 



/ TOPIC: Obtaining Training Frequencies (U) 

■ \^) 

1, Hjc) PROBLEMS: Obtain cleared frequencies for use during 
training exercises. 



Hi traini] 



DISCUS SI ON /SOLUTION: Prior to and during the rescue 
attempt, the radio frequencies used were those recommended 
by NSA based on monitoring. Following the rescue attempt, 
training frequencies were initially obtained through REDCOM. 
However, this procedure proved to be slow, and most frequency 
authorizations were subsequently obtained from joint resources 
by going through the Air Force Frequency Management Office 
. . at Buzzard Point, Washington, D.C. Other frequencies 

v"^ I were obtained through local/regional Frequency Coordinators. 

Normally frequencies can be obtained quicKly in an emergency; 
however, TACAN identifiers require at least 3 days_^tq^x>btoin — 
as they must come from the FAA. The method of ob.taljiing ^ 
frequencies throug^h, the Air Force Frequency Management"' 
Office was used for each exercise and proved tc.be satisfactory 
with the exception of emergency requests for TACAN identifiers ^ 
and some locally obtained frequencies. 

3."p2^ UNRESOLVED PROBLEMS: A way should be found to 
ob€ain TACAN identifiers in less than three days and on 
weekends or holidays. Also, a good method is needed to 
obtain frequency clearances on short notice without raising 
unnecessary interest among local frequency coordinators, or 
placing undue strain on the frequency coordination process, 
creating both ill feelings and OPSEC problems. 

OMMENDATIONS: Work with frequency management 



(iff ices to improve procedures for obtaining frequencies 
p :3fl^TACAN ident-ifiers.^^.Qbtain a block of frequencies to be 
Y ' assigned/available on a permanent basis. 



PERSONNEL/UNITS INVOLVED: FOC 
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SUBJECT: Command, Control, Communications (U) Item No. G-28 



COMMUNICATIONS ADMINISTRATION (U) 



TOPIC: COMSEC Monitoring (U) 



PROBLEM: COMSEC mon-itforiiTg was needed to detect 
OPSEC violations and prevent further occurrences, ^ 

2. DISCUSSION/SOLUTION: Pr ior ^^fcfi^h^ -Tfiscue-atteraEt, 

NSA was 'requested to monitor communications links to det'er'fhfhe 
if classified information could bg. obtained over nonsecure 
telephones and tactical radio circuj.ts. _After the rescue 
attempt, ..NSA was requested to monitor communications circuits 
at the JTF and subordinate* elemeh€*^headquarters, and on the ... 
tactical radio circuits used during training exercise.su;^;^^'" " ' 
TlrtJ9"C0MSEC monito.rin^_was used .periodically throughout ^he 
existence of JTF 1-79.^ 

3. (U) UNRESOLVED. PROBLEMS/REQUIREMENTS: None. 

4. (S.) RECOMMENDATIONS: Request NSA monitor various circuits 
periodically in the future to determine if sensitive/classif ied 
information is being passed over nonsecure circuits. 



PERSONNEL/UNITS INVOLVED: -iPOC 




G-56 



9* 




CONFIDENTIAL 

SUBJECT: Command, Control, Communications (U) Item No. G-29 



COMMUNICATIONS ADMINISTRATION (U) 



TOPIC: MX-360 Radio Standardization (U) 




lOBLEM: 



a{p\^) The increasing number of MX-360 Radios (241 . 
throughout the JTF at December 1980 count) and a variety 
of different unit approaches to channelization, produced 
inter-ope rability problems. ^ . ^ 

b^J^P^lTTwenty MX-36.0 .radios- irere lost ^.in-country during 
the rescue attempt and the four frequencies set up ^n 
those radios may be compromised* 

u) 

) "-DISCUSSION: 




All MX-360 radios should be channejized according ^ 
t^tirSr standard plan- for siraplici'lty , and every radio should 
- have a common JTF "scene-of-action*; channel, appearing as 
jthe same channel nundoer on all^ radios* — - - 



b.j5\5?T In addition, all JTF MX-360 radios which operate 

in the repeater mode should have a common "scene-of-action" 

repeater channel r appearing as the same channel number on 
all radios* 



c. >Bl All unit command ne<fs should be on the same 
channel number. 

d. ' fcSS^ The .four potent iall7""wmprbmised frequencies 
should beL.r'eplaced tj^of f set "Efife possibili^tir of in-country 
monitorlKg/ jamming. - s. 

e. ^^i$^ Extra sets of crystals should be available to 
permit last minute mission "tailoring" for additional 
unit interface. / 

3. ^^;P5T's0IiUTI0N: 

A comcLrehensive_cbannel plan was devel oped and 
distribute 





■ - j^f ^^^ gfTim bg r ' ;of rue W frequencies were clea red^or... 
'ditiona'f JTF unlts^i.Vhd to replace the fpuj^^^m^ - 
simplex frequencies possibly compromised. . 

c. 1^ 585 new sets of crystals were purchased for the 



G-57 



'^iiii fii I II r 




new frequencies. Extra crystals for "^tailoring were 
included in that quantity. 

d. fTS^ The seven new repea*-ers ordered for the JTF (two 
for the headquarters and five forCi^TCF]) were channelized 
to serve as. universal repeaters/base stations. 



LVSD PROBLEMS/REQUIREMENTS: 



a. (^S7 For training operations in the CONUS, Hlip|could 
continue to use the other three (old) simplex trlquencies 
or could switch now to the three new simplex frequencies 
(with a risk the new frequencies being detected before 
a. mission launch). This decision must be made. OPSEC 
personnel 'i'rtdicate that the risk is about the same either 
way. . \\^ 

ETT JTCF requirements have not been finalized. 
Additional MX-360 radios and repeaters may be required. 

COMMENDATIONS: 

Closely monitor crystal installations in MX-360 
and repeaters to insure standardization. Continue 
rol MX-360 utilization in the future. 





b. flift Finalize decision to Install the new 
"simplex crystals now, or just prior to miss ion ^^unch. 

c(UW^) Finalize JTCF organization/funding requirements 
to ^termine if, and how, additional MX-360 purchases 
should be made, or if JTU radios should be diverted to 

.jtcf'.I 



NOTE: A longer version of this report item, with five 

detailed inc^'losures, has been produced, and provided 
to cognizant units. 



OTHER RELATED ITEMS: G-39 



PERSONNEL/UNITS INVOLVED: FCC 
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SUBJECT: Command, Control, Communications (U) 



Item No. G-30 



COMMUNICATIONS ADMINISTRATION (U) 




TOPIC: Compatibility of Crypto Material (U) 
1 r^K^ PROBLEM : Insure COMSEC compat ib i 1 i ty • 



e2. jil^DISCUSSION /SOLUTION: When the rescue effort was 
expal^'SlTib Invqiie forces in both USCINCEUR and CINCPAC 
areas of control several instances of cryptographic key list 
incSmpat Wili-tieis were discovered. For example it was 
determined that the two theaters di^Lnot hold cor.mon NESTOR 
.«fypto keysT^^ile common KW-7 keys]lSre re available, PAPOM ' 
4«^d th< card form and EUCOlQTsied bqok^form. The KW- 7. problem 
^^^i^c^fg^pd when-tlftnjCSE^*deployed "kW--7 equipment to 
d^|HHHHBPri'^th 'plans to use the CINCPAC crypto key. 
^8oS5^erypto keys were then positioned in both theaters and 
jj»gre^used during the rescue attempt. 




r 

PERSONNEL/UNITS INVOLVED: POC 
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SUBJECT: Command, Control, Communications (U) 



Item No. G-31 



COMMUNICATIONS LOGISTICS (U) 



i 



A 



TOPIC: -Resource Procurement (U) 

1. (U, ^PROBLEM: Normalize the procurement of communications 

Resources. 




(S) DISCUSSION /SOLUTION: Prom November 1979 through May 
1 98(f the procurement of resouuces jsuci) as .satellite radios, 
and antennas v/as essentially by wortt-of ^ou th * After the 
rescue mission this was recognized as a method that could 
not continue to produce desired results. Therefore Service 
points of contact for the procurement of commun " 



equ ipment 




e identifie 





wi th 



it 

other 




•o: 

re qul^ mgn t s^ f o r_j?a t^ 1 ad iosi 

[was further (firected to b^in obta^ 
le Service Operations Deputies prior to procurement of 
equipment or modification of aircraft. 

3. j^) UNRESOLVED PROBLEMS/REQUXREMENTS : Without a FAD 
problems may be encountered in obtaining spare parts, 
connectors and similar items. Aircraft satellite radio 
modification may also require the FAD I for timely completion 

4. [)£) RECOMMENDATION: Review the continued need for a 
FAD I. 



Ir 
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SUBJECT: Command, Control, Communications (U) Item No. G-32 

COMMUNICATIONS LOGISTICS (U) 

m 

TOPIC,:^ Manpack SATCOM Terminals (U) 



PROBLEM: A small manpack satellite radio was required 
for^^^^plated ground force elements. 

2.^^) DISCUSSION/SOLUTION: When planning for the rescue 
mission begaji, there was no manpa<5k-port;afile satellite radio 
available to provide command and '"control communications 
links from, the JTF 1-79 headquarters to highly mobile ground 
forces. .^Lrhe, PSC-1 radi(j was still in. research and development 
and there ^ were only four in existence. A disadva.ntage of 
this radftr'was its CVSD ty'^fe* of modulation which caused it 
to be in^cSnpatible* with ekUsting WSC-3 base station terminals. 
After continuing the search for a suitable radio, it was 
discovered that a manpack PT-25 UHF radio could be modified 
slightly and used as a satellite radio compatible with the 
WSC-3. This concept was refined and used during the rescue 
attempt. The PSC-1 's were also used, but in a dedicated 
satellite network. Since the rescue attempt. Motorola 
has improved some features of the PT-25 and changed its 
nomenclature to the PRT-25^^34 of these units are on 
hand within*^ the tTTF .^(IIHiH^^^^ovided maintenance for 
all manpack SATCOM terminals for all elements of JTF, 1-79, 

i< 3. (ST) TRAINING CONDUCTED: These terminals were used by \ 
ground elements during the rescue mission and have been used\ 
■ 'during each exercise since. Numerous special training ; 
1 classes have been conducted. ^ 

UNRESOLVED PROBLEMS/REQUIRBKBNTS : Although the 

• PRT-250 terminal is relatively small it is still much too 

i_ * heavy and bulky, especially when employed with Parkhill. 

Smaller, lighter radios and secure voice crypto devices must 
be developed. 

5. yc) RECOMMENDATIONS: Pursue the development of an ultra 
• I small/lightweight satellite terminal compatible with other 

j SATCOM radios, and obtain lightweight secure voice equipment. ■ 



OTHER RELATED ITEMS: G-33 




G-61 



SUBJECT: Command r Control, Communications (U) 



Item No. G-33 



COMMUNICATIONS LOGISTICS (U) 



TOPIC: Manpack SATCOM Antennas (l)^ 



PROBLEM: Obtain a small satellite antenna for use with 
manpack satellite communications" equipment. 



2T J(C) DISCUSSION/SOLUTION: Isolated, fast moving units 
require a small satellite terminal capable of being carried 
as a backpack unit. As a separate action, a suitab3.e 
antenna was required for this unit. Such an antenna did not 
exist in November 1979. The antenna built for the PSC-1 was 
too fragile and bulky. A different antenna was obtained 
from otjier government Sources which was better but still too 
bulky. L^he SATCOM Agency at Ft. Monmouth then built 
an umbrella type antenna that.was satisfactory. It folds 
into a -4^ inch long, 3 inch diameter cylinder. Unfolded «it 
provides a 6dbi gain and can be hand held or set up on its 

3. ^ TRAINING CONDUCTED: All three** antenna types 
were used in the rescue mission. Since" then the umbrella 
antenna has been used exclusively on each exercise and 
during numerous special training sessions. It satisfies 
jnpst requirements for manpack satellite terminals. 

4. (U) UNRESOLVED PROBLEMS/REQUIREMENTS: None. / 



i^^J^^ECOMMENDATIONS : Procure additional umbrella antennas 
/ for use with ground operated WSC-3 and MX-850 terminals 
where high gain antennas are not required, 

insufficient 




OTHER RELATED ITEMS: G-32 
"J^PERSONNEL/UNITS INVOLVED: 




G-62 



six radios { thia ^^y^uj-e includes three spares) were 
purchased f romyjagnavoxj f or delivery in February and 
March 1981. The Air Force is ready to proceed with the 
permanent installation beginning in January 1981. 



Frbm 'Dec'ember '19 80 through December 1981 an 
additional 86 ARC- 1 64/ (VI 2 ) radios will be procured for 
installation onboard aircraft ^hat would be ^required to 
support a rescue type mi s s i o n^r ^ Th e se' rad i os • a re to be 
installed on HH-J3H, CH-47,JH(|JJUH--60, KC-135 and 
I C-141 aircraf t..^""The instajua^S^ of these radios should 
be monitored by'OJCS/TC^S due to^the application these 
radios have to other missions.. 

4. (U) RECOMMENDATIONS: 



aV 'W) The return of USAF:, OSMCf Navy and Army assets 
should be monitored by OJCS/TC^S as these assets support 
Service programs. 

br The actions involving aircraft radio modifications 
should be monitored by OJCS/TC^s in conjunction with 
the military Services. 



PERSONNEL/UNITS INVOLVED: POC 
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SUBJECT: Command, Control r Communications (U) Item No. G-35 



lb' 



COMMUNIC/^TIONS LOGISTICS (U) 

TOPIC: Airborne WSC-3 Power Sources (U) 

I 1. (j^ PROBLEM: Provide a power source for WSC-3 satellite 

0 /^y^^iP* used aboard aircraft. 

y'-T (y^) 2^^) DISCUSSION/SOLUTION: ^^SC-3~'can'lpro^ 

#atellite communicaitions^f rom i/n 'airborne.platform." However, 
a limitatluh of the WSC-3 is its requirement for a 60 HZ 
power supply. To operate from an aircraft 400HZ po wer 
. \ ^ system an inverter is necessary.^. 5^ve.ral power invefters 

Were tested and all but one proved unsatisfactory. The 
acceptable unit was obtained from the EC-135C System Program 
Office. After further testing a total of 32 of these units 
^was obtained. Four were borrowed prior to the rescue 
at tempt- and used as part of the mission. After the ^res cue i ;^ 
attemptr^S additional units were purchased. Thjf. iargesF*" 
quantity of power inverters used at any one time was 11, _ 
Based on failure rates,* three should be retained for backup, 
making a total of 14 required. Therefore, 14 of the 28 were 
N returned to the Air Force. 

3. 4^1 UNRESOLVED PROBLEMS/REQUIREMENTS: None. 



4. TS>) RECOMMENDATIONS: Retain 14 power inverters. 



PERSONNEL/UNITS INVOLVED: 
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SUBJECT: Command, Control, Communications (U) Item No. G-36 



COMMUNICATIONS LOGISTICS (U) 



TOPIC: SATCOM Preamplifiers (U) 

(U) PROBLEM: Obtain Radio Frequency (RF) Preamplifiers 
for UHF satellite terminals. 



2. pT) DISCUSSION/SOLUTION: After initial testing it was 
determined that a UHF satellite terminal could best be 
operated from an aircraft if one of "the- components was an RF 
preamplifier for the satellite receiver. NjDur4^^gF^^W t^cue_ 
ipfliission ^Jnly^^f ive. RF preamplifiers were requrifed since the 
^mi ting "facSnr. Tina's a lack of other components of the 
"System. ' Af t^ the rescue mission the installation of 
■ additional . airborne tejnninals was uadertaken.J Additional 
Kcoraponents, ig^l.uding J.5 RF p.reampXif iers jwefe^jg^p^red. 
CXhese.juj*its are de3iqnate(L^AM~1 205Aj^nd manuf actured ^^y^the 
3JECI Division of E^Systws^/ twenty-one additional preamplifiers 
of dlfJEerept design wer'e" procured as part of a contract 
for^21 SATCOM terminals from MagnavoxT] These units do not 
have a numeric designator, ^ight modlzied ARC-171 radios 
onboard the E-3A aircraft use an AFSATCOM RF preamplifier 
designated AM-6992rj 

) TRAINING CONDUCTED: Satellite terminals equipped. ) 
RF preampl if iers^ were usedi^uring the^rescue. mission 
.^^rid during :&ach training exercis'e since. 



3. W) 

'. witn F 



4. (U) UNiRESOLVED PROBLEMS/REQUIREMENTS : None. 

5. (U) RECOMMENDATIONS: None. 



PERSONNEL^UNITS INVOLVED 

/ 
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SUBJECT: Command, Control, Communications (U) Item No. G-37 
^ COMMUNICATIONS LOGISTICS (U) 

TOPIC: Airborne SATCOM Antennas (U) 

1 r PROBLEM: Find a suitable antenna for airborne 
^ satellite operiition. 

/-^ ' 2. DISCUSSION /SOLUTION: In N oyemj j,er 1979 when the 

requirement for an airborne satellite capability was identified 
various. .antennas were tested on aircraf.t. It was determined 
that UHF blade antennas will "work if the elevation angle to 



the satellite is • not _|iju ch abo^^ ;.j65 degrees. However, the 

^tTIeTHTao^Jlanteh'na cpm"bihati 



Dorne-Margolin ^UEflStrie/blaci^^ntenna cpm"bi nation works 
just as well at^^tJie low angles^:^ind provides a 3db performance 
^margin at angles above 45 degrees. A batwing antenna proved 
to be /adaptable foiy hel icopter use" and also provides- a 3db 
margin at higher angles, but reduced performance below 45 
degrees, as it doejs not^includgii a vertical element. The 
smaller size made ^he.JSatwing i-deal for some helicopter 
Installations. It ^ks also found that satisfactory performance 
jwa^bbtained when antennas were mounted on an upper escape 
hatch on C-130, C-141 and C-5 aircraft. Suitable hatch 
( mounts were fabricated by Lockheed, in Ontario, California, for 

^. C-130 and C-141 aircraft. AFLC subsequently fabricated 

\ additional hatch mounted antennas for C-141 's and one for a 

A C-5A.' It is necessar^^^^Jiard mount the antenna on E-3A, 
f\ KC-135, HH-53, UH-60, jj^H^"^ CH-47 aircraft.^ 

3. V^l TRAINING CONDUCTED: Airborne satellite communications 
wasAised on the rescue mission and during each exercise 
conducted since* 

4. ("UV'^RESOLVED PROBLEMS/REQUIREMENTS: Additional 
antennas are on contract for delivery. Antennas can be 
installed even though radios may not be available in the 
same timeframe. 

5. ^(U) RECOMMENDATIONS: Monitor the installation schedule 
for the^'se antennas. 




SUBJECT: Command, Control r Communications (U) Item No. G-38 

COMMUNICATIONS LOGISTICS (U) 



TOPIC: E-3A Radio Modifications (U') 



A 



1 



6 




BROBLEM: Modify radios onboard the E-3A to operate in 
UHF •Satellite mode using Parkhill. 

2, {an DISCUSSION/SOLUIIOIi.;: , When- the E-3A was tested ^..y 
for possible use ^AS^,.j3TF airSorne xdntmSnd post, it-^ v^ras^ 
necessary to install two UHF satellite radios. During this 
effort it was discovered that t;he 7i radio altfia"^ 

installed on the E-3A could-be mo'diTied"for sa'tellite 
compatibility and the 'audio switching malTFix could be 
modified to switch Parkhill secure equipment -to the ARC-171 
FM port. This was accomplished to provide one satellite 
' terminal. The other terminal was provided by installing a 
Dorr.e-Margolin antenna, an RF preamplifier, a WSC-3 and a 
Parkhill. The ARC-171 modification is a permanent modification 
to eight aircraft and there are plans to modify additional 
aircraft. The WSC-3 modification is not permanent since a 
WSC-3 is installed only when required. The Dorne-Margolin 
antenna is hard-mounted but not connected to a radio when 
the WSC-3 is not installed. 



JNING CONDUCTED: WSC-3s install,ed onboard the 
E-3A'have been used during JTF train rngJ^^rcis'esT'^however, 
the modified ARC-171 has not^^^^^^^^^^wexeroLsc since 
modified. ^'3As deployed tc^^^^^^^^^^Bupportl^g ELF-1,. 
have WSC-3 and ARC-171 SATCOMraSW^JHT^ARKHILL. This 
deployment , was to establistwthe PARKHlLL-'signature in the 
Middle East for OPSEC desensitization, as well as to provide 
SATCOM connectivity from ELF-1 to HQ EUCOM. 

""^ rg^ 

4. (U) UNRESOLVED PROBLEMS /R BQ U IREM ENTS : None. 

5. (U) RECOMMENDATION: Periodically exercise this capability. 



OTHER RELATED ITEMS: G-3, G-24 
PERSONNEL/UNITS INVOLVED: 




V 
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SUBJECT: Command, Control, Communications (U) Item No. G-39 



COMMUNICATIONS LOGISTICS (U) 



TOPIC: JTCF Communications Equipment Package (U) 

1. PROBLEM: Provide a basic communications package^ for 

a_new specj.al operations organization, the Joint Tactical 
Concepts Facility (JTCF), 

2^.(^)mdISCUSSI0N: When the JTCF 'W§s formed, its size, 
mission capabilities, and internal orgahizat ional configura- 
tions were unclear. Estimates were made in order to provide 
a basis for obtaining an initial issue of communications 
equig^nt. 

3. (/•) SOLUTION: 

a. {^) A strength of approximately 25 operational 
personnel was predicted, tentatively organized into five 
teams. For communications purposes it was decided to 
procure equipment on the bas.is of five equal teams, 

X. ■ ' ■ 

hi, CS) Capabilities were to be FM 1 ine-of-s igh t (LOS) 

radio'i' VHF "W^ure" handie-talkies with repeater capability, 

HF broadcast receivers, HF SSB' transceivers," and secure 

SATCOM terminals, 

c. '{^ Based on past experience, and limited research 
and testing, the following list was prepared: 



ITEM 



PER TEAM 



JTCF TOTAL 



i 



(1) AN/PRC-77 (FM Voice) 2 

(2) MX-360 (VHF Hand Held) S 

(3) MICOR VHF Repeater 1 

(4) Kenwood R-1000 HF 2 
Receiver 



10 
25 
5 
10 



(5) AN/PRC-104 (HF SSB) 2 10 

(6) AN/PRT-250 (SATCOM) 2 10 
w/PARKHILL 

d. (/I^dditional communications equipment was obtained 
through other channels. Included were AN/PRC-66 air/ground 
r:adios, and AN/PRC-90 hand-held ELT transceivers, among 
othe'r items. 
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. . . . 

4. f^)\ TRAINING CONDUCTED: Extensive internal unit training 
was conducted on all items as they became available. In 
some cases substitute radios were used for training before 
designated items became available (such as t he AN/PRC-6 6 
in lieu of the^X-360 handie-talkies). ' - 



UNRESOLVED PROBLEMS /REQUIREMEMTS : 

a. Determine ultimate size, mission, and 
communications requirements for the JTCF. 

b. {Jt) Acquire additional equipment needed, and 
establish proper accountability of all eguipraent 
previously procured. " - .... 

6. (U) RECOMMENDATIONS: Accomplish actions listed in 
paragraph 5 above. 
If 



OTHER RELATED ITEMS: G-29 



PERSONNEL/UNITS INVOLVED: 



SUBJECT; Command, Controlr Communications (U) Item No. G-40 

COMMUNICATIONS LOGISTICS (U) 



TOPIC: Replacement of PARKHILL COMSEC Equipment (U) 

%) . . 

1. tf) PROBLEM: Reduce communications security (COMSEC) 
equipment signatures on satellite transmissions. 

,>7 2^''^^sr) DISCUSSION/SOLUTION: Operational Security (OPSEC) 

/ is a vital concern due to the necessity of conducting 

kC. special operations missions in a covert manner. Various 

\y types of voice encryption offer different audio frequency/ 

^ radio frequency (AF/RF) signatures. The PARKHILL encryption 

devices used by the JTF put out a quickly recognizable and 
positively identifiable signature. This is due to analog 
,1 y method of encryption and the fact that Parkhill is primarily 
used on the satellite for crisis communications links. 
Although the down link signal cannot be countered with 
direction finding, it does provide a high degree of assurance 
that a United States military tactical unit is in the 
area. In an effort to reduce this problem in the future, 
all satellite radios have been tested for compatibility with 
Vinson. Vinson is a digital voice encryption device which 
has a much less distinctive signature than Parkhill. 

3 . (U ) TRAIJ^G CONDUCTED: N/A. 



/ 



UNRESOLVED PROBLEMS/REQUIREMENTS: Vinson has not 
been installed on JTF SATCOM terminals due to the small 
quantity of Vinson equipment available and a limited maintenance 
capability. As the Vinson becomes available in greater 
quantities it should be obtained for all SATCOM radios. The 
) ultimate requirement is to provide a voice encryption device 
and/or transmission technique that provides no detectable 
signature. 

5. RECOMMENDATION: Install Vinson on all SATCOM radios. 

Contiaue to pursue the development of a voice encryption 
devrcferv and/or transmission technique that provides an even 
less distinctive signature, or no signature at all. 



OTHER RELATED ITEMS: G-14, G-24 



PERSONNEL/UNITS INVOLVED: POC 

0 
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SUBJECT: Logistics (U) 



Item No. H-1 



GENERAL (U) 




Introduction (U) 





jL. Summary : Support of JTF elements was primarily a 
Service responsibility. A Jf-4 staff ^coordinated actions as 
required. Fo^ OPSEC reasonSj^ prior tb^^e^ 

attempt/ coordination was conducted on an informal, pers onal- 
contact basis. _^After April, support was coo] 

r of the "Honey Badger' 
fpeciric areas of supporl 
"in detail in ^is section: 
. . A- - * 

- Equipping the Force* 

- Airlift. 

- Aerial Delivery of Heavy Supplies and Equipment- 

- Night Vision Equipment. 

- Support While Deployed - 

- Medical. 
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SUBJECT: Logistics (U) • Item No. H-2 

EQUIPPING THE FORCE (U) 



TOPIC; 




Equip the Force While Retaining Operational 
Security (U) 



1. '{j^ In conventional large-scale joint operations, the JTF 
commander provides a mission statement, and the respective 
Services organize and equip their components to perform the 
assigned task. 




2. (S) The compartmentalized classified nature of rescue 
planning prohi^^^^d^^^these^rocedure^ from being utilized. 
As an exami 





mitted 



>rma: _ 

, ch"an5i_ 

through channeis an<|^ppro\r|] _ 

.^^^li^^J^irprior to the Ap r i j^rai sJIon r ^q u i pme n t to meet this 
type of requirement was g^riag nlnly provided via temporary 
'.^i^^Oju^hus avoiding -the authorization -issueT) XVIII Airborne 
rnrpg I'niiift^'^*' e6rS€0M units provided the majority of 
this equipment." Selected items came from the depots, 
witlr -Issue arranged wit heift re quiaitrions ,or,-£und cites. ,It 
waffl^- intended to return all the equipment^pon termination of ) 
.the mission. 



^ik^ With mission continuation, it was realized that for 
OPSEC and funding reasons, and for more efficient use 
of DOD were 

JCS project code 9WW was the resultj Additionally, Force 

Desi<iqator I's (PAD I) were assigned by OSD to the 
ind satellite communications portions of the 




- ■/ 



') A secure, point-to-point, hard-copy teletype capability 
twe^n JTF elements facilitated coordination of actions. 

fa 

Logistics activities of the Services and DLA provided 
suoportQp^ "HONEY BADGER"Jas follows: 



ft 



'(^) All activities responded to 9WW-coded requisitions 
^which had been submitted thru normal logisti cs ch annels. 
' Except for^m^^Pm^ as indicated below/"fIfl'lii procedure 
"was the norm. \ 




1^ ^SflWPBBfffiK^ 



ft 



b. (U) DARCOM^designated TSARCOM as their executive 
agent for theljJONEY BADGER/program. This assignment 
proved exceptionally beneficial to the expeditious 
completion of the project. As required, this 
office operated on a 24-hour basis. Additionally, 
DARCQM authorized direct coordination between J TF 
aQ^|^h%,,mjectX2-9i*tics and. Night V i s ion' La hot^€Sf^ ' 
at ?t. Belvoir.W'^ 

c. (*U) Air Force support was coordinated at Aj^r, 
Staff level by thefLogistics Re^di^lSSss Center. : 

(J^) (U) AS required, selected sub-sets of 
support; e.g.# aircraft.. modifications or 
provision of Xogistics Assistance Teams, were 
tasked to[AFLc|for action. 

J ^) (U)'^Requirements for USAF jl&i^i^Vt.^Qf trainimg 

sites, (Fuel fa^Cr^s h arid -fti^xr^ Support, Aerospace- 
j jSroiind Equipment and ^ngine^er "Red Horse" 
I support) was J^sked aft.:required to MAC numbered 
, Air Porces aW'TAC. 



d. (-0) DLA focal office LtiSBBSIiU' g life t gen cv -Supp ly- 
pperations Center"7l This office responded to 
Vequi sit ions and To JTF verbal requests. As 
required r reimbursement was supplied at a later 




e. (W) Navy Systems C^!!j§j!3Jb5P v i d ed sqpport to 

the USi«!C^ j{ielicopter~ detachment used in the.^ril 
t. mi^sion ^ [^Subsequent USN or USMC involvement was 
Htn^felma E«14 *6)taiV6i was supported directly by 
^Navy, Systems Command. -'^On an exception basls,^ 
t( " 




coordinated by -TTF with OPNAV or,.HQMC. 



varied 



was 



follows: 




and the 
rectiy into Service 
cn'anhels. Aff*i:equlredr selected items were 
coodinated "of f-liiieJL xith-respect ive Service 
*staf f -points of contact. 

OPS EC reasons, requirements for the 
\tefe forwarded to the Army Staff 
"and the Defense Logistics^Agency (DLA) for "Till, 
ileimbursement aga ins tP^WjCproject code ^shipments 
was provided to DARCOM and DLA by HQDAr^—- 




c.~^(P7 Selected items for 
were purchased throug 





8. Ci^^^equests for cross-service loan 
initially accomplished by a letter 




Staffs OJCS, 



of equipment were 
pquest from the 

Later this process 
the Director, Joint 




9. 



PROBLEMS/REQUIREMENTS : 



(IT) UNK230LVED 

a. ^(U) Similar procedures which^ expedite provision of 
selected equipment to future tasked elements are required. 



b. ^jeO Because selected equipment pro/ided units is 
roission-unique and in excess of for^al*"SuThorizat ions., 

'a Service decision to retain or turn-in 'lequipment will 
be require d, ^ 

c, fu) A list of on-going supply-related actions 
has been retained. 

RECOMMENDATION ; Procedures to provide equipment must 
follow unclassified Service procedures to the maximum extent 
possible and be consistent with OPSEC. This notwithstanding, 
establishment of a system or network to handle off-line or 
short-notice requirements is needed. Points of contact are 
essential. A document which formalizes special procedures 
is recommended. Additionally, because logistics support 
coordination is potentially a weak link in the OPSEC chain, 
special procedures should be fully coordinated with counter- 
intelligence personnel* A periodic exercise of the system 
as developed would be beneficia l. If prop_grlv done , this 
could be combined with an OPSEC I^BHHI^H^B^A plan. 
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SUBJECT: Logistics (U) 




era No, H-3 



AIRLIFT (U) 



TOPIC: Ensure Efficient Use of MAC Airlift (U) 

1. (U) Early experience indicated a single point of contact 
at JTF was necessary to coordinate/ validate all airlift 
requests for JTF elements* Once established, this process 
assisted in efficient use of assets. JTF requirements were 
combined, and in some cases, requirements tould be adjusted 
to meet available MAC "aircraft of opportunity". 

2. (U) Under the arrangement as developed, units 
submitted requirements directly to JTF using the format 
in DD Form 1249. After validation by. JTF, the request 
was passed to MAC points of contact. ^ 

3. (U) Because of the compartmented nature of the program, 
fund cites for airlift were handled as follows: 

a. (U) Army elements obtained fund cites from their 
installations, and provided them with the request. On a 
selected basis, DA DCSOPS obtained fund cites directly 
from FORSCOM. 

b. (U) Air Force elements were supported by funds 
positioned at HQ. MAC. 

4. (U) Unless the mission involved movement of unusual cargo 
or destinations, all training support missions were handled 
as unclassified requirements. The rationale was that an 
attempt to classify missions would be unsuccessful and only 
raise OPSEC questions. 

S^Ul6 MAC airlift , wets jased ^^gSSs^^lin^ the movement 0^ 
helicopters. The fol lowing "is a^ummary of findings: 







SUBJECT: Logistics (U) 



Item No. H-4 



AERIAL DELIVERY OF HEAVY SUPPLIES AND EQUIPMENT (U) 



f. 



TOPIC: Provide Responsive Conventional and Unconventional 
Heavy Resupply Support to Subordinate Elements. (U) 

](^^) General: Anticipated[clandestine^i heavy resupply 
requirements dictated that specialized a'^rial delivery 
techniques be developed. Therefore , [[a pravisional parachute 
rigging element was fotifhed on 19 NovTember 19797) This 
section summarizes salient activities of that team and 
highlights techniques it developed. 

(■ 



2i 



(U) The core of the team was assigned to the^Airborne 
Department of the^OS Army Quartermaster School, and was led 
by the Chief of that department. The techniques developed 
are available for integration[Array-wide and are found in a 
more technically oriented report. — 



uJhe 



3, j^er In general, resupply concepts transitioned from air 
drop insertion of POL, to ground-landed combat off-loads. 

role of the rigging element was also modified from 
provision of only airdrop support, to the operation of the 
Forward Area Refueling/Rearming Points (FARRPs). jThis 
mission shift forced the" augmentation of the rigging element 
with trained POL personnel to perform the actual pumping"^ 
operation. 



SPECIFIC DEVE LOPMENTS/ACH I EVEMENTS : 



a; Developed low-level night airdrop techniques 

' for 500 gallon collapsible drums, 100 GPM FARE Systems 
and M-274 weapons carriers. Drop aircraft used were 
MC-130 and C-141B. 



b.^'Jc^ 

for motorcycles. 



Developed 



low-level night airdrop techniques 
A modified Container Delivery System 
■'(CDS) configuration was used in drops from MC-130 and 
C-141B aircraft in which personnel jumped behind the 
motorcycles. 

rjj^ryl'' Developed low- level nu 





Nine jumpers followed 



vehicle 



same pass. 
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■)^e»e loped combat of load techniques of 
;^PDr. s/S'tems'*'and prime movers from MC-1 30* and 
C-141B aircraft. 




Developed, tested, and- -trained personnel 
in, , the useTSf. an iiriffrovfed 1 75-300 GPM) lightweight 
FARE*~s'ystem. These systems were used in high- 
/\ V pressu^^VefueH ng for the Pave Low/HH-53, UH-60, 
fX- ^^HHHll^lHlF d'^^ CH-47 helicopters. 

f;^" i:^) Developed, in oonj.i^jnption with the CCT/ 
Pathfinder element^g^iJ^kcMm^ sgfeifTl 1 rn and 
refiirmxng teclfni<iBes. 

t^'gi-^'^ije^ "Tact Teal Refueling was also conducted 
^' between rotary wing aircraft of the JTF. The 
; following are exaraplt^s of cipabiTities which were 
developed and tested: 

09-60 and CH-47 can refuel otBej;: 
a^rcyg^t within /:;he^ JTF .{PAVE .LO\^iyj^53 and 
j^HfHVhowever, :he UIT^^O has never^ctually 
refuelSd an HH-5 3. 

r) Six UH-6C helicopters were modified as 
refuelers. 



' 3 . ^US^ The CH-47 delivered-^yOOO 'libs of 



•»^u el to , ^^ 5.0^ radius. _ A two-to-six point 

100 GPM system Cc?n be operated from the 
aircraft. 

5. (0^ UNRESOLVED PROBLEMS/REQUIREMENTS: 

.a. yc) FARE supporttof ut -Jre tasked elements needs to be 
formalized. ^:jtegvj5JSj|ll¥^3 currently with XVHT Airborne 
Corps. ' " 

b. y&f Additional traininq to achieve depth in 
'qualified refueling perscnnel is required. 

6. (U ) . RECOMMENDATION ; (.U) Take follow-up actions to resolve 
above problems- ^ 



Other Related Items: B- 1 , D-14 



s 



SUBJECT: Logistics (U) 



Item No. H-5 



NIGHT VISION EQUIPMENT (U) 



PIC: Improve Night Fighting CapalDility of Forces (U) 

1. '(.ST initial night fighting capability of the force was 
^marginal, particularly with regard to flight operations, 
lunder the EC-79 and HONEY BADGER programs, close liaison was 
Established with the .US Atray 5le5tro-Optics and Wight Vision 
Labs. ; Lockheed Aircraft Servic.es^cSmpahy. and the Army 
Aviation Center and School did' additional ITS rkJJ "Quick-fix" 
techniques developed by field^users were also notable- The 
following are salient capabilities developed for either the 
initial mission or for follow-on training: 

a!&x^/ Lighting enhancements . Third generation night 
vision goggles now being developed can be used in nearly 
total darkness. Second generation AV/PVS-5A goggles 
currently fielded and used by JTF elements required 
provision of infrared (IR) filtered lights to allow use 
under conditions of extreme darknes^.£__^Minimum moon 
iiXumlnatio* for saf e:JS^ght:jjsing^Aw5?PVS-5A goggles was 
• •/'tound^tp be ^0% .illum^at iorf*Vlth the moon at least 20 
degrees above thiTlidrizon. If ambient light was enough 
■to allow use of AN/PVS- 5 goggle g^ alone, IRllghts - 
yeina'l-ned '^M^^d^f^t^^&pev^vtiks ; V f. i gh t s developed were: • 




lights were mounted on all fixed and rotary wing 
aircraft. J_Commercial filters from industry were 
used as were those fabricated using IR filter paper 

rni rr-h;^qpd ^ m ni Kodak. Filte rs for adjustable 

^■^■■■H^HII^HBHHI^^Hf ^ei^e also 

TO^^^eries^^rcrat?^^^^^ 

(4; (Jcy Cyanamid Company - IR Chemical Lights 
were used as markers for ground forces. 



H-9 




SECfi£T 





(5) (jiff Small IR filters for flashlights and 
instruments were made with either IR filter 
paper or with IR paint (paint that dries to 
form an IR filter). 





(6 ) ^^f^tR' filters for "Beanbag" lig hts, ^m^se 
were made with IR paint, and used byi 

(7) iS^) Combat Control Team lighting: 

(a) Initially, only white light capability 

ejTisted, and CCT personne^l had no night 
vision goggles. ' - ... 

(bj if) As operations increased in complexity, 
the need for beacons and better navigation 
aids became immediately apparent. Two 
problems were identified: first, the 
nonavailability of beacons/nav aids with 
desired capabilities and second,' the lack 
of beacon-trained air crews. / 



f ft 




(e) ^) Strobe lights which work in the IR 
spectrum and modified IR marshalling wands 
were also developed. 



(f,) JJW^i'l 1' ground troops and aircrews were 
trained in the use of all newly acquired 
beacons and navigation aids. Ground 
personnel were trained in newly developed 
lighting patterns (LZ/HLZ). Additionally, 
the Hsow/CCTj and other ground personnel 
were trained in the use of NVGs, to include 
work with vehicles. 



- £0| i i ri D[f 'I TIAL - 



8. (U) Cockpit lighting. 

(a) ' Normal cockpit lights are not 
compatible with Night Vision Goggles, and 
cause an IR "fog" as conventional lights 
reflect off canopy and internal surfaces. 

f^M-" ■ ■ . 

(b) (y) Installation of special spectrum 
"blue-glass" proved very successful in 
controlling this problem. Improved rheostats 
were also used with good. resul ts. (This 
modification was appl i-ed to both USAF 

and Army ai;:craft.) 




REMAINING PROBLEMS: 



7 



'/y^^^ within 1S0W aircraft, NVG/interior lighting 
Compatibility problems exist with displays of the 

Forward Looking Infrared Sensor, Radar Warning Receiver, 
Projected Map Display and with the lights on Fire 
Handles. A temporary solution has been to divide 
cockpits using homemade light elimination devices. 

b. W) Filter ^burn-out" problems continue, particularly 
with high temperature aircraft landing lights. Additional 
work in cooling of lights is required. 

A requi rement s till exists for a high intensity 
^^^to enable DZ./LZ ident if icaLiDn in 
ih."^ 




portable: small ~a^^^^IiI^3enough to 

^"cJarry sufficient numbers for 

outl ining 

d. ^-^'^tM Experience with the limited quantities of third 
generation goggles which were available, validated the 
urgent need for expedited development of this item, partic 
ularly those designed for use with aircraft helmets. 

e. ^^(^ The PPN~18 may be a valuable navigation aid for 
the HH-53H PAVE LOW aircraft. Further evaluation is 
recommended • 



f, ^*f1 The plexiglass center windshield on the 
UH-60 scratches easily, particuarly when flying in 

sandy conditions, which hampers the use of NVGs. 
Use of a glass windshield may solve this problem. 



Other Related Items: A-2 
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SUBJECT: Logistics (U) Va-WBUa-n item No. H-6 



SUPPORT WHILE DEPLOYED (U) 



TOPIC: Provide Support to Both Mission and Training Forces {U) 

1. ^ JTF elements involved in the April mission were 
provided logistics support as indicated: 

a.(d]jh Primary Base: A main logistics base was established, 
colocated with the JTF Hq/J4. With the exception of 
support provided by the carrier JJimitr, and as indicated 
below, all logistics ' support was coordinated and £unneled 
through this base. 

ljJ^Hi?r. Forward Staging Base: Thi's was established on" a 
-temporary basis. With the exception of aviation fuel 
and water, iwhich .were prepositioned, all-other logistics 
"support (tents, rations, repair parts, etc) were 
brought from the primary base.' 



( 



c. 

su 



Xu) Nimi 



ip') Nimitz: The carrier Nimitz provided logistical 
?ort to the embarked USMC helicopter element. 



A 




prov;idecbrbase support at the 
primary base. 

[ and base support 
"personnel at the primary base were not briefed 
aBout the concept or intent of the operation 
then being staged which caused some problems 

' )gistics support of the JTF 




received overall 
)m the primary base 
commander. Included within overall needs were 
requirements which either directly or indirectly 
supported the JTF, e.g., rations, POL, etc. 



{3K)_)(S) Urgent JTF operational requirements were 
passed"from the JTF HQ to the JTF rear element in 
the Pentagon over a separate and secure communica- 
tions net. This was necessary for OPSEC reasons. 

(4^^jtsi When possible, operational requirements 
were satisfied by the JTF,j:.ear element from CONUS 
sources, and moved to the primary base with later 
deploying forces. 





(5) ^(^). On an^jEKcepLtion basii 
tasked by JCS/JTF' rear to ^aTsist m riiiing 
operational requirements, 'e.g. provision of 
critical aircraft spares not readily available 
from CONUS. These operational requirements 
were additive to thos^J^^^^^uoport requirements 
already being 

(6) (^) For OPSEC purposes, JTF planners 
attempted to minimize the ni^ha^^^^a^craf t 
resupplying the primary base^^HBHHBHHtiiowever^ 

unforeseen requirements caus'i^^^DacxKgof 
base support and Qp^^,t^ i<^ nal' requiremen ts to 
build-jip5 

(7) (/) To resolve the problem and allow 
movement of. supplies in accordance with a 
priority system without markedly increasing 
the number of aircraft, the JTF element in the 
Pentagon obtaine^^^^^^yja of items awaiting 
transportat i^onJ|^^HHH||^H.The list was 

-provided to ^^j^^c ^M^ ^B5ma>ry s e where a 
priority ofr^riS^^i^&^^ established. The JTF 
at the Pe^^^^^th en, relayed this priority 
listing^l^^Hllf whic^ife&ulted in the 
movement of the supplies. 

(8) (U) Initially, operational requinBraents 
.'..'Caused /transportation "tif-'Tiase support needs to 

be delayed. This delay lasted, at mos.tf two 
days. After an initial surge of unforeseen 
operational requirements, caused by batte^ry-*-* 
serViciniSneeds atthe base subsided, the 
• transpocjidtion system' caught up with base 
su'pport^equirements, and all supplies were 
moved . 




{Sjf^Uf) Experience gained during the April 
mission led to the establishment of a refined 

base suppo^^^^oi^^ements list with tasking 

passed ^milBiPBIIHBV^^^ directed to have 
' specified supplies. and equipment available for 

a primary and a forward staging base within a 
specified time^constraint. 

Follow-on CONUS training directed by the ""hONEY BADGER 

fwas conducted at selected installations. These included 

Dugway and Yuma Proving Grounds, Ft Bliss, White Sands 
Missile Range, Ft Bragg, Hunter AAF, Camp A, P, Hill, 
Fallon Naval Air Station, Eglin AFB Range Area, Nell is AFB 
Range Area, Reece AFB, and Norton AFB. Support at these 
bases ^s coordinated by advance parties, and funded using 
therSwwiroject code and Service funds. 






3. (jT) Frequent intensive-use deployments within the CONUS 
validated and refined unit requirements for accompanying 
supplies and equipment (WRSK and PLLs ) . All training 
emphasized deployment of austere but adequate packages of 
essential items. This was because of the anticipated short 
duration of any operation and the need to use, for OPSEC 
reasons, only minimum numbers of strategic lift aircraft. 




4. IJaO' The Army developed, for UH-60 and CH-47 aircraft, an 
on-aircraft stock of essential repair parts. This listing 
was developed based upon anticipated use, time/c rew capabi lity 
to change- the part, and weight/cube of the item. 



S.^^O RECOMMENDATION: Services shouLd capture and exploit 
CONUS deployment experience data from[HONEY BPiDGESCf; 
*part icipating.,i^its,t:p^ticularly 1S0W and 101st Airborne 
Division * ..-^ . * 



(Air A^^'ault)^* 
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MEDICAL SUPPORT (U) 




4 



1 . 

led 



Cca. 



BACKGROUND 
cal packaqe 



B 




aC^Wf Although the concept of tl^ medical support plans 
remained unchanged following the RICEBOWL^bperat ion, it 
became necessary to provide medical coverage to a much 
larger and rr^ore complex task -force. The_total medical 
force numbered approximately U Q^per Sonne 1 ,', which included 
the placement of medical ^esuscit*ation*"teams throughout 
the JTF. 




TheTRTcEBOWL^ 



experience revealed two major areas of 



concern:. 



( 1 (i^/WO The final preparations at the primary forward 
staging base dur ing^RICEBOWLn pointed up a potential 
problem with sanitation of food/ v^ter, waste disposal, 
etc. Accordingly, an experienced'^reventive Medicine 
' ^ p£j.ci^3^^ > !^^^ ig n^cea^o deploy 55^th^;;.thg' advance 
elements. t-*--^ 

(2Ij)(-^n Our ing .JIICEBOWL,,' a small one table operating 
room was established at the^fg^rward staging baser) The 
limited equipment and personnel Tor this "field Operating 
room" would require expansion during subsequent planning/ 
^operations. 

c' f^^ )^ k more ,,^'iiHisTica ted I>ur^icai capability was necessary 
•ft?roperat ioi^Snol^^rdr^i^* The major ^additions to the 



medical planning centered on an improved surgical capability 
w i thTrT'tKe Tiinmed i ate"evacuat ion route. 



T- 
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{lyicy' An additional surgical capability was available 
aboard Navy^LHA ships operating -in the Indian iMe«n.^ ..The 
initial ship possessed a f oil .jmediral crew augmented by a 
Special Naval Surgical Augmentat ion TJ^'tachment/'^icbmposed 
ofrtCf^ddTtibna^^ surctepns , 

anesthetists and operating room technicians. ' The ship 
had three primary operating rS^nvsC-^nd^ 45 intensiv.e. ^ ^ 
care beds. "^hfe~""tel living ship was also augmented with ah 
additional surgical team. 

(SiV^C)' Provisions were made for the teams to carry whole 
blood as far forward ._as- po^.lbl^- Planning called for ^ 
approximately 20 units_pf_^ole^lood e v ag ^j tl^-.i-Qn , 
aircraft, either Cj-ljlo^or J^l £Jj;.^ Additionally, whole 
blood would have been -brought *With the deploying medical. 
te"Sms for placement with thg^ CSH surgical unit. 
Arrangements were made to maintain an above normal 
inventory of units of whole blood in CONUS and at an 
overseas location. 



'JS^ RECOMMENDATIONS 



augmentationDackage 




Tie annual cost TO maintain such a 
We the capability is unprecedented within 



PERSONNEL/UNITS INVOLVED: 





SUBJECT: Security (U) 



Item No. 



. A 



TOPIC: Introduction (U) 

1. (U) This section outlines measures taken to protect JTF 
activities. After briefly qualifying the tactical situation, 
security problems and solutions are listed in throe general 
categories: Program Administration, Communications, and 
Operations. 

2. (U) There are two general situations . for planning and 
conducting low visibility operations: US action is or 

is not anticipated. In the first case, the opposition and 
third parties are alert to any sign of activity. In this 
case^ OPSEC/COMSEC must include more elaborate cover and 
deception in order to mislead the opposition- In the second 
case good conventional operational security (OPSEC), 
communications security (COMSEC), and cover procedures will 
probably deny information to the opposition. 



productive. The attached table is a simplified description 
of threat and countermeasures employed..'^ 

4. (U) While all of the security problems addressed in this 
section are importantr not all are of equal significance. 
Often, individual problems become significant because they 
occur in combination with others. For example, aircraft 
requests for weather information may only be significant if 
unusual call signs are employed, or unusual traffic on 
satellite channels may only be significant if it can be 
correlated with media or other reports of unusual military 
activities. 

5. \g/o measures could assi st sec urity p lanning for 
future ope raFlons. FirstV a moTe ^accurat^^^ncl'^r^'tanding of 

the threat and possibJ-e countermeasures could be developed 






6. Finally, this list of security problems 

should not give the impression that the security situation 
involved only mistakes and partially solved problems. The 
fact is that the US was able to plan, equip, train, and 
and deploy a force and then rebuild the force on a much 
larger scale in total secrecy. Commenting on this on 15 Dec 
80, CJCS stated that the successful security had been a 
"remarkable achievement". 



ATTACHMENT: Security Situation Table. 
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\ SECDRITY SITUATION 





SUBJECT: Security (U) 



Item No. 



1-2 



PROGRAM ADMINISTRATION (U) 



TOPIC: Access Control (U) 



1, (U) PROBLEM: Controlling access to the project while it 
was rapidly expanding, 

ACTION TAKEN: Access was initially strictly limited 
and documented by signed security statements. The approving 
authority for access was CJTF. With every passing week the 
number increased. For the most part, these personnel v_ 
. were—caref ul ly briefed ^y members of the JTF. t^oweitajjgjtln 
^h^avy^y 7^p te^^ 1 9^ jperitjsffgfa ""s ign ificanr^increase^ 
'^COTrred -rfr' the number of per 



perffonhel au thorized^accesj^- 
resulting in^^a^,.decre;ase^,;y^ ^^^J:^^y ojf i.ng 
and^et'feVioration' in access roster s^'adminlstrfiitTon^ To 
correct this situation, an experienced security officer was 
assigned the task of administering the program; a standardized 
security in-briefing was developed and disseminated to all 
units; all personnel were repeatedly reminded that access 
was approved only by CJTF and not by subordinate units; and 
all units provided updated lists of those personnel having 
current or terminated access. 



3. (U) RECOMMEr.'DATION: A Standardized project In-Br-^efing 
Guide will counter the tendency to dilute the integrity of 
the security program. The approving au thori ty ( ies ) and . 
procedures should be clearly understood by the staff and 
subordinate units. Periodic verification of rosters should 
be conducted. 
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SUBJECT: Security (U) 



Item No, 1-3 



PRCX3RAM ADMINISTRATION (U) 



TOPIC: Document Security (U) 

1. (U) PROBLEM: Control of increased volume of documents. 

^2(^n^ ACTION TAKEN: Documentation conta iningl^ICEBOWL orj 
SN09raIRI?n[sJj information was a voij^jed whenever S)ssible. 

^**his effort was most successful^ during RICEBOI^l] when the 
organization was smaller and Jck~ staf f ing 'was less formal. 
In fact, during the earliest days of the operation, documents 
going to the White House were hand written. Papers requiring 
coordination within the Pentagon were hand carried and left 
only with "briefed" personnel. Maps and other illustrations 
were generally prepared within the JTF, although on some 
occasions professional graphics specialists were used in 
order to improve the quality of JTF briefings. Due to work 
pressures, many JTF documents were originally classified in 
blanket fashion as Top Secret Working Papers. The develop- 
ment of a security classification guide reduced but did not 
totally correct this situation. Documents which are to be 
retained must be reviewed to insure that they conform to 
this classification guide. 

si^^^*^ RECOMMENDATION: Standard procedures for 

handling documents should be implemented which emphasize 
limiting the quantity; strict avoidance of non-dedicated 
message or administrative channels by specifying hand-carrying 
to eyes only addressee; the use dedicated secure comm 
vice any non-dedicated [?even SSo]] communications, avoiding the 
temptation to use graphics specialists to "beautify" 
briefings. As soon as feasible, a security guido should be 
developed for a mission and a security specialist should be 
assigned to administer the document security program. 



SUBJECT: Security (U) 




PROGRAM ADMINISTRATION (U) 



TOPIC: Access Control (U) 




) PROBLEM: Controlling access to information within 
the JTF. The sense of comraderie and general flow of 
business tends to break down legitimate barriers and allows 
some personnel to have more than necessary access. This 
^ makes it difficult to identify the source of a leak. p..,. 

I i Additionally, where the "possibility of capt^f'e exists, this 

\f provides an opponent with a potential windfall of information 

f ye.g. in-country support A^J^hvolv erne nt of other nationsn 

4. felternate plans, etc.)** 

2(V][;^-J' ACTION TAKEN: Wi th in. the JTF , selected information 
• / was "compartmented" with varying degrees of succes.^' 

Information concerning intelligence collection methods and 
operations was limited to the J-2 section and commander. 
Code names were assigned to some sensitive projects and an 
-Attempt was made to limit knowledge of these projects, "^he' 
' (jiONEY BADGER cove^also was a means to limit access for /- 
support personnel on the periphery of the operation. 
Nonetheless, some activities received unnecessary exposure. 

3. (U) RECOMMENDATION: 

a. (U) Units should establish standard operating 
procedure for access divided into various levels. All 
personnel should be aware of this policy and respect it 
while performing duties. A logical system would be as 
follows: 

(1) (U) Full Access - required for commander and 
selected staff officers. 

(2) (U) Limited Access - The limitation should be 
stated (e.g. helo operations or only information in 
support of unit X). 

(3) (U) Peripheral Access - for those persons who 
need to know only that their activity is classified 
and nothing more. 

b (^)|cT , Selected activitien such as^Jin-country support j 
ishbiildTe" provTcTed with additional pf^ectiort^by bein*g 
H^iven^eparate codeword cndj admin ist rat ive procedures 
^. s,^ch" as cover sheets which state that aecess is limited 
"to those cleared for the assigned code word. 
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SUBJECT: Security (U) 



Item No, 1-5 



PROGRAM ADMINISTRATION (U) 
TOPIC: Planning Conference Security (U) 

1. (U) PROBLEM: Planning conferences were a continuing 
source of security problems. The gathering of larger than 
normal numbers of personnel in unfamiliar facilities tended 
to reduce security effectiveness. 

2. (U) ACTION TAKEN: The responsibility' for conference 
security was clearly fixed by designating a host organization 
for each conference and listing minimum essential security 
requirements. These included: providing adequate "swept" 
space, developing a list of authorized conference attendees, 
physically controlling access to the conference, providing 
storage space for classified conference material, and 
conducting a post conference double check of classified 
material* The clear designation of conference security 
responsibility resulted in improved security but did not 
totally eliminate problems. 

3. (U) RECOMMENDATION: Continue the practice of clearly 
fixing conference responsibility. The conference should be 
opened with an explanation of security procedures. 
Subsequent sessions should contain brief security reminders 
with ironclad examples of any violations noted (e.g. 
documents left uncontrolled, poor telephone security, 
etc). 



SUBJECT: Security (U) 




Item No- 1-6 



COMMUNICATIONS (U) 



n 

i 



TOPIC: Pre-Deployment Security (U) 

1. Gri PROBLEM: Secure the 
pre-deployment coordination 
articipating units. 



mass of 
between 



voice and printed 
the headquarters and 



2. i^) ACTION 
(even SSO), a 
established. 



TAKEN: Rather than use existing communications 
dedicated secure vo Icel and printed net Vas 
For the most part, thi's" net used telephone 
lines in the pre-deployment ph^^sg.'. . This decreased but did 
not eliminate the^ikelihood of dj^tection. Any information 
wh'fch was obviously/ associated with a rescue mission was 
limited to JTF dedixratCd' comms. Oiir suspicions concerning 
non-dedicated comms were conf irmed' with the'RICEBOWL 
dcploytftent order when, despite the fact that it was 
classified SSO, Eyes Only for the Chiefs of Services and 
selected CINCs, the order received additional distril 
Fortunately, the deployment order only reflected the' 

The usefulness of secure DACOM (facsimile 
transmission) was demonstrated on several occasions., . 
Besides words, DACOM has the ability .to .transmit drawings. 
In many ways DACOM is the most secure system once established 
since conversants may transmit and receive information 
without even exposing-^if'^'O a Communicator. Unfortunately / 
the number of locations with DACOM is limited. 

3. (C) RECOMMENDATION: Dedicated secure comms to include 
DAQQM should be estaialished between units with covert 
missions.. . Th$se comm links should be "embedded" in other 
links in order to complicate and defeat hostile traffic 
analysis. 
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SUBJECT: Security (U) 



Item No. 1-7 



n 



€ 



COMMUNICATIONS ("U) 
-TOPIC ;._ Radio Frequencies (U) 



1 



iY'. >*«r; rrtOBLEM :|^Sorae of the HF frequencies authorized 

for use _durrnq exgrci5e^/?;,ehearsal5 were also authorized for 



1 



c - * 



revn 





3 



K, 3^|Htf>R0BLEM: HF frequ ency ass ignments included those 
which were 




4 ■'^''g BLrACTTON TAKEN: ^ Care^was taken to- ensure a wide . 

gglSar^^on between" HF ^e^ejU^gS' 





_ r TAKEN: Digraphi c frequency Beaignators were 

assigned irr*the CEOI ^£iip^'r^ frequency; however, failice to 
encode frequency designators still allows some potenti;l:al --for 
exploitation..-'^" — 

.^1^^) ..... 

7.' (Jf) RECOMMENDATION: Encode or encrypt frequency changes,*. 
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TOPIC: Call Signs (U) 

1, (e) PROBLEM: In some instances callsign configurations 
- can reveal the types of units transmitting. For example, 

/ f calls igns of five characters or less, suffixed with two 

""^ ) . digits, are indicative of aircrafti^ ^pf^^esns in suffix 

>^ ^rv- '\ assignments -may reveal size or compo.sition of air elements. 
^ J'^ Family callsigns, e.g., names of tr4es, automobiles, etc., 

which were used on one occasion, reflect comipon interests or 
concern. \ 

2-u](iO ACTION TAKEN: Problem noted; .Htamily callsigns were 
discontinued. 

: : at'^JpSy RECOMMENDATION: Aircraft should use non-distinctive 

callsigns. Tests of a changing, letter-number-letter-number- 
* number, callsign system are now scheduled with MAC. If the 

tests are successful, an effort will be made to have this 
configuration of callsigns used for all US and NATO aircraft, 
"(NATO aircraft currently use alphanumeric callsigns.) 

^ .. -iy^t^f^ITEM: During one of the rehearsals for the rescue 

operation, voice callsigns were transmitted by CW (morse). 
Since this was extremely unusual, it. attracted the special 
attention of intercept operators and analysts. 



5. CJ0^ ACTION TAKEN: Conventional CW callsigns are now used 
for all iDorse communications. 



eC ITEM: The same callsigns were used by exercise/ 
rehearsal participants on both unsecured satellite and 
unsecured HF communications. This comprised an iodicator to 
analysts -that the cb'mmuni cat ions were related to the same 
military activity. Furthermore, simultaneous use of both HF 
and "satellite communications for an apparent tactical 
operation, as observed by analysts, was considered very 
unusual and indicative of widely dispersed forces with 
remote command centers. 

TION TAKEN. Problem noted. 

Q^^^^ RECOMMENDATION: The same callsigns should not be used 
on different nets, modes, and jneans of communication. In 
general, every effort should be made to avoid using callsigns, 
COMSEC equipments, procedures, etc., which would allow 
analysts to relate one set of communications to another. 





/ 

SUBJECT: Security (U) -^*"^^^^^^"**iUVt-Itera No. 1-9 




TOPIC:, Codes {'J) 




COMMUNICATIONS (U) 



1. 1^3) PROBLEM: Unchanging codewords have been used to signify 
key events, places, etc. Although usually intended as brevity 
codes on secured communications links, the codewords have been 
used in the clear. The code words do not convey sufficient 

^ information, and of t^y^^^^^use^^^^ombi nation with plain ^. 
text,\ thus providing^HHjHpmijjliy clues to their meaning*^, 
i^he cbtiewords have a^^Deer^Tepeated on successive operations', 
'\ such as air .refueling} and in those' i^istances provided little or 
^o security.' perhaps most importantly, the use of codewords in 
obvious tactical communications has long been a unique character- 
istic of special operations, and comprises a signature of such 
. C , operations (almost all other US and NATO forces use approved, 
trigraphic operations codes 

2. (U) ACTION TAKEN: Problem noted. 

3. RECOMMENDATION: Use approved trigraphic operations 
codes, or codes especially configured to conform to radio 
traffic in the operating area. 

& ... 

4. \^) ITEM: Uniquely distinctive, homemade, digital codes have 
been used. The use of any code is indicative of ongoing or 

\ impending "tactical operations," and, as noted above, can 

provide adversary analysts with insights to meanings. Perhaps 
even more importantly, if the code groups, e.g., words or 
combinations of numbers, are unique in appearance and used only 
by specific forces or for specific types of operations, they 
will comprise signatures of those forces and type operations. 

5. Xf}) RECOMMENDATION: Approved Operations codes, having 
appropriate vocabularies and variants, should be used. Such 
codes have common external characteristics and cannot be 
associated with specific types of forces or operations. 

6. (U) ITEM: Avoiding confusion or compromise of codewords/ 
nicknames/calls igns. 

7. (U) ACTION TAKEN: When several sets of JTF nickname/ 
codewords were noted, a single manager was appointed. 

8. (U) RECOMMENDATIONS: While codewords and nicknames are an 
efficient means of providing extra security to cover sensitive 
personalities, locations, equipment and projects they must be 
managed by a single section within the organization, and must 
be checked to ensure that they have not been previously 
associated with high interest projects or operations. 
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SUBJECT: Security (U) Item No. 1-10 



COMMUNICATIONS (U) 
TOPIC: Plaintext Transmissions (U) 

1. (CO PROBLEM: The extension of DCS circuitry to and from 
operations areas is generally evident in unsecured orderwire 
communications since DCS stations identify themselves by 
place names, e.g., Detrick, Landstuhl, etc., rather than by 
callsigns. Furthermore, circuit designators which signify 
specific circuit routing and terminations, are described in 
unclassified publications and are feferr.ed'to In unsecured 
communications (the establishment of one SIGINT support 
circuit was so revealed in unsecured DSCS communications). 

2. (U) ACTION TAKEN: Problem noted. 

3. (C) RECOMMENDATION: DCS stations should use changing 
callsigns; circuit designators should be classified. 

4(y)(^^ PROBLEM: Telephone security. Not all information 
could be transmitted on secure lines. This was especially • 
true during efforts to expand and retrain forces after 
RICEBOWL.J Specific TELSEC problems encountered included 
people trying to "talk around" classified information, 
conducting classified discussions in areas where non-secure 
phones were in use, failing to break telephone circuits when 
not in use by depressing the hold button after hanging up 
the phone; failure to follow "Red/Black'^criteria in separating 
secure and unsecure telephones and linesj^by the required ^ 
three feet"^ and frequent unclassified conversations which, 
when compiled, would reveal classified information. 

5, JCo ACTION TAKEN: Constant verbal and written reminders 

were addressed to the staff or JTF as a whole. Reminders 
were also made on an individual basis when discrepancies 
were_observedi i^The results of telephone monitoring at 
subor~dinate units by INS COM provided valuable feedback to 
JTF security. 1 Selected examples from this monitoring were, 
used, to 'give "^dded impact during periodic TELSEC reminders. 
There were many indications that unsecujf.eiJiJteXephone*' communi- 
cations to and from the JTF could have . provided a -signif icant 
source^of intelligence information. JJ-Proposals to monitor 
these communications to assess the seriousness of the 
problem were. yjot implemented because- of procedural ^problems 
associated with obtaining approval for telephone monitoring 
in the Washington, DC area.' t 
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6. (U) RECOMMENDATIONS: Good TELSEC procedures should 
become standard. Where new units or personnel are being 
added to a JTF they should be referred to the applicable 
SOP. Periodic telephone monitoring should be conducted to 
provide feedb^ack. C.OSD should also be requested to ease 
the constraints currently placed on telephone monitoring 
the Washington areaT] 



7. tcr 



ITEM: DSCS orderwire communications associated 
•^ith the establishment of OCONUS command and control circuitry 
in support of Jthe rescue operation were not secured at the 
time the C3 establishment began. Ji^OMSEC njonitoring revealed 
that an adversary intercepting those communications could 
have perceived that: - 

a. (U» Circuitry was being extended to a subscriber. 

b. (U.) A high degree of urgency was associated with the 
establishment of C3 circuitry — equipment was flown in, 
pressure was being placed on the Services, technicians 
were working overtime, etc. 



v^ve m^ ^ t of SOD, 





buld be 




d. ral^ Weather circuitry was being extended to a new 
subsiir ibj 

{r^ , ^ _ 

8. (C) ACTION TAkEWr' bSCS orderwire communications were \ 

securedJ^S'^qulckly as possible with KG-27 equipment. 

9. (C) RECOMMENDATION: All tech control/order wire commun- 
ications should be secured. If not feasible, all such 
communications associated with special operations should be 
secured long in advance of an operation. 

Iff.: S^TTEJS^ 'SOD involveraeht in rescue operation 
f^anning was revealed rtolJKA . analysts] by an^'i'ndivi^l 
' answer ihg^^the telephone with JbLJUS,. name and organization.' 

1 iC'^J)^^^ ACTION TAKEN: All personnel were advised not to answer 
phones with the organization designator. Later, a relatively 
innocuous cover name was used; however, the use of such a 
designator still provides a common reference by which 
analysts can piece together the various activities conducted 
under the auspices of the designator. 




12 JS^ RECOMMENDATION: Do not use organiz ational designators '* 
in connection with compartmented act ivity ; 



TTT ^ITEMj^^^^^^^^^^^B involvement In the rescue 
operation was^^W BW^^ S^c^RQftJ.yats by an-jogen microphone 

'(connected to an u^ti^ecured circuit ) ^in the tape preparation 
section o£ a communications center. v 



14. (U) ACTION TAKEN: Incident reported. 

15. (U) RECOMMENDATION: ''Microphones in comunications spaces 
should be press-to-talk onlyr and not have a locking feature. 
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SUBJECT: Security (U) ' ' 



Item No. I-l 1 



COMMUNICATIONS (U) 
TOPIC: Traffic Analytic Problems (y) 

1. p21 PROBLEM: PARKHILL communications on satellite 
channels have been almost exclusively those of JTF and 
JTF-related entities. COMSEC analysts have associated this 
use of PARKHILL with preparations for the rescue operation 
and subsequent, related activity. They consider PARKHILL 
communications on satellite channeTs-to be/synonymous with 
special operations. (Current PARKHILL communications on the 
Indian Ocean FLTSAT were not so considered). 

2. ACTION TAKEN: Alternate means for secure communications 
are being considered. 

& ■ 

3. 0^) PROBLEM: The timing and volume of PARKHILL communica- 
tions associated with exercises and rehearsals has generally 
followed patterns associated with pre-exercise/operation 
buildup and execution, i.e., traffic would increase and 
decrease concurrent with planning and operations activity. 



isieadii 



ACTION TAKEN: An attfenpt has been made to create a 
raipleading pattern hf PARKHILL communications, one which 
w^uld not be indicative of pre-execution and execution 
phases of an exercise or operation. 

■ h- 

5..-)t&) RECOMMENDATION: Bogus traffic should be implemented 
ar^d satellite communications channels should be monitored 
occasionally to determine if these traffic levels are 
adequately protecting exercise/operational communications 
against traffic analysis. 

6. je) PROBLEM: The number of satellite channels carrying 
PARKHILL communications during exercises/rehearsals are 
indicative of the number of force elements involved. 
It can be generally inferred that each channel comprises 
a separate command, control, and communications link. 
Further, the pattern of satellite use could be an indicator 
of actual operations. For example, a pattern evident on the 
TOO degree W FLTSAT during exercises, suddenly appearing on 
the Indian Ocean FLTSAT, could indicate- the exercise 
forces moving into an operational mode. 



7. ysr) ACTION TAKEN: Limited bogus traffic program was 
initiated. NSA has also monitored the Indian Ocean satellite 
to identify existing traffic patterns. These data are 
available to gauge communications and intelligence 
implications of additional PARKHILL or other traffic being 
placed on the satellite. 




SUBJECT: Security (U) ■ WlMiLjIiba i Item No. 1-12 



COMMUNICATIONS (U) 
TOPIC: PARKHILL Problems (U) 

1. pS) PROBLEM: Analysis of PARKHILL signal structures 
has shown large variances in the lengths of initial power 
peaking subcarrier frequencies prior to initiation of 
preamble clocking sequences. The differences in the length 
of these tones (called the "time out") allow analysts to 
associate radio traffic with specific PARKHILL/Transinitter 
equipment. The analysts can Ident ify- st^t ions which are 
communicating with one another, even when they are commun- 
icating on different networks or frequencies. This, in 

turn, allows inferences to be made regarding command structure, 
ind gives an insight to the types of activity to which the 
communications pertain. 

2. ^S) ACTION TAKEN: The JTT directed all PARKHILL users to 
set "time outs" to a constant of 800 Msec (+ or - 15 
Msec). Monitoring PARKHILL satellite communications 
during Exercise TRADEWIND indicated that variances in the 
duration of the "time out" are still evident in all stations 
except those observed on the 253.6 50 Mhz downlink. Of the 
stations operating on that frequency, all but one appeared 
to have adjusted to a constant of approximately 800 Msec. 

3. (Jb) RECOMMENDATIONS: A controlled test aimed at identifying 
the specific anomalies of each PARKHILL/transmi tter combination 
should be conducted. Such a test is now being arranged 

with NSA. 

4. psT) ITEM: Several PARKHILL units are apparently enciphering 
portions of key after the preamble sequence has been completed. 
This is indicative of an equipment malfunction which could 

aid in derivation of plain text, but perhaps more importantly, 
it serves to immediately identify the transmitting station. 

5. (U) RECOMMENDATION: Conduct a controlled test, as ^ 

recommended above. 

(^^. 

6. ITEM: In each exercise, tones have been observed 

in PARKHILL transmissions. The problem, probably attributable 
to faulty installation, does not appear to be widespread, 
but is significant since it greatly facilitates derivation 
of plain text. During Exercise TRADEWIND, it appeared that 
one PARKHILL was encrypting the keyboard sounds of a collocated 
teleprinter. Also noted during Exercise TRADEWIND were 
PARKHILL transmissions which contained an incidental frequency 
modulation, apparently caused by 60 Hz powerline radiation 
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on the power peaking subcarrier frequency (the "time out"). 
Although not a cryptographic problem, this modulation allows 
identification of the transmitting station. 

7. RECOMMENDATION: Conduct a controlled test of 

equipment, as recommended above. 



V 
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SUBJECT: Security (U) Item No. 1-13 

COMMUNICATIONS (U) 
TOPIC: Other Problems (U) 

1. (U) PROBLEM: , Aircraft participating in exercises have 
been observed requesting weather information for destinations 
via unsecured HF voice communications. Even though a 
^ destination may not be specifically identified the weather 

itself could provide an indication ^f the destination. 

\, 2. (U) ACTION TAKEN: . Unknown. 

3. (U) RECOMMENDATION: Use secure communications, going, if 
necessary, through an intermediate station which has secure 
communications equipment* 

4. rc/ PROBLEM: JCS project cqp^e 9WWjWas repeatedly 

■ ' refjerenced in unsecuz;ed communicatioiTs concerning a wide 

variety of subjects, .including equipment, air transportation, 
etc. 2) The project code was a common reference by which 
analysts could have pieced together the' diverse subjects of concern 
to the JTF. 



I 5. (U) RECOMMENDATION: Explore use of no project code or 

^ multiple project codes. 

6. (^n PROBLEM; On occasion the same operational call signs 
I are used for tAflj^TCAt) 'communications. This practice, since 

FXX7iCA0— comimuhlcations can permit identification of 
I t;ype aircraft and location, provides adversary analysts with 
, Insight about the nature of the operation or exercise. 

7. (U) Recommendation: Different call signs should be used for 
each type of traffic. 
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OPERATIONS (U) 



TOPICj^ iMedia (U) 



^ 




Pi? 



A 



1. is) PROBLEM: Avoiding detection* by the media. This was 
a ma^or problem during planning, training, and initial 
phases of the deployment. J^After RICEBOWL the danger was 
increased since some key personalities, units, and methods 
of operation had been exposed. Potential exposure by the 
media reached a high point during large exercises. The 
me^^ii^roved to be extremely timely but only semi-accurate. 

2. (^^^^CTION TAKEN: Experience showed ^ that the best mean s 
to handle the threat from media was to 




(IiTUSmJ^. warfare or Ij^i 

o V ^r^r-i jg f» p y ^'^jjr. ^'^iir • focused on AWACS and command and 
.contrbl wh lj^^ vo idd ng anf^roention of helos, specific units, 
-etc. At no" time was false information contained in a press 
release. Exchanges with the media or civilians were controlled 
by providing exercise participants with clear and concise 
guidance for answering inquiries. This was particularly 
important in the event of forced landing or other incidents. 
In these cases, direction was to acknowledge the obvious, 
i.e. name, type aircraft, unit of assignment and participation 
in an exercise or cros^^country training. Participants were 
directed to avoid provocative terms such as "classified 
mission". Further inquiries were to be directed to Public 
Affairs channels. This avoided allowing a variety of 
stories to develop which would then cause inconsistency. 
Where this policy was not implemented inquiries from the 
media multiplied and became extremely pointed. Every effort 
was also made to respond rapidly (same day or less) to an 
inquiry. This ability was attained by having points of 
contact within the OSD, JCS, and service Public Affairs 
channels . ^E^pg . P0Cs^\4ere^ neve r brief e^or^h^actual 
operation. TKt. best they received only ^|^mi^Bll 
This proved' to be sufficient. In addition, during the 
actual RICEBOWL deployment, US and foreign news services 
jweresBgjHiEB>re<n"~T^^ combination, of actions was able to 
s id e^^Si^S iumlrou s" i nqu i r i e s and ^to blunt or obscure the 
^Dact of those which resulted in a media TEory. 




3. J^') RECOMMENDATION: Continue to develop 

tightly control Public Affairs exchanges and respond rapi( 
to inquiries. 
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PROBLEM: To secure deployment from home bases 
te intense media and hostile intelligence interest 






9. >? 

shoul 



RECPilMENDATION: Future efforts to insert a force securely 
>pt a similar methodology. — — ' 



AG 

i \ 

V 




( 

V 



/ 



anni 
tendency 



an area. 



-{'violate the pre-established 

4. (x/) Problem: Provide secure logistic support to the 
force. The US military logistics community normally responds 
in unclassified channels. Attempts to use classified 
channels slows responsiveness and frequently draws added 
attention. 



ACTION TAKEN: Init ially, . informal Flag Officer level 
requests were made to counterparts in Service logistics 
systems which requested subtle assistance to insure that 
selected units or weapons systems were supported in a timely 
fashion. They were specifically requested not to take any 
actions which would highlight this activity. This -request-^i* 
then opene j^q)^?pd i t ed ..chjannej^s ^o r ;< gC-F^ 1 og i s t i c staf f \^ . 
jgi^^icers. "^^fh -addi t ion, JTF 'weff fc Ptreg u e ntTy arrange to * 

receive an .irenufi£»^to send lIT^to a^BMHBp fCTCf^ion. This 
ji!jiffS!5ure provided additional ^e^ujit^^T)uSn^ the SNOWBIRD (S) 
jJ |jjB^j |,»ho HflJJIgt BAMjER" cove iffi^#^ry ^provided sufficient 
^a¥iSimJ^e^%n?^4oiffS to > provid e Jraai d logistic support 
without compromising mission 

12. PROBLEM; Admirf^istratlve matters such as orders r 
vouchersT passports, Visas«^^^ffl«Bf^ had the 

potential for disc lofl Ing _B i:ss ion, de ti 1 1 s .'^^ftg* 

T3 . ■ fP? ACTION TAKEN: This vulnerability was recognized from 
the first moment s^j 
variety of wa^ 




TDY 




designating these bases as exercise^areas Alpha and BrWo. 




14. (•f RECOMMENDATION: Headquarters and subordinate units must 
be aware of the potential security dangers in personnel/ 
administrative matters. Before any action is takenr the 
security impact should be cons idered. Prepl_arming and^h e 

1, nr^T^^ "•' Vi help. rVor example^ a'll pertfb nnei ^» 




le as well as 



15. (U) PROBLEM: Timely and secure funding requirements* 



16. ^i/S) ACTION TAKEN: During the RICEBOWL phase, in most cases 
by working with points of contact, we were able_ to operate 
on a credit system ^l^^irg^^ MAC and logistic depots). However, 
even during that phase there'^'W^sidnally were r^uirements 
for the transfer of f undsr^te/g. T'TTOO , 000 required for the 
use of fuel stocks at one'of our OCONUS operating bases). 
..Here, Serv'ice poiiTrtB'"Of ' contact Were'^blie^o arrange the 
transfer without e xpos ing the location or purpose. Conditions 
5?*t^*ater "in f iscal^redf r*afft icipated high^ 




lTfv(^ RECOMMENDATION: >The existence of a permanent organization 
with funds would solve iirany of the financial proble m sTf ac^d 
by JTF 1-79.' 



I 
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SUBJECT: Intelligence (U) 




Item Number: J-1 



Intelligence Historical Report 
J2, JTP 1-79 (U) 



SUMMARY: 



1. yjfS) Overall intelligence support for mission planning, 
training and execution was responsive, professional and 
genera^^^^dgmi^^w^J^on^jTj^o^^^m^^^^^n • . the lack 
ofjfllHI^^^HHH^HIHHH total intelligence 

piW^^^^a^sufflarizec^nere^^^^^HWBSe^iTr detail in a 
separately distributed document* 



Throughout the 




b. (ft)' Dlh acted as brbker for most general intelligence 
requirements, satisfying in excess of 700 specific 
requests, largely of an analytical nature, 

c. (Z) DMA provided mapping, charting, and geodetic 
support, producing no less than twenty-four special map 

and photo' products designed to satisfy tactical requirements J 
and provided data reduced coordinates for use in the navigation 
systejQ^^^all ml88ion/aircrart.~^ 
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